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WASHINGTON, D. C. 


CHAMBER OF COMMERCE PROGRAM 

The Chamber of Commerce of the United States, 
after long deliberation through committees and confer- 
ences, has submitted to its membership, for referendum 
vote, a proposed policy of transportation development. 
The program, like any other program that could be 
devised by any organization or individual, will not meet 
universal approval. There is too much room for differ- 
ences of opinion as to the wisdom of this or that policy. 
But, in our opinion, though we do not find ourselves in 
agreement with all parts of it, and though some if it does 
not seem sufficiently clear and definite, it is constructive, 
on the whole, and shows an inclination to be sane and 
reasonable. It will, at least, convince the radicals in 
Congress, if it is approved by the membership—and, so 
far as it goes, before it is approved or disapproved by 
the \membership—that the business sentiment of the 
country is not disposed to believe that business pros- 
perity is to be brought about by a destructive policy 
toward the railroads. 

The recommendations on which the referendum vote 
is to be taken are fourteen in number. We shall con- 
sider them in order. 








The first states that the national transportation pol- 
ity should aim at development and maintenance of an 
adequate system of rail, water and highway transporta- 
tion, with full cooperative service of all agencies that will 
contribute to economy and efficiency. No fault can be 
found with this, except that it does not attempt to lay 
down a definite program by which the desired cooperation 
tan be brought about. There is no doubt that such co- 
operation does not exist at present. The Shipping Board 
and the Interstate Commerce Commission, for instance, 
having jurisdiction respectively over ocean and rail trans- 
Portation, are at loggerheads frequently. The Shipping 
Board, being responsible, under present government pol- 


icy, for the success of the merchant marine, is itself an 
operator of ships and its view sometimes is that of an 
interested party instead of an umpire. The government, 
under present policies, also finds itself in competition 
with the rail carriers through its barge line service on 
the Mississippi and Warrior rivers. If these policies are 
to continue, some definite plan of coordinating their con- 
trol with the agencies that control rail transportation 
ought to be found. It is not enough to say that there 
ought to be cooperation. There cannot be cooperation, 


as long as human nature is as it is, while interests 
conflict. 


The second recommendation is that the important 
principles of the transportation act should be continued 
without change until there has been further experience. 
With this we heartily agree. In our opinion, one definite 
thing that can be done in the interest of good transpor- 
tation is to let the law alone for a time, at least. We 
go even farther than the Chamber of Commerce program, 
and say let it alone in all its features, as well as in its 
important principles, for we think tampering with it is 
dangerous at this time. 

Number three recommends that the principle of re- 
capture of excess earnings should be maintained as essen- 
tial to the rule of rate-making. We never thought the 
recapture provision sound in principle, but we are in 
favor of leaving it in the law on the same theory that we 
do not believe in trying to make any other changes in 
the law now. It is not good business economics to de- 
prive anyone of the fruits of his honest labor. 


Fourth, the program recommends that supplemen- 
tary legislation be enacted, in harmony with the general 
principles of the transportation act, to facilitate consoli- 
dations by voluntary action, subject to.the approval of 
the Commission. We should have to know just what 
supplementary legislation the framers of this recommen- 
dation had in mind in order to discuss it intelligently. If 
it means anything along the line of the Cummins bill, 
we are opposed to it. If it simply means legislation that 
would make easier voluntary consolidation, subject to 
the jurisdiction of the Commission, we think it is good. 
The recommendation would be stronger, in our opinion, 
without the phrase, “in harmony with the general prin- 
ciples of the transportation act.” That seems to be an 
endorsement of the provision in the.present law for a 


set plan of consolidation in accordance with which all 


consolidations, if any, shall be made. On the theory, that 


_ there ought to be no changes in-the act at this time,.that. 
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provision should be allowed to remain; but if changes 
are to be made in the act, the provision for a set plan 
ought to come out. 

The next recommendation is that the policy of con- 


necting and coordinating terminal facilities, with pro- 


yisions for joint use prescribed by the Commission, 
should be applied as rapidly as possible. That is in the 
interest of efficiency and economy. 

The sixth recommendation is perhaps the strongest 
and most needed in the list. It is that, in place of an 
attempt to deal with rates and other problems of regu- 
lation of common carriers through legislation, such prob- 
lems be handled by properly constituted federal and state 
administrative agencies. That is a polite way of con- 
demning political rate-making and political regulation of 
all sorts. This word is needed and we are glad to hear 
itfrom a body of this sort. In our opinion, the greatest 
present day evil in regulation is the constant attempt— 
well meant sometimes, and other times not so well meant 
—to say by legislation what rates shall be and what this 
or that regulatory policy shall be. The resolution intro- 
duced by Senator Smith this week instructing the Com- 
mission to give its attention to a revision of rates on 
agricultural commodities, in line with a. government 
policy of fostering agriculture, is, in a way, a recognition 
of the wisdom of the policy presented by the Chamber 
of Commerce. We do not think much of the resolution 
and it ought not to be adopted, but, compared with other 
measures that have been introduced, the effect of which 
would be to compel the Commission to reduce certain 
rates without investigation, it is a step in the right direc- 
tion. It, at least, recognizes the principle that the Com- 
mission ought to be charged with the work of rate re- 
vision, even if it does tell the Commission what object it 
ought to have in view in making that revision. 

The seventh declares that, instead of any attempt at 
general reduction of rates at the present time, the ad- 
ministrative agencies, under their established methods, 
and with all possible dispatch consistent with proper in- 
vestigation, should proceed with readjustment of relative 
rates. This does not tell us just what is meant by “read- 
justment of relative rates” or explain the necessity for 
such readjustment. It presumes too much knowledge 
on the part of those who will have to vote on this rec- 
ommendation. But it is, at least, a condemnation of such 
general revisions as are proposed by Senator Smith in 
his resolution and by other members of Congress in other 
measures. We are not sure whether it is meant as an 
endorsement or a condemnation of the plan of revision 
of rates advocated by one of the Chamber of Commerce 
committees. It might be taken either way. 

The next suggests that Congress should direct the 
amy engineers to make a comprehensive survey and 
Present a definite plan and schedule of priorities for wat- 
‘way development. Nothing is more needed than this, 
in the interest of both economy and public information. 

The ninth suggestion is that the Secretary of War 
should have authority and funds to continue barge line 
operations on the Mississippi and Warrior rivers “in 
tccordance with good commercial practice,” to determine 
more fully the possibilities of inland waterway transport 
inder private operation and thus enable the government 
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the sooner to dispose of the lines. We are in sympathy 
with the object of this recommendation—“to enable the 
government the sooner to dispose of the lines”—but we 
think this experiment has gone far enough. It was 
started while the war was on, on the theory that we 
needed more means of transportation. The railroads 
were being operated by the government and no one was 
hurt; no one was in competition. with anyone else. But 
these barge lines have been operated since the war, with 
the result that the taxpayers of the country—including 
the railroads—have been paying for them, merely that a 
comparatively few shippers may have the benefit of lower 
rates than they could get from the rail lines. It is direct 
government participation in the transportation business 
and direct competition by the government with the rail- 
roads. It is time for it to stop: If private capital does 
not know now whether river transportation can be made 
profitable, it will never know. It is not a necessity and 
it is of benefit, as we have said, to comparatively few 
shippers, to any extent. 

Number ten says that waterway service, including 
through rail-and-water routes and rates, with suitable 
divisions of rates between the two types of carrier, should 
be facilitated by public and private agencies wherever 
economically warranted and in the public interest. We 
would state that differently. We would say that wher- 
ever private capital was engaged in water transportation 
it should be protected by compelling suitable joint route 
and rate arrangements. Wherever such waterway serv- 
ice is “economically warranted,” it will be provided by 
private capital, if the railroads are prevented from unfair 
competitive. methods, as they should be. 

The eleventh recommendation suggests that optional 
store door collection and delivery, with reasonable and 
separately itemized trucking charges in the published 
tariffs, be established as rapidly as practicable by agree- 
ment between carriers and shippers, beginning at the 
centers of greatest congestion. This is a progressive 
thought and worthy of consideration. Store door delivery 
is believed by many to be the solution of our problems 
of congestion. It involves some thought and work on 
the part of the carriers, slow to take up new ideas, but 
it ought to come about. 

Number twelve suggests that, wherever experience 
indicates that it would be in the public interest, regu- 
latory bodies should facilitate the utilization of motor 
transport to replace uneconomical forms of rail service, 
to relieve yard and terminal congestion, and to extend 
existing steam and electric railway service. We agree 
with that as a suggestion to carriers for another forward 
move on their part and as a policy of competition with 
them if they do not seize upon motor transport them- 
selves as an adjunct to their business—provided that, 
where the motor truck competes with the railroad, it 
should be subject to fair rules governing the competition. 

This provision of ours is recognized in recommenda- 
tions thirteen and fourteen, wherein it is stated that the 
rates and services of motor carriers, freight and passen- 
ger, should be subject to regulation by the state and 
federal commissions and that, in addition to bearing an - 
equitable share of the general tax burden, the road users 
should pay the entire cost of maintenance of highways, 
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through special taxes levied against them. The recom- 
mendation is not clear as to whether the maintenance of 
highways shall be paid for by all the vehicle users thereof 
or solely by the common carrier users. There ought to 
be some differentiation between them as to the amount 
they pay. A man driving his own car for pleasure or on 
business ought not to have to pay the same for the use 
of the highway as the owner of a motor bus making his 
living by hauling passengers. On the other hand, the 
motor common carrier ought not to have to pay all the 
cost of keeping up the highways. 

Altogether, the program presented for the vote of 
the chambers of commerce of the country gives plenty 
to think about. On some of the recommendations it 
would be difficult to vote yes or no, however, and others, 
as we have pointed out; are not quite clear. But the 
result will contribute much, we fancy, to constructive 
transportation thought. 


PULLMAN SURCHARGE AND RATES 


The Trafic World Washington Bureau 


Declaring that approximately 117 bills providing for elimi- 
nation of the Pullman surcharge had been introduced in the 
present session of Congress, Senator Dial of South Carolina, in 
a speech in the Senate, said he hoped the Senate interstate 
commerce committee would soon report a bill abolishing the 
surcharge. 

Mr. Dial said the South Carolina legislature had passed a 
bill abolishing the surcharge on intrastate travel, but that the 
carriers had obtained an injunction against enforcement of the 
act. He said that showed “how little the rights of the states 
are regarded.” 

“It is greatly desired that we get some legislation at an 
early date,” he continued, “as it seems that the Interstate Com- 


merce Commission will not or does not take steps to abolish the 
surcharge.” 

The senator said he understood “that just this week Canada 
has restored the pre-war rates both on passengers and on 
freight,” and that it seemed to him that “we might emulate 
Canada in that respect.” He thought that the revenue from 
the surcharge could be made up from the additional number of 
passengers that would travel if the surcharge were removed. 
Continuing, he said: 


I believe that if a proper rate were in effect it would encourage 
travel, and the roads would lose nothing. ' 

However that may be, I do not favor any kind of camouflage. If 
the rate is not sufficient, then the railroads ought to be allowed to 
increase their rates; but they should not be permitted to collect 
money from the public under any misapprehension. 

If they cannot exist on the rate that is allowed, they should be 
allowed to increase the rate: but I do not believe that is the case. 
This is a long time after the war, and all these nuisance taxes and 
unusual taxes should be abolished, and it seems to me it is high 
time for us to take steps now to relieve the public. Anyone who 
travels on the trains or sits around hotel lobbies will hear this ques- 
ee as one that is uppermost in the minds of the traveling 
public. 

I know that it took us a good, long time here to get our commit- 
tee on interstate commerce functioning, and I_ am glad that it is 
making progress, as I learn, along this line; and I trust it will soon 
bring in a bill abolishing this surcharge, so that we can get our 
country and travel and trade back to normal conditions. I am sure 
there is nothing that would please tho public more, and I feel at the 
same time do justice to the railroads. 

I am urging the Interstate Commerce Commission to act, and 
sincerely hope relief will be speedy, not ped regarding Pullman car 
surcharges but also as to passenger and freight rates. 


Senator Robinson of Arkansas, Democratic leader in the Sen- 
ate, made the following remarks when Senator Dial had con- 
cluded: 


During the last session of Congress I presented a bill to eliminate 
the Pullman surcharge. Other bills for the purpose were presented 
in both Houses of Congress. During the present Congress a large 
number of measures on the subject have been introduced in the 
oy a a very large number in the body at the other end of 

e Capitol. 


The subject has been under consideration by the committee on 
interstate and foreign commerce. It is expected that action will be 
taken upon the measure in the early future. A request has been 
made of the Interstate Commerce Commission for information re- 
specting the effect of the passage of such a bill upon the revenues 
of the railroads. I am also informed that measures are pending before 
the committee a to a reduction of freight rates, particularly 
those that relate to the transportation of farm products and of com- 
modities that are essential to agricultural production. 


Chairman Smith, of the Senate interstate commerce com- 
mittee, placed statistics regarding the surcharge before his 
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committee at a hearing March 26. Some action will be taken 
at the next meeting, it was said, and indications are that it 
will be in favor of the elimination of the surcharge. 


REDUCED AGRICULTURAL RATES 


The Trafic World Washington Bureay 


A move to obtain lower rates on agricultural products was 


made March 24 by Chairman Smith of the Senate interstate 
commerce committee, when he introduced a joint resolution di- 
recting the Commission to effect such changes in the general 
rate structure as to permit the movement of the products of 
agriculture and live stock at the lowest possible rate. 

Senator Smith said he believed the method proposed by 
him of affording relief to agriculture in the way of lower rates 
was preferable to the enactment of legislation by Congress 
directing the Commission to establish the prewar basis of rates 
on agricultural products or directing it to require the railroads 
to reduce rates by specific percentage amounts. 

The resolution was referred to the interstate commerce 
committee. Chairman Smith said he would bring it up for 
action at the regular meeting of the committee March 26. 

Before being effective, the resolution will have to pass both 
branches of Congress and be signed by the President. 

The Senate Interstate Commerce Committee, March 26, 
ordered a favorable report on Chairman Smith’s resolution, di- 
recting the Commission to make changes in the rate structure 
so as to permit the movement of agricultural products at the 
lowest possible rates. The committee made some changes in 
the text of the resolution, but the general effect of the original 
resolution was not changed. Chairman Smith and Senators 
Cummins, Howell, Pittman, Bruce, Dill, Fesh, Gooding and May- 
field were present. Chairman Smith said there was some op- 
position at first to the measure but that, as ordered reported, 
it had the approval of those present. 


The text of the joint resolution, as ordered _ reported, 
follows: 


Resolved by the Senate and House of Representatives of the 
United States of America, in Congress assembled, That agriculture 
is hereby declared to be the basic industry of this country; and that 
is the policy of Congress to promote, encourage and foster the 
agricultural industry, in furtherance of which the Interstate Commerce 
Commission is hereby directed, with the least practicable delay, to 
effect such lawful changes in the rate structure of the country as 
will promote the freedom of movement by common carriers of the 
products of agriculture, including live stock, at the lowest possible 
rates; provided that no investigation or proceeding resulting from the 
adoption of this resolution shall_be permitted to delay the decision 
of cases now pending before the Commission, involving rates on prod- 
ucts of agriculture, and the policy herein stated shall be applied in 
such determination as soon as possible. 


Speaking in the House on the subject of relief for agri- 
culture, Representative Canfield of Indiana said there should be 
an immediate adjustment of freight rates on agricultural prod- 
ucts. 

“T contend,” said he, “that the rates on all food products 
should be lowered at once, as agricultural freight rates are at 
present out of their normal pre-war rates and should be read- 
justed. The preesnt high rates on other articles that are not 
so essential will more than take care of the reduction on food 
products and still enable the railroads of the country to make 
large profits on their real investments. 

“The railroads have attempted to prove by figures that they 
cannot reduce freight rates on agricultural products, but we 
find them before the Interstate Commerce Commission asking 
permission to make a reduction in their coast-to-coast rates. So 
there is no question but what the freight rates of farm products 
can be reduced, and when they are reduced it will be a great 
help to the American farmer.” 


KANSAS CITY TERMINAL DISPUTE 
The Trafic World Washington Bureau 


The Commission, to prevent the ousting of the Missouri, 
Kansas & Texas from the station of the Kansas City Terminal, 
has issued its service order No. 40, requiring the terminal com 
pany, after April 1, until the further order of the Commission, 
to permit the use of the terminals property, under the existing 
terms, notwithstanding the refusal of the reorganized company 
to accept the operating agreement to which its predecessor 
company was a party. The courts held it was not bound by 
that agreement. The new company wants to use the terminal 
property on the user basis but the terminal company declines 
to enter into such an agreement. The Commission held their 
disagreement constituted an emergency sufficient to call into 
play its power to issue a service order. 


MILEAGE TICKET INVESTIGATION 
The Commission has assigned for hearing at Washingt 
June 4, before Commissioner Meyer, No. 14104, Interchangeable 
Mileage Ticket Investigation, which was reopened by the Com 
mission on petition of organizations of commercial travelers. 
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Current Topics 
in Washington 


Triumph of Hat Chalkers.—lIt is believed ‘that, if American 
newspapers ceased being organs for political parties and instead 
allowed their Washington correspondents to write what Josephus 
Daniels called interpretative articles, seventy-five per cent of the 
sensations that are being turned loose by the investigating com- 
mittee of Congress would blow up like puff balls. Out in the 
state of Washington the correspondents at the state legislature 
call the kind of men who have been talking or about whom 
there has been talk, hat chalkers. This is how they got their 
name: In every political capital there is a fringe of men whose 
sole business is to devise ways for living without work. They 
“se}]” the votes and the opinions of men in office—at least that 
is what they claim when getting money from business men who 
pelieve all politicians and all office holders to be crooks. Harry 
M. Daugherty and every other office holder and every news- 
paper correspondent of any standing has been “sold,” like a 
piece of merchandise, by such men time and time again. The 
men who live by their wits pretend to an acquaintance and 
an influence with officeholders and correspondents that are ri- 
diculous. Out in Olympia, Wash., it was the custom of such 
gentry to get hold of the verdant business man who came to 
town to get or to kill legislation and sell him the votes of mem- 
bers of the legislature. Of course, they pretended to be able to de- 
liver such votes as if they were cordwood. To show their good 
faith and to show how well they stood they promised to mark the 
hats of members whose votes were to be delivered, while the 
hats hung in the cloak rooms, with a chalk mark. Marking of 
hats in cloak rooms was a good bit of “business,” as the stage 
folk would say. It conveyed the idea of close intimacy. The 
marks were made. If the men whose hats were marked did 
not vote as they were supposed to vote, why the explanation 
of the grafter was that the blankety-blank member had double- 
crossed the seller. That was easy explanation. Some time the 
verdant ones went home and talked about buying members and 


- ugly gossip came back to Olympia. The game got to be so well 


known that the players were called hat chalkers. If an investi- 
gation showed that a member had done something he should 
not have done, then, of course, all the business men who had 
paid out any money on the theory that they were buying votes,. 
believed that vote selling was a common practice. As a matter 
of fact, direct bribery, that is, the passing of money in a crude 
way,is arare crime. The selling of influence by former officials 
isa much more common practice. The giving of offices is the 
commonest of all. That, however, is a necessary part of po- 
litical management, because men will not take an unusual part 
in political activity without hope of reward in the form of office. 
Every politician is inspired by hope and expectation of power 
or place. The selling of newspaper correspondents is not so 
common. Rich men in office hanker for publicity. Usually they 
are such “dubs” in the performance of public service they do 
not merit publicity. That is where the grafter whose merchan- 
dise is publicity of the devious kind, reaps his harvest. His 
game is to make the public man believe that nearly all publicity 
is bought. In one instance a crook made a senator believe that, 
out of the goodness of heart, he, the crook, had persuaded the 
correspondent of a newspaper to print something in which the 
senator was greatly interested and intimated that he had prom- 
ised to pay $100 for having the story published. The senator 
paid. The fact was that the story was a good one for which 
the newspaper would have paid money if it had been offered 
to it by a correspondent not regularly on its staff. Years after- 
ward the correspondent found out how the crook had pretended 
to sell space in that paper. 





Business Men to Blame.—Responsibility for the existence of 
the unhealthy condition, to which reference was made in the 
foregoing, rests largely upon the business man. He takes the 
minimum of interest and part in local primaries. When the pri- 
maries give him servants that bay the moon and otherwise try 
to please what some have been pleased to call the groundlings, 
{oo many of him seek to correct conditions made possible by 

8 laziness by listening to those who suggest that the unworthy 
Servants can be bought to do the proper thing. In the first 
place, those who make the suggestion, as a rule, could not even 
Influence a doorkeeper in Washington. They know, however, 
a to capitalize an appearance of familiar acquaintance with 
hose in power. There is a man in this city who has made an 
easy living since he lost his government clerkship by getting 
money from moneyed greenhqrns. His game is to stop some 
Well-known man on the street ‘and ask him some question that 
Pana to nothing. He parks his greenhorn victim within seeing 
cance. That is part of the business. A large enough per- 
entage of the greenhorns pay him for the exercise of his sup- 
posed influence to keep him well supplied with money. Another 
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man, for a generation, has been making a living by professing 
to get documents that are hard to get or semi-secret. His game 
is to find out what the sucker wants and then sell it to him. 
If it is necessary, the document, which may have been in print 
for a month or such a matter, is typewritten. A story is going 
around that a big corporation recently paid $100 for a report 
issued by one of the departments about a month before the 
sale was made. It was turned, from type into typewriting so 
there would be no suggestion of the ease with which it was 
procured. The bill followed the typewritten manuscript and the 
check came shortly. That kind of faking has gone so far as to 
embrace gullible newspapers. In 1898 one of them paid $1,500 
for a typewritten copy of a protocol between the Spanish gov- 
ernment and the Cuban insurgents, made in 1868. The pretense 
was that it was the copy of a protocol about to be signed by 
the government and the Cuban insurgents in 1898. 





Contempt of the Senate.—The question of how far a com- 
mittee of the Senate lawfully may go, in a pretended excursion 
to obtain information on which to found legislation, is to be 
tested in the courts. The Senate has certified Harry F. Sinclair 
to the courts of the District of Columbia to be punished for 
contempt of its august dignity. Martin W. Littleton, as counsel 
for Sinclair, advised him to answer no more questions about 
Teapot Dome or any of the collateral questions raised by it. 
That advice seemed to be grounded on two propositions. The 
first was that the Senate had already expressed its views on 
the subject of the legality of the Teapot lease and had therefore 
exhausted whatever power it had. The second was that unless 
a citizen was accused of a violation of a law, he could not be 
required to tell anything about his business to anybody. There 
has always been a question as to the length to which a law- 
making body could go in inquiring into the affairs of a citizen. 
The question is comparatively new because oppression by legis- 
lative bodies is new. Oppression by the executive is old. Be- 
cause of the duress to which the king formerly subjected the 
law-maker, the theory of freedom of debate, which many believe 
has degenerated into license of the most pestiferous kind, was 
invented. The Stuarts and Cromwell had not a great deal of 
respect for it, in any sense of that word at all. The law-makers 
cried “privilege” many times and oft, but neither the Stuarts 
nor Cromwell thought much of their grounds for freedom of 
speech. No American, however, has seriously moved to compel 
his law-making servants to observe the line between liberty or 
freedom and license. But the courts will pass on the question 
of whether Sinclair was in contempt when he refused to answer 
questions. No sane man, in a year of profound political peace, 
probably would claim that the questions Senator Walsh wanted 
Sinclair to answer would be calculated to bring forth answers 
helpful in the making of statutes. The query now is, will the 
courts have the nerve to say that congressmen, senators and 
representatives, must confine themselves strictly to their knit- 


ting, and get such political campaign material as they can, 
within such limits? 





Section 28 Thoughts.—The heat with which section 28 of the 
merchant marine act is: attacked and defended tends to give 
amusement to those who recall enough of their history to know 
that Thomas Jefferson was as good a protectionist, if not a 
better one, than some of the men since 1860, who, like Jefferson, 
have been called Republicans. The section is intended to foster 
and protect American shipping. Theoretically, at least, the fol- 
lowers of President Coolidge should be its most earnest defend- 
ers. Yet there is none so ardent as Commissioner Thompson 
of the Shipping Board, an Alabama Democrat. Exporters are 
dividing on the subject without regard to their views on a cus- 
toms tariff. Geography more than economic views, appears to 
be the controlling factor. Producers at the ports who can export 
without calling the railroad to their help are supposed to be 
sitting pretty, while those in the interior, such as, for instance, 
the mid-continent oil refiners, are squirming as if they were 
sitting on tacks. As the latter see it, they cannot continue in 
business and pay the cost of fostering an American merchant 
marine, measured, as they believe, by the difference between 
export and domestic rail rates between their plants and the 
Gulf ports, the difference in rates, in some instances, being that 
between 50 and 100 cents. Yet, it has been suggested, if they 
are forced out of the export business, their competitors to whom 
the business will go because their domestic rates are the same 
as their export rates, will be so busy they will have to buy 
from those driven out of the export business, to supply the void 
made in the domestic market by the increased export business 
of the winners under section 28. Some customs tariff protec- 
tionists have made arguments akin to that, but the losers, as a 
rule, have not been able to express deep appreciation of such 
a development. They have seemed to have a preference for the 
business they had built up by their own efforts. 





Some Relief for Business.—The Supreme Court of the United 
States has put another clamp on what many industries believe 
to be the wildness of the Federal Trade Commission. It has 
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decided, in a case brought by the trade body against the Ameri- 
can Tobacco Company and P. Lorillard, Inc., that they need not 
answer the subpoenas of the commission requiring them to pro- 
duce practically every scrap of paper they have made in the 
course of business in the whole of the calendar year 1921. The 
court thinks the commission was not directed, as it seemed to 
think, to take complete charge of all the papers of the two 
tobacco companies in obedience to a resolution of the Senate 
directing it to “investigate the tobacco situation in the United 
States as to the domestic and export trade, with particular ref- 
erence as to the market price to producers, for tobacco and the 
price of leaf tobacco exported, and report to the Senate as soon 
as possible the result of such investigation.” Associate Justice 
Holmes, the outhor of the court’s opinion, said the mere facts 
of carrying on commerce not confined within state lines, and 
of being organized as a corporation did not make men’s affairs 
public, as those of a railroad company now might be. “Anyone 
who respects the spirit as well as the letter of the fourth amend- 
ment (to the Constitution) would be loath ‘to believe that Con- 
gress intended to authorize one of its subordinate bodies to 
sweep all our traditions into the fire,” said the justice, “and to 
direct fishing expeditions into private papers on the possibility 
that they’: may disclose crime. We do not discuss the ques- 
tion whether it could do so if it tried, as nothing short of the 
most explicit language would induce us to attribute to Congress 
that intent.” In a generalization, it may be said the court said 
that only when a private citizen was accused of a crime could 
he be required to produce his papers, and then only in the event 
the government described. the papers to be produced and gave 
reason for a belief that the papers demanded contained some- 
thing relevant which could be recognized from the description 
given in court or in the subpena. A. E. H. 


SUSPENDED TARIFFS 


I, and S. No, 2075, the Commission has suspended from 
March 26 until July 23, schedules contained in supplement No. 
15 .to Cottrell’s I. C. C. No. 414. The suspended schedules 
propose to restrict the routing on lumber and other forest 
products from points in Carolina Territory when destined to 
points in Eastern and New England Territories so that when 
traffic moves in connection with the Baltimore & Ohio Railroad, 
Pennsylvania Railroad or Western Maryland Railway the rates 
will apply only via certain designated routes after the traffic 
has reached these lines. 

In I. and S. No. 2076, the Commission has suspended from 
March 26 until July 24, schedules contained in Supplement No. 
5 to Agent BE. B. Boyd’s tariff I. C. C. No. A-1402. The sus- 
pended schedules propose to cancel the present rate of 6% 
cents per 100 pounds applicable on paper scrap, carloads, be- 
tween Chicago, Ill., and Joliet, Ill., and intermediate points, in- 
cluding Griffith, Ind., and to apply in lieu thereof the higher 
class rate of 11% cents. 

In I. and S. No. 2074, the Commission has suspended from 
March 23, until July 21, schedules as published in supplements 
Nos, 18 and 20 to Speiden’s I. C. C. No. 702 and in supplements 
Nos. 7, 8 and 9 to his I. C. C. No. 752. The suspended sched- 
ules propose to establish carload commodity rates on ice cream 
cones from the Ohio and Mississippi river crossings to points 
in Carolina and Southeastern territories. The proposed changes 
would result in increased minimum per car charges by reason 
of the increase in the minimum weight. The following is illus- 


trative: 
From St. Louis, Mo. 
Present Proposed 
Second Min. Min. 
class Min. percar Com. Min. percar 
To rate wt. charge rate wt. charge 
Demme. 8. GC. scocccece ooo Ae 12,000 $211.20 121 24,000 $290.40 
AGMOTUS, Th. Ge ‘cccccesccsee 169% 12,000 203.40 107 24,000 256.80 


In I. and S. 2077, the Commission has suspended from 
March 27, until July 25, schedules as pubblished in Leland’s 
I. C. C. No. 1674, and Jones’ I. C. C. No. 1509. The suspended 
schedules propose to cancel the class “C” rating and minimum 
weights in connection therewith on junk such as cotton mill 
pickings and sweepings, cloth ends, old string, scrap rope or 
twine and rags on interstate traffic originating at or destined 
to points in Louisiana and Texas and Texarkana, Ark.-Tex., 
as published in exceptions to the Western Classification, and 


would result in the application of generally higher classifica- 
tion ratings. 


Present Proposed 
Rating Weight Rating Weight 
Cotton mill pickings and sweepings.... C 30,000 4th 24,000 
OG) ibs Saran sc cetisiweisies Syatbeodteees Cc 30,000 Cc 24,000 


COMMISSION ORDERS 


The Thurber Brick Company has been authorized to inter- 
vene in No. 15467, Acme Brick Company et al. vs. Abilene & 
Southern Ry. et al. 

The Lumbermen’s Supply Company has been authorized to 
intervene in No. 15628, Kansas Gas Belt Brick Manufacturers’ 
Association vs. Abilene & Southern Ry. et al. 

The Commission’s order of December 29, 1923, in No, 14288, 
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Oscar Mayer & Company vs. C. & N. W. Ry. et al., has been 
modified so as to become effective on or before May 21. 

No. 14421, Galena Signal Oil Company (of Texas) vs. Di. 
rector-General, has been reopened for further hearing solely 
for the purpose of determining whether the complainant paid 
and bore the charges on the shipments involved. 

The Helderberg Cement Company and the Glens Falls Port- 
land Cement company have been authorized to intervene in No. 
15516, the Atlas Portland Cement Company vs. Bangor & Aroos. 
took R. R. et al. 

The Anaheim Chamber of Commerce has been authorized 
to intervene in No. 15526, San Diego Chamber of Commerce 
vs. A. & V. Ry. et al. 

The National Basket and Fruit Package Manufacturery’ 
Association has been permitted to intervene in No. 15614, 
Elberta Crate Company vs. A. C. L. R. R. et al. 

The Board of Trade of the City of Chicago, IIl., St. Joseph 
Grain Exchange and Commerce Club of St. Joseph, Mo., and 
the Board of Trade of Cairo, Ill., have each been authorized to 
intervene in No. 15360, Board of Trade of Kansas City, Mo., vs. 
Alexandria & Western Railway et al. 

The supplemental order of December 24, 1923, entered in 
No. 9702 and consolidated cases, Memphis-Southwestern Investi- 
gation, has been modified so as to become effective on or before 
May 5, instead of on or before April 25, as previously ordered, 

The Commission has denied the complainant’s motion for 
leave to file an amended and supplemented complaint in Docket 
No. 13158, Nelson Fuel Company et al. vs. C. & O. Ry. et al. 

The Commission’s orders in No. 9702, Memphis-Southwest- 
ern Investigation, and No. 6390, Memphis Freight Bureau vs. 
St. L. I. M. & S. Ry. et al., entered on February 6, 1923, as 
subsequently modified, have been further modified so that they 
will become effective on or before May 5, in so far as they 


relate to the rates on sugar from New Orlenas, La., to points 
in Louisiana. 


PETITIONS FOR REHEARING, ETC. 

The Certain-teed Products Corporation, successor to the 
Acme Cement Plaster Company, intervener in No. 13337, Nephi 
Plaster Manufacturing Company vs. D. R. G. W. Ry. et al., has 
asked the Commission to grant a rehearing therein. 

The Railroad Commissioners of Florida have asked the 
Commission for a rehearing in No. 13514, Blackshear Manu- 
facturing Company vs. A. C. L, R. R. et al., in re fertilizer 
rates from Blackshear, Ga., to points in Florida. 

The complainant in No. 12437, the Parkersburg Rig & Reel 
Company vs. Director-General, Santa Fe, et al., in a petition to 
the Commission has asked for rehearing or reconsideration and 
for modification of the report entered therein. 

The defendants in No. 14247 (and Sub-No. 1), Wadhams 
Oil Company et al. vs. C. & N. W. Ry. et al., have petitioned 
the Commission to grant rehearing and reargument therein. 


CHANGES IN DOCKET 

I. and S. 2065 was set for hearing in New York and I. and §. 
2067 for hearing in Washington, March 29. 

Hearing in No. 15292, Traffic Bureau of Nashville vs. L. & 
N. R. R. et al., assigned for March 25, at Nashville, Tenn., be 
fore Examiner Seal, was reassigned for March 26, at Nashville, 
Tenn., before Examiner Seal. 

Hearing in I. and S. No. 2067, transit privileges on apples 
and pears at eastern points, now assigned for March 29, at 
Washington, D. C., was canceled. 


MINE RATING CASE 
The Commission has suggested to the parties to docket No. 
13896, the mine ratings case, that they complete the record in 
that matter by giving their views on a code of mine rating 
rules intended to put into effect the suggestion of the United 
States Coal Commission that mines he rated according to their 
commercial ability to sell coal the year round. 


EXPRESS RATE ARGUMENT 

The Commission has set down No. 13930, Express Rates, 
1922, for argument, April 11, on the petition of the American 
Railway Express Company for the cancellation of the Commis- 
sion’s order requiring a reduction of 10.7 per cent in the com 
modity rates on articles of food, the effective date of which 
has been indefinitely postponed. The express company, in its 
petition, contended obedience to the order would have too serious 
an effect on the revenues. 

The Southeastern Express Company did not join in the 
petition to have the order set aside. It is known, however, that 
it is sympathetic and that if it signified its feelings, it probably 
would approve the move on the part of the older company. 


The abstracts of tariff filings, rejections, suspea- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Io. TIME 7, E H A published in the transcontinental tariffs has come to naught. In 
= mb y' ON C NGE a mimeographed report on I. and S. No. 1962, Terminal Charges, 
OS 
The Commission, by means of an eleventh supplemental re- privileges and Allowances Applicable to Trascontinental Traffic, 
- port on No. 10122, the standard time zone investigation, written qivision No. 2 has decided that the proposed new rules, regula- 
on by a ee ag (mimeographed), has modified the tions and practices restricting the application of certain transit, 
order issued in connection with the tenth supplemental report terminal and other privileges and allowances on such traffic 
2 so as to include within the eastern time zone the whole of the have not been justified. 
“ New York Central’s Ohio Central Lines, particularly the St. The transcontinental carriers contended, in support of their 
’ Mary’s branch, extending west from Peoria to St. Mary’s. proposal, that its purpose was to clarify the present tariffs by 
- Subsequent to the issuance of the report and order, Mr. making certain their intention that traffic of the kind involved 
ad gengy nate’ Se Se ae poem eatey attention to the was to be limited in its privileges to those specifically set forth 
to fact not app g in the tenth supplemental report, that train in the transcontinental tariffs. In other words, that the priv- 
“ dispatchers at Columbus, O., directing trains on the Ohio Cen- ileges granted shippers using the tariffs of railroads that might 
tral’s Corning division, also directed the trains on the St. also be parties to the transcontinental tariffs were not to be 
in Mary’s branch. It appeared from that, therefore, that, unless available to the transcontinental shippers, unless such privileges 
sti. modified, the order issued in connection with the tenth supple- were also set forth in the transcontinental tariffs. 
wed mental report would require the train dispatchers to use two California shippers of lumber and other forest products 
ed standards of time at the same time. In the interest of safety -protested and procured the suspension of the tariffs, which 
for and convenience the order, therefore, was modified so as to were to have become effective November 26. 
ket allow ~~ aoe 06 yg time, —a. geographically, the St. The transcontinental carriers maintained, the Commission 
Mary’s branch is in the central time zone. said, it was never their intention to permit carriers parties to 
Ae SANTA FE BRANCH LI the transcontinental rates to grant privileges to shippers in 
va. H LINE T connection with such rates without the previous concurrence of 
on 0 delete at bl RA ES : the Transcontinetal Freight Bureau, and that the only inten- 
a na g of unreasonableness as to class and commodity tion in the proposed changes was to make that fact clear. 
rates for the future, in No. 14011, United Verde Extension Min- Specifically the C issi : f 
he I pecifically the Commission, speaking about the contention o 
y ing Company vs. Atchison, Topeka & Santa Fe et al., opinion the carriers, and its own views on the subject, said: 
ints No, 9273, 88 I. C. C. 5-18, written by Commissioner Lewis, the : 
ee ie woe the carriers, not later than June 12, to - Ray age 4 oiind that the a ae changes in ihe current 
wtablish rates from California to Clarksdale, Ariz. no higher ‘Ue are merely for the purpose of making the intention of tie 
previous rule clear on the face of the tariff; that the proposed rule 
than the contemporaneous rates to Drake, Ariz. The Commis- expresses clearly the interpretation of the current vate ter the car- 
the sion said they had not been shown unreasonable in the past, riers publishing the suspended schedules and renders impossible con- 
phi and therefore denied reparation. It said the record did not  ‘licting pao egg greg — = a pees vi - 
has varrant a finding of unjust discrimination or undue prejudice. }.2°,0r Comsiences. | ai eriers. the re » a heiaks aaek i aoa 
‘ ‘ * the transcontinental carriers, the respondents herein, seek to avoid 
The complaint, filed in July, 1922, alleged the class and _ py the publication of the proposed changes, respondents refer to our 
the . commodity rates were unreasonable, and as compared with rates ge on. oon in ap aoe ee, — vs. cn 
anU- to Prescott, Wickenburg and Phoenix were unjustly discrimina- ° >.“ ~y “\'- OF ORS SETTER, & CE, FO eRe ee. 28, SP 
Ps af rags ments of lumber from Alexandria, La., to the Pacific coast in the 
izer tory and unduly prejudicial. The prayer was for reasonable spring and summer of 1918. The tariff of the Texas & Pacific, which 
= ee ee rates and reparation on shipments since handled ~— Se — — of a Sa — 
Reel eptember , 2. movement of logs into Alexandria for manufacture and provided that, 
. when the products moved out of the transit point, the rate to be 
n to After the complaint was filed, that is on October 15, 1922, applied on such products would be that in effect from the transit 
and the rates from the east and from transcontinental groups were point to destination on date of shipment from point of origin of 
made the same as to Drake. No order, therefore, was necessary the rough material. During the period when the particular ship- 
ams except as to rates from California. 4 — be ag in te Beta d ee at Fc mee pe — nec Rise 
oned Clarksdale is at the end of a branch line of the Santa Fe, The. Csamogentipental Sheen. sehepee- that the provisions of the Texas 
—— at Drake, connects with another branch of that system. & Fay Ay 4 ‘were inoperative, peseuse ine transcontinental ee 
t the time the complaint was filed it was paying rates over Under, which the shipments moved fromtted only when specific au 
basic b that transit privileges would be rmitted only when specific au- 
Drake, based on a class scale beginning with 53 cents, first class, thority therefor was published immediately in ‘connection with the 
1d S. fora haul of thirty-eight miles. The scale ended with a rate commodity rate in the transcontinental tariff, and no such authori- 
of 14.5 cents on class E traffic. zation was published in connection with the commodity rate. The 
L& ae pa - our a nee ae - - gg en ot Ke na: 
g nenta ar regarding rans a no application, ecause ey 
, be: CRUSHED STONE RATES age to a the ments from Laren ora ag! ie mill. 
‘ ing a occurre eiore ere was any movemen rom at poin 
ville, A finding of non-justification has been made in I. and S. No under the transcontinental tariff; and that since the tariff of the 
1 1978, crushed stone from Thornton, IIl., to points ‘in Chicago or eens Pecan ak Me a iy 1S i ee gee en rvs tothe 
pples district, opinion No. 9271, 87 I. C. C. 759-62, as to the proposed | butbound’ rate to apply, was the one in effect ‘when the. logs were 
si cancellation of joint rates on crushed stone, from Thornton to ‘hipped inbound, the shipper was obliged merely to ascertain from 
industrial stations in the Chicago distri t Th the transcontinental tariff in effect when the shipments of logs were 
schedules are to be canceled and the preneciiagn ai ee ‘nat the Stee paid which, ® oe the "ey f y gs ani ponte 
scontinued. tha e rates paid, which were ose in efilect when e shipments 
The Commission’s suspension affected rates from Thornton to °% lumber aeadl outbound from Alexandria, were inapplicable and 
t No. wints in the Indiana part of the Chicago district. The Hlinois {ne (2@Sccoptivental ‘tariff at the time of shipment of the logs from 
° -- ” ne transcontinenta a a e me or § ment oO e 10 rom 
oo in are Commission suspended the rates in so far as they which the lumber was manufactured. ' "% 
aus € from Thornton to Illinois parts of the district. Increases The situation covered by the Brenner case, supra, has been 
Inited ranging from ten to thirty-five cents per ton would have resulted remedied by the publication of an amended tariff by the Texas & 
their from application of the combinations bre bong gg! ge dy rae § 297 ene rte — omy ory 
e i product sna e a n efrect when moves trom e trans point. 
aa The dissatisfaction of the Chicago & Eastern Illinois, the if it is intended by the proposed rule here under suspension to obvi- 
gating carrier, with its divisions, the Commission said, in ate similar situations, such a result is far from certain, If the 
- degree created the desire for cancellation. The carrier oe eaatel "te it ‘bac bow tee rift tthe eo ree ate . the 
s as continen aril, u rom e & Oo e or natin ne, e 
Rates, vere, that the joint rates for hauls within the district, obvious recourse’ of the carriers in that case was to obtain relief 
srican tret pale o, oe Thornton to points within the dis- by seaneiemert. eat of the bs, ge gag ~~ aot of the origi- 
" , re unreasona Ow i . nating line’s tariff, as was finally done. e general changes here 
mit Ih ie divisions, “it showed, the Comission seta” hat the part brobeege, mith ead to further” confusion Inflend of making fr 
P ’ simplicity. 


which of the joint rate accruing to it under existing divisions was 


rN Furthermore, respondents’ proposed schedules attempt to restrict 
in its gt ca ag ee by reason a per diem arrange- the rights ot individual Serriers, to extend % shippers, of trantcon- 
erious as operative as to cars moving from points without nental traffic such privileges at points on their own es as they 
e to points within the district, but not to cars moving wholly ™2¥. see fit. We have considerable doubt as to the wisdom of this 
Within the district. Th enti policy. On other traffic the individual lines regulate the matter of 
n the th ct. e protes ing shipper said the effect of transit; storage and other privileges which they may desire to grant, 
r that sn of the combinations would be practically to ex- ven rg ae ere a the posseemon of the oaae granting such 
: ; : e, we are aware 
obably Co lesions, Chicago district. The respondent carrier, the that the “granting of transit is 2 Pnatter which 18 Ww olly in the hands 
7 mmission said, conceded there would be little likelihood of of the individual carrier, and is not controlled by any particular set 
aly mov 
* Movement under the combinations. of carriers. The proposal of the transcontinental carriers is in effect 


tantamount to an attempt to say that the carriers in trunk line and 


ALY RESTRICTIONS TOO BRO AD central territories and other sections of the country, may not grant 


rivileges to ohineete wEoewt the gaenent. a oe teanerentinents! 
to be —*, — of the transcontinental carriers to restrict the application ‘of combihation rates. OE ear re age ae 
and transit privileges of shippers to such as may be We find that the respondents have not justified the suspended 
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schedules. An order will be entered requiring their cancellation 
and discontinuing this proceeding. 


RATES ON ROASTED ORE 


The Commission has dismissed No. 15080, Grasselli Chemical 
Company vs. Baltimore & Ohio et al. (mimeographed), on a find- 
ing that rates on roasted ore, carloads, from Canton, O., to 
Grasselli, N. J., between July 9 and August 17, 1921, were not 
unreasonable, Commissioner Eastman dissented, but did not 
write his views. 


REPARATION ON BARLEY 

An award of reparation has been made in No. 15135, Mil- 
waukee Grain Elevator Company vs. Director-General (mimeo- 
graphed), on a finding of unreasonableness as to a rate of 76 
cents on a carlodd of barley, shipped from Newark and Spain, 
S. D., in October, 1918, to Canyon, Wash., to the extent that it 
exceeded 61 cents. The finding was based on Northern Grain 
& Warehouse Company vs. Director-General, 57 I. C. C., 629, and 


Van Dusen Harrington Company vs. Director-General, 64 I. C. C., 
461. 


LINSEED OIL REPARATIONS 


A finding of unreasonableness and an award of reparation 
have been made in No. 15403, Midland Linseed Products Com- 
pany vs. New York, Susquehanna & Western et al. (mimeo- 
graphed), as to rates on linseed oil, from Edgewater (Undercliff), 
N. J., to various points in Official Classification territory. The 
Commission said the rates were unreasonable, on shipments 
delivered within two years, prior to November 10, 1923, to the 


extent they exceeded the contemporaneous rates on cotton- 
seed oil. 


SWITCHING CHARGE UNWARRANTED 

In a mimeographed report on No. 15125, Crown Cork & Seal 
Company vs. Director-General and Baltimore & Ohio, the Com- 
mission made a finding of overcharge on seventy-two carloads 
of raw materials and manufactured products, moved between 
February 28, 1919, and February 28, 1920, to and from Highland- 
town, Baltimore, to the extent that they included a switching 
charge of $2.00 per car. The complainant contended that under 
the tariffs of the Baltimore & Ohio, Baltimore rates were ap- 
plicable to and from its Highlandtown plant and the Commis- 
sion agreed with them. The charge was made by the Canton 
Railroad which was not under federal control. The Baltimore 
& Ohio, the Commission said, employed the Canton to make 
deliveries and the Baltimore & Ohio, it said, federally con- 


trolled, was under obligation to make such deliveries at the 
Baltimore rate. 


CRUDE SULPHUR CASE 


In a report, on further argument, in No. 12831, Butterworth- 
Judson Corporation vs. Director-General and Central of New 
Jersey, opinion No. 9276, 88 I. C. C., 19-20, the Commission has 
affirmed its original finding in 74 I. C. C., 191, that the rate on 
crude sulphur from New York harbor to Newark, N. J., was 
unreasonable. Reparation was awarded to the basis of 80 per 
cent of the sixth class rate, and that basis was prescribed as 
reasonable for the future. The carriers contended that the 
published lighterage allowance did not cover the cost of service 
and that the Commission was in error in prescribing 80 per 
cent of sixth class. The Commission said a similar contention 
was made in Texas Gulf Sulphur Company vs. C. R. R. of N. J., 
87 I. C. C., 613. The Commission said it could see no reason 


for departing from its original conclusion, Commissioner Aitche- 
son dissenting. 





LUMBER RATE REASONABLE 


The Commission has dismissed No. 15056, Central Pennsyl- 
vania Lumber Company vs. Tionesta Valley Railway Company 
et al. (mimeographed), finding a rate of 15.5 cents on lumber 
from West Sheffield, Pa., to Jamestown, N. Y., not unreason- 
able. The complaint alleged it was unreasonable to the extent 
it exceeded 15 cents. In changing rates on lumber from a net 
ton to one hundred pounds’ basis, the Pennsylvania established 
the rate of 15.5 cents, thereby creating a violation of the fourth 
section. The complainant thought the rate of 15.5 cents was 
unreasonable, if not unlawful, because it was above the level 
permitted by strict application of the rules laid down by the 
Commission, in Reduced Rates, 1922. The Commission said 
there was no evidence that the rate under attack was or is un- 
reasonable, because of the slight increase. It said the ‘com- 
plainant appeared to be under the erroneous impression that the 
carriers could not lawfully establish individual rates above the 
basis prescribed in the 1922 reduced rate case. 





LIGHTERAGE INAPPLICABLE 
The Commission, in a mimeographed report on No. 15067, 
American Woodpulp Corporation vs. Director-General and Balti- 
more & Ohio, held lighterage charges amounting to $1,567.50, 
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assessed on imported woodpulp, lightered from and to various 
piers at Baltimore, in the period between August and December, 
1919, were inapplicable, and awarded reparation. When the 
steamer that brought the woodpulp to Baltimore docked, the 
complainant instructed the Baltimore & Ohio to store its 
cargoes. The Atlantic Transport Company, agent of the rail- 
road company, lightered the woodpulp, which was afterward 
shipped out over the Baltimore & Ohio. The Commission said 
the woodpulp came with the free lighterage rate; was entitled 
to free lighterage; that the transport company was the agent of 
the Baltimore & Ohio in performing the service, and that the 
Director-General should return the money. 


AUTOMOBILE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14685, Dallas Transfer Company ys, 
Southern Pacific et al. (mimeographed), as to the charges as- 
sessed on two carloads of automobiles from Dallas to Los An. 
geles and the applicable two-for-one rule. The shipment was 
made in May, 1922. The complainant asked for a 50-foot car, 
but the carrier furnished two smaller ones, each with a minimum 
of 10,000 pounds. The entire case related, the Commission said, 
to the application of the two-for-one rule. The Commission said 
that neither of the cars furnished was loaded to a minimum and 


-it did not appear whether the cars furnished could have been 


loaded to the prescribed minimum. The Commission found the 
charges unreasonable to the extent that they exceeded those 
which would have accrued under the subsequently established 
two-for-one rule. 


REPARATION ON SAND 


In a mimeographed report on No. 15088, Owens Bottle Com- 
pany vs. Director-General, Pennsylvania, et al., the Commission 
condemned as unreasonable a sixth class rate of 26.5 cents, 
imposed on four carloads of sand, shipped in February, 1920, from 
Millville, N. J., to Clarksburg, W. Va., to the extent it exceeded 
the subsequently established commodity rate of 15.5 cents. It 
awarded reparation to the basis of the lower rate mentioned. 


OMAHA GETS REPARATION 


In a mimeographed report on No. 14044, Metropolitan Utili- 
ties District of the City of Omaha vs. Director-General, Bauxite 
& Northern et al., the Commission found rates on coal, sand, 
stone, lime, bauxite ore and sulphuric acid, in carloads, shipped 
in 1917, 1918 and 1919, from points in Nebraska and other states, 
to Florence, a part of Omaha, not unreasonable, It found that 
certain shipments had been overcharged and ordered refund. 
‘It found that the rates charged on a carload of trench excavat- 
ing machinery, from Milwaukee to Florence, unreasonable. The 
materials in question were used in the construction of the 
Omaha waterworks, located at Florence, which, until June 15, 
1917, was an independent village, reached by two spur tracks 
from the Omaha road. The question was as to the applicability 
of Omaha rates and of switching charges for traffic moving to 
Florence. The Commission said that the rate on trench ex- 
cavating machinery was unreasonable to the extent it exceeded 
40 cents per hundred pounds, plus $10 per car. 


LUMBER REPARATION 

An award of reparation, on account of inapplicable demur- 
rage charges on lumber, has been made in No. 14456, James W. 
Person vs. Illinois Central, opinion No. 9277, 88 I. C. C. 21-3, the 
Commission finding that carload shipments of lumber, detained 
at New Orleans in October and November, 1920, were unclaimed 
shipmentts and not subject to demurrage, in a part of the 
period of detention. The shipments were made from Herman- 
ville, Miss., to New Orleans, The Commission said the con- 
signee was in financial difficulty when the cars arrived and did 
not pay the freight charges or take actual possession of the 
shipments. The defendant, the Commission said, did not notify 
the consignor of the failure of the consignee to claim the ship 
ments, as required by the rules, after the lapse of five days. 
Having failed in that duty, the Commission said, the railroad 
could not lawfully demand demurrage for the detention, prior 
to the giving of notice. 


CANCELLATION NOT JUSTIFIED 
In I. and S. 1979, mimeographed, the Commission has held 
not justified the proposed cancellation of commodity rates on 
cantaloupes and melons, from Calexio, Brawley and other points 
in the Imperial Valley of California to destinations in Arizona 
and New Mexico and El Paso. 


TO CONSIDER SECTION 15-A BILLS 

At the meeting of the Senate interstate commerce com: 
mittee, March 26, Chairman Smith said the committee had de- 
cided to take up the bills relating to section 15-a at the regular 
meeting of the committee next week. At that meeting, he said, 
a method of procedure would be determined. He said there 
was no doubt but that hearings would be held on the question 
of repealing, modifying or amending the section. 
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POWDER AND EXPLOSIVES RATES 


In a report on No. 14687, Apache Powder Company vs. Ari- 
zona Eastern et al., Examiner Henry C. Keene said the Com- 
mission should find unreasonable, rates on powdered and high 
explosives, from Curtiss, Ariz., one of the shipping points of 
the complainant, to Tyrone, N. M., and in violation of the ag- 
gregate of intermediates part of the fourth section; that the 
interstate rates from Kennard, Ariz., another of the complain- 
ant’s shipping points, to destinations in Arizona and New Mex- 
ico, were unreasonable to the extent they exceeded the corre- 
sponding rates from Curtiss, Ariz., to the same points. He said 
the rate of $1.575, from Curtiss to Tyrone should be condemned 
because of excess over $1.275 but that other rates were not un- 
reasonable. 

The complaint alleged the rates from Curtiss and Kennard, 
to destinations in New Mexico, Colorado, Utah, Nevada and Cal- 
ifornia and the republic of Mexico were unreasonable, unjustly 
discriminatory and unduly prejudicial. The complainant con- 
tended the rates on powder and high explosives were unreason- 
ably high in comparison with rates on like commodities from 
competiting powder mills in California, Utah, Colorado and Mis- 
souri to the same or equi-distant points; and that under the 
existing adjustment its distribution territory was limited to 
Arizona, such points as Dawson, Rodeo, Lordsburg and Tyrone 
in New Mexico and points in Mexico west of Guadalajara. 
Rates from San Francisco bay points to California and Nevada 
points were put into comparison to show the disparity. To 
Declez, 508 miles from Curtiss and 508 miles from San Fran- 
cisco the report showed a rate of $2.675 from Curtiss and 
$1.235 from San Francisco Bay points, or revenues on a 50,000 
pound car of $1337.50 from Curtiss and $617.50 from San Fran- 
cisco Bay points. 


Water competition was given by the defendants as the 
cause of the low rates from the bay points. The examiner, in 


summing up and stating the findings the Commission should 
make, said: 


The rates assailed, except the $1.575-cent rate from Curtiss to 
Tyrone, and except to the extent that the Kennard rates exceed 
those from Curtiss, have not been shown to be unreasonable. These 
rates in all cases are either equivalent to or less than the first- 
class rates. But complainant’s inability to compete on an equality 
in the sale of its products at points in the general territory com- 
plained of with competitors located in the San Francisco bay dis- 
trict of California and in Colorado and Utah, is ‘due to the prejudicial 
character of the rates structure from Curtiss and Kennard. 

The allegation of a violation of section 2 is not sustained by 
the evidence. 

The Commission should find that the rate assailed of $1.575 from 
Curtiss, Ariz., to Tyrone, N. M., is, and for the future will be, 
unreasonable to the extent that it exceeds or may exceed $1.275: 
that the rates assailed from Kennard, Ariz., to all destinations are 
and for the future will be unreasonable to the extent that they 
exceed or may exceed the contemporaneous rates from Curtiss to 
the same points; and that except as above, the rates assailed from 
Curtiss and Kennard are not unreasonable, 

The Commission should further find that the rates assailed from 
Curtiss and Kennard are and for the future will be unduly prejudicial 
to complainant and unduly preferential of complainant’s competitors 
located in the San Francisco bay district at California, at points in 
the vicinity of Ogden, Utah, and at Louviers, Colo., to the extent 
that they exceed the following, distance considered: To California 
and Nevada consuming points, at and beyond Goffs and Colton, Cal., 
the rates in force from producing points in the San Francisco bay 
district, at which such preferre competitors are located, to con- 
suming points in Arizona and New Mexico; to New Mexico, Colo- 
wie and Utah consuming points at and beyond Albuquerque and 
Gury EO, N. M., the rates in force from Louviers, Colo., and pro- 
—— points in the vicinity. of Ogden, Utah, at which such pre- 
erred competitors are located, to consuming points in New Mexico 
and Arizona. 

An order should be entered requiring the removal of the undue 
Prejudice and preference by the establishment of rates from Curtiss 
ae Kennard not higher than the contemporaneous rates from the 


an Francisco bay district, points in the vicinit 
and Louviers, Colo. " 7 a 


STEEL BILLETS REPARATION 


__ Attorney-Examiner John McChord has recommended a find- 
ing of unreasonableness, undue prejudice and an award of rep- 
aration in No. 14545, West Virginia Rail Company vs. Pennsyl- 
vania et al., as to the rates on steel billets and the resulting 
charges, from South Kearney, N. J., Canton (Baltimore), and 
Philadelphia, to Huntington, W. Va. He said the Commission 
should find the rates unreasonable and unduly prejudicial to the 
extent they exceeded $7.84 per long ton from South Kearney; 
— from Philadelphia, and $7.24 from Baltimore. He said that 
n the future the rate should be based on the New York-Pitts- 
burgh rate on the ratio of 82 to 60 

P The complaint involved 194 carloads of steel billets from 
Kearney, ten from Baltimore and eleven from Philadel- 
Phia, shipped on November 10, 1921, and subsequent dates. Hunt- 
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ington is in the 87 per cent group. The rates charged were 
commodity rates of $8.60 from South Kearney, $8.20 from Phila- 
delphia and $8 from Baltimore, based on 82 per cent of the New 
York-Chicago rate, and observing the customary port differen- 
tials. Effective November 1, 1923, the examiner said, the rates 
were reduced to $7.80, $7.40 and $7.20. 

The complainant contended the rates were unreasonable and 
unduly prejudicial to the extent they exceeded 82-60 of the rates 
to Pittsburgh, based on New York, Pittsburgh being in the 60 
per cent group. Among the cases cited in the support of the 
complaint was, West Virginia Rail Company vs. Pennsylvania, 
57 I. C. C. 64-77, where the percentage basis for Huntington was 
reduced from 87 to 82 per cent of the New York-Chicago rate. 
McChord said the defendants contended they were justified in 
failing to comply with the ruling of the Commission in that case, 
because no order was made that that should be done and because 
the rate basis announced by the Commission as just and reason- 
able would have resulted in rates that were depressed and sub- 
normal; and that while the Commission had expressed the basis 
of the rates to be charged on scrap rail, it did not necessarily 
follow that the same basis should govern on billets, McChord 
said that scrap rails and billets were jointly named in the tariffs 
and were accorded commodity rates per long ton. He said the 
complainant, in this case, was assailing the rates upon billets 
upon the same grounds upon which the rates on old steel rails 
were assailed, in the case mentioned, and in Jobbers’ & Manu- 
facturers’ Bureau of Huntington, W. Va., vs. A. C. Railroad, also 
reported in 57 I, C. C. 64-77. He said the record showed that 
when the complainant bought the billets it assumed the defend- 
ants would publish the rates on old steel rails so recently ap- 
proved by the Commission and that billets would be named in 
the same tariff item. He said that when the complainant found 
the rate would not be as stated, 6,000 tons were sold by it from 
the supply obtained in South Kearney, some of it without profit. 


FREE TIME RULE 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 15262, Page & Jones vs. Southern Railway Company, on a 
finding that the rule governing free time on freight consigned 
locally to Mobile for transportation to vessels for coastwise 
movement unreasonable prior to March 5, 1924. He said the 
Commission should waive the collection of undercharges and dis- 
miss the case. The complaint was filed because the defendant 
was threatening to collect $1,078 under the rule in question. The 
complaint alleged the rule, between December 31, 1919, and 
March 4, 1921, was unreasonable, unjust and unjustly discrimi- 
natory. 

The examiner said there was no issue of fact. From June 
30, 1920, to April 5, 1921, he said, carload shipments of cast iron 
pipe and pig iron were consigned from points in Tennessee and 
Alabama to the complainant at Mobile for transshipment to 
coastwise vessels via the Panama Canal to Pacific coast points. 
At that time the defendant’s rule governing the free time on 
export shipiments allowed seven days for unloading, whereas 
the rule applicable to coastwise movements allowed only three 
days. Effective March 5, 1921, the rule, as to coastwise ship- 
ments, was made the same as to export shipments. 

Smith said that, if, at ports of transshipment, there was 
any difference in the handling of heavy commodities for export 
and for coastwise movement, it had not been shown. He said 
the complainant showed that both export and coastwise ship- 
ments had to be placed at the dock in advance of the arrival of 
the steamer and, therefore, both needed more free time for un- 
loading than was allowed on ordinary domestic shipments. That, 
in substance, Smith said, the defendant conceded, hence, his 
recommendation for a finding of unreasonableness. 


RATE BASIS SUGGESTED 


Attorney-Examiner William A, Disque, in a report on No. 
15239, Carnegie Steel Company vs. Pennsylvania et al., said the 
Commission should find unreasonable combination rates applied 
on a large number of shipments of soft coal made in April, 1922, 
from Folks and Narva, O., to Munhall, Pa., and from points in 
Kentucky, Virginia and West Virginia to Clairton, Pa., to the 
extent they exceeded the subsequently established rates based 
on a differential of 30 cents per ton over the rates to Pittsburgh. 
He said reparation should be awarded, and rates on the differ- 
ential basis mentioned should be required for the future. 

The complaint alleged the rates were unreasonable, unjustly 
discriminatory and unduly prejudicial. Reparation was asked. 
Applications filed by the carriers to make refund on the special 
docket were denied. 

The two destinations, Disque said, were in the vicinity of 
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Pittsburgh and the coal was moved from the Ohio points by the 
Pennsylvania, while that from the other points originated on the 
Chesapeake & Ohio and the Norfolk & Western, or their con- 
nections. It moved to the destinations by routes operating over 
the Pennsylvania through Pittsburgh, the Pennsylvania being 
not only the delivering carrier but also receiving the haul into 
Pittsburgh. Combinations of the rates to and from Pittsburgh 
were collected. The movement, the examiner said, was unusual, 
necessitated by the coal strike in 1922. The coal was moved, 
Disque said, regardless of the rates, in order to keep the blast 
furnaces in operation. While the coal was moving, the com- 
plainant negotiated for joint through rates from and to the 
points in question and in the latter part of April, 1922, such 
rates were made effective on less than statutory notice, based on 
a differential of 30 cents over the rates to Pittsburgh. 

The reduced rates, by the Pennsylvania, Disque said, were 
in effect about eight months, having expired by limitations, De- 
cember 31, 1922. Those published by the Chesapeake & Ohio 
and the Norfolk & Western continued the differential basis until 
December 31, 1924. 

In view of the large supply on its own lines, Disque said, the 
Pennsylvania had generally followed the policy of not encour- 
aging the movement of coal from mines on other lines by re- 
fusing to establish joint rates with such lines. Traffic of this 
character, he said, was generally the result of emergency con- 
ditions or the need for a special kind of coal. 

In the particular circumstances in this case, Disque said, 
the defendants admitted the rates were unreasonable to the ex- 
tent they exceeded those established ‘subsequent to the move- 
ment. He said that although the publication of these rates was 
originally intended as a temporary expedient, the carriers now 
had no objection to continuing them indefinitely. The Pennsyl- 
vania, he said, alone was to bear the reduction. It was willing, 
Disque said, to shrink the factors in the through rates to the 
extent of 30 cents. 


FOURTH SECTION CASE 


In a report on No. 14521, Lagomarcino-Grupe Company vs. 
Atchison, Topeka & Santa Fe et al., and a sub-number, Burling- 
ton Shippers’ Association et al. vs. Same, Examiner John B. 
Keeler said the Commission should find rates on bananas, from 
New Orleans and points taking the same rates to Hannibal, Mo., 
and points in Iowa, not unjustly discriminatory or unduly preju- 
dicial, but that the carriers should be required to correct the 
fourth section departures, 

The complainants alleged the rates were unjustly discrimi- 
natory and unduly prejudicial to complainants and unduly pref- 
erential of their competitors at points in Illinois, “in violation 
of section 3,” and that the rates to Hannibal, Keokuk and Bur- 
lington contravened the long-and-short-haul part of section 4. 
Relief for the future only was sought. The examiner said the 
complainants seemed to confuse the terms “unjust discrimina- 
tion” and “undue prejudice,” so he explained the difference. 

The rates under assault were 81 cents to Hannibal, 84 cents 
to Keokuk and Burlington, 90 cents to Muscatine, Davenport 
and Clinton, 99 cents to Cedar Rapids, Ottumwa and Centerville, 
and $1.055 to Creston. The points alleged to be preferred were 
Galesburg, Monmouth, Kewanee, Aurora, Chicago, Peoria, Spring- 
field, La Salle and other Illinois points, taking a rate of 79.5 
cents. The examiner said the only points from which it was 
affirmatively shown that there was actual or attempted distribu- 
tion of bananas in competition with distribution from the points 
alleged to be preferred were Hannibal, Keokuk, Burlingon and 
Davenport. 

The examiner said there were fourth section departures in 
connection with the rate to Hannibal, Quincy, Keokuk and Bur- 
lington, the lower rate to the more distant Illinois destinations 
being applicable via the somewhat indirect routes through those 
points. He said the complaints should be dismissed except as 
to the fourth section features. 


PAPER CASE DISMISSED 


Examiner John H. Howell has advised the Commission to 
dismiss No. 13950, Michigan Paper Mills Traffic Association vs. 
New York Central et al., on a finding that the rates on print- 
ing, book, wrapping and waxed wrapping paper, paper boards, 
paper and fibre board boxes, knocked down, and paper napkins, 
in carloads, from points in Michigan, such as Alpena, Kala- 
mazoo, Otsego, Plainwell, Vicksburg, Three Rivers, White 
Pigeon and Watervliet, and Elkhart, Ind., to destinations in 
eastern trunk line territory are not unreasonable. He said the 
Commission should find the relationship of such rates to rates 
to the same points of destination from mills in eastern trunk 
line territory were the same as those considered in Michigan 
Paper Mills Traffic Association vs. New York Central, 58 I. C. 
C., 344, and 55 I. C. C., 679, and warranted no different finding 
than the one therein made. 

The examiner said the complaint was the outgrowth of 
previous proceedings before the Commission. To advise the 
Commission about the background, he reviewed the preceding 
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cases and particularly Official Classification Rates on Paper, 
38 I. C. C., 120, in which the Commission approved the estab- 
lishment of sixth class as the basis for making rates On paper 
moving interterritorially, between eastern trunk line and cen- 
tral territories, except on newsprint.. Howell said the defend- 
ants admitted the necessity for a readjustment of eastern trunk 
line rates but they denied the rates from the Michigan mills 
were unreasonable or unduly prejudicial to the complainants, 
The examiner said the Commission should dispose of the case 
by saying: 


The reasonableness of the sixth-class basis as applied to paper 
moving interterritorially between eastern and central territories was 
considered in Official Classification Rates on Paper, supra, and there 
is nothing now brought forward to indicate that the findings then 
made should be modified. When analyzed complainant’s contentions 
are nae that this basis not having been made uniform it should 
now be given lower rates; in other words, that what it contends is 
an improper relationship should be corrected by reductions from its 
mills. But, assuming the sixth-class basis to be reasonable, any 
undue prejudice should not be removed in this manner. In the 
first report in the previous case the commission stated that the 
record disclosed certain rates which appeared unduly prejudicial 
to complainant, as well as other rates, which, measured by the same 
standards, unduly preferred them, and complainant, had it been go 
disposed, could have asked the removal of any undue prejudice against 
it and undue preference of particular points in eastern territory; 
instead it elected to again try its case on broader grounds and this 
time questioned principally the reasonableness of the rates from its 
mills. In practical effect it asks a finding of unreasonableness upon 
the same considerations that it formerly asked removal of undue 
prejudice. In making this statement the effect of the general in- 
cuanees on rates from the various points of.origin has not been over- 
ooke 

The commission should find that the rates assailed are not un- 
reasonable and that the evidence as to undue prejudice and preference 
pan aes warrant action at this time. The complaint should be dis- 
missed. 


BLAIR ROAD A CARRIER 


If the Commission adopts a report made by Examiner 
Myron Witters, in No. 15058, M. K. Piper and Walter L. Piper 
vs. James S. Blair and David Blair, a railroad, something less 
than four miles long, in Westmoreland county, Pennsylvania, 
will be held to be a common carrier which failed in its duty to 
make a reasonable distribution of coal cars as between 4a coal 
mine operated by the Blairs and a mine operated by the Pipers. 

The examiner said the Blair Railroad, the trade name of 
the road the owners of which did not admit it was a common 
carrier, should be held to be a common carrier engaged in 
interstate commerce and subject to the Commission’s jurisdic- 
tion; that the distribution of coal cars made by the Blair road 
was unreasonable and unduly prejudicial, in the period between 
September 20, 1922, and August 9, 1923, in that it did not con- 
form to the distribution that would have resulted from a rating 
of the mines in accordance with the rules used by the Baltimore 
& Ohio. 

Witters said reparation should be denied for want of proof 
of damage (the complainants claimed $50,000) and the com- 
plaint dismissed. But he said an order should be issued direct- 
ing the defendants to publish and file a schedule of their rates 
an charges with the Commission. 

The road, the status of which was under consideration, 
started out to be a joint enterprise on the part of the Blairs 
and the Pipers, the Blairs desiring one for serving their lumber- 
ing operations. Before the road was built, however, a contract 
was made, March 29, 1916, under which the Pipers and the 
Blairs agreed that the latter should haul coal for twenty cents per 
ton and that a like charge should be made on other minerals, 
such as sand and rock. The charge on lumber, mine materials, 
ties, lumber-and other freight was to be $10 per car. Less-than- 
carload freight was to be hauled for the Pipers “at reasonable 
freight rates.” 

The road was built without charter from Pennsylvania. The 
right-of-way was obtained by purchase or lease. The facts as 
to the acceptance of freight and the collection of charges, the 
examiner said, would require the Commission to base a finding 
that the Blair road was a common carrier upon that part of 
the decision of the Supreme Court in the tap line case, 234 
U. S. 1, which said: “It is the right of the public to use the 
road’s facilities and to demand service of it rather than the ex- 
tent of its business which is the real criterion determinative 
of its character.” No other criteria mentioned by the court in 
that case were to be found in the history of the Blair road. 

The little road connects with the Indian Valley, another 
short line, and the latter connects with the Baltimore & Ohio. 
Coal cars were furnished by the last mentioned. The ratings 
which Baltimore & Ohio rules would have given, the examiners 
report showed, would have been about one car per day, for each 
mine, sometimes more and sometimes less. 





TAN BARK RATES 


Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 14937, American Hide & Leather Company VS 
Director-General, on a finding that rates on tan bark, in the 
period between December 31, 1918, and February 22, 1919, ee 
Ross Spur (Wild Cat Spur), Wis., to Sheboygan, Wis., was no 
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unreasonable. Sixty-eight carloads were involved. A combina- 
tion of 16 cents was collected on hauls of 251 miles via one 
route and 375 via another. The complainant contended the rate 
was unreasonable to the extent it exceeded a rate of 12.5 cents 
which applied from the Chicago, Milwaukee & St. Paul’s Star 
Lake group to Sheboygan and points grouped therewith. 

The Director-General recited facts to show that it might be 
inferred that the rate was not unreasonable because no applica- 
tion for a joint rate was made until after the shipments moved; 
that no shipments were made before or after the shipmer.ts in 
question; that there was no regular service on the branch on 
which they originated and that cars needed for the movement 
had to be hauled empty to the points of origin. 


MISROUTING REPARATION 


An award of reparation, on account of misrouting, has been 
recommended by Examiner J. Edgar Smith, in No. 15213, E. B. 
Rand & Co. vs. Louisiana & North West (E. R. Berstein, re- 
ceiver) et al. Smith said the Commission should find that the 
shipments of cotton, three in number, which moved in May, 
1921, from Magnolia, Ark., to Louisville, Ky., were misrouted, in 
that they did not move via Memphis, and at a rate of $1.40. 
The shipments were handled via East St. Louis, at a cost of 
$1,535. The Memphis combination, the initial carrier said, was- 
not available, because the rate to Memphis was restricted to a 
specific destination, but even so, said Smith, the rate beyond 
— also applied from that specific destination as a point 
of origin. 


SLIGO RULE CASE 

An award of reparation has been recommended by Examiner 
Myron Witters in No. 15902, National Supply Company vs. Di- 
rector-General, on account of inapplicable rates on coal and coke 
from points in Virginia, Pennsylvania, Kentucky, Indiana and 
Colorado to destinations in Nebraska, Kansas and Iowa, The 
shipments were made between October 2, 1918, and January 18, 
1920. The rates were alleged to be unjust and unreasonable. 
The examiner said the complaint recited facts which indicated 
the existence of an overcharge. A double increase was applied. 
The examiner said the complainant offered no evidence in sup- 
port of its allegation of unreasonableness. He said the Com- 
mission should find the applicable rates would have been those 
determined in accordance with the combination rule, and said 
reparation should be made to that basis. 





TINNERS’ SNIPS RATING 


Examiner E. L. Gaddess has recommended the dismissal of 
No, 15062, Peck, Stowe & Wilcox Company vs. New York, New 
Haven & Hartford et al., on a finding that the second class 
rating in Official Classification territory, on tinners’ snips or 
shears, is not unreasonable or unduly prejudicial. The allegation 
was that the rating had been unreasonable or unduly prejudicial 
since June 10, 1923. The complainant objected to an increase 
in the rating from third to second, made on that day, but the 
examiner said the Commission should find the increased rating 


- Was not unreasonable or unduly prejudicial. 


SMITHING COAL AND COKE RATES 


A finding of inapplicability and an award of reparation have 
been recommended by Examiner Myron Witters, in No. 15042, 
Romann & Bush Pig Iron & Coke Company vs. Director-General, 
Missouri Pacific, et al, as to rates on smithing coal and coke 
from points in West Virginia, Pennsylvania and Indiana, to des- 
tinations in Oregon, Washington, Idaho, Montana, British Co- 
lumbia, Colorado, Utah, Minnesota, Kansas, Texas, Oklahoma, 
Missouri and Arkansas. The complaint alleged the rates 
charged on forty-one carloads of smithing coal and coke, between 
February 8, 1919, and February 20, 1920, were unlawful, in viola- 
tion of section 6 of the interstate commerce act. The rates were 
combination commodity rates, each factor of which had been 
increased by the specific amount authorized in General Order 
No. 28. The examiner held the rule in the Sligo Iron Store Case 


—™ to these shipments, and that reparation should be 
ed. 


ICE CREAM WEIGHTS 

Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 14780, National Association of Ice Cream Manu- 
facturers vs. American Railway Express Company and South- 
eastern Express Company, on a finding that the estimated billing 
Weights on shipments of ice cream, by express and the rates 
sm charges resulting therefrom, have not been shown to have 
€en or to be unreasonable or unjustly discriminatory. 





GROUND LIMESTONE REPARATION 
H An award of reparation has been recommended by Examiner 
7 arris Fleming, in No. 15212, Armour Fertilizer Works vs. South- 
Tn Railway et al., on account of overcharges on shipments of 
sround limestone, from Barber, Pa., to Greensboro, N. C. The 


. 
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shipments moved in September and October, 1921. He said the 
Commission should find that the applicable rate was $2.50 per 
net ton and that the carriers in assessing the rate of $3.08 were 
guilty of overcharges. The complainant contended that, by rea- 
son of deductions authorized under the combination rule in 
Kelly’s I. C. C. No. US-1, the aggregate was only $2.50, and the 
examiner agreed with him. 





STRAWBERRY REFRIGERATION 


Examiner Frank M. Weaver has recommended the dismissal 
of No. 14821, Dawson Produce Company vs. American Railway 
Express Company, on a finding that rates of refrigeration charges 
on strawberries by express from points in Louisiana to destina- 
tions in Oklahoma, Kansas and Missouri have not been shown 
to be unreasonable. The examiner said that the average cost 
of ice, in 1923, was $66.48 per car, which was in excess of the 
highest refrigeration charge under assault. 


FOURTH SECTION REPARATION 


Examiner J. P. McGrath, in No, 15098, H. Rosenblatt & Sons 
vs. Director-General, Missouri Pacific, et al., has recommended a 
finding of unreasonableness as to the any-quantity rate on cotton 
denims, from Little Rock, Ark., to Beloit, Wis. He said the 
Commission should find it unreasonable to the extent it exceeded 
the aggregate of the intermediate rates contemporaneously in 
effect and award reparation to that basis. 


DEMURRAGE APPLICABLE 


An award of reparation has been recommended by Examiner 
T. F, Gault in No. 14933, Campbell Construction Company vs. 
Lacross & Southeastern, on a finding that the demurrage charges 
on carload shipments, 165 in number, of road-building materials 
held under constructive placement at Viroqua, Wis., in Septem- 
ber and October, 1922, were applicable and not otherwise un- 
lawful. 





FINANCE APPLICATIONS 


The Trafic World Washington Bureau 


The Seaboard Air Line Railway Company has applied to 
the Commission for approval of the authentication and delivery 
of $712,000 of first and consolidated mortgage 6 per cent gold 
bonds, of which the company proposes to pledge $265,500 with 
the Secretary of the Treasury as security for loans. The re- 
mainder of the issue will be held in the applicant’s treasury. 

The Atchison, Topeka and Santa Fe has applied to the 
Commission for authority to acquire by purchase an undivided 
one-half interest in a branch line of railroad constructed and 
owned by the Southern Pacific, from Magunden to Arvin, Calif., 
a distance of 16.75 miles, together with two short.spurs. The 
applicant said the present and future public convenience and 
necessity required the proposed joint ownership of the branch 
and spurs for the reason that under an agreement of long 
standing between the applicant and the Southern Pacific the 
two companies jointly operated over the line of railroad of the 
Southern Pacific between Mojave and Bakersfield, Calif.; that 
since such arrangement had been in force it had been the policy 
and practice of the two companies jointly to own and operate 
short branch lines connecting with the Bakersfield-Mojave line 
and serving territory contiguous thereto. 

The Aroostook Valley Railroad Company has applied to the 
Commission for authority to extend its line a distance of 27 
miles from New Sweden to Saint Agatha in Aroostook county, 
Maine. 

The Rome & Northern Railway Company has applied for 
permission to abandon its line of railroad from West Rome to 
Gore, Ga. The company said the operation of the line was un- 
profitable, entailing a loss of approximately $500 a month. 

The Union Pacific has applied to the Commission for au- 
thority to issue and sell $3,000,000 of 4% per cent equipment 
trust certificates in connection with the acquisition of 35 loco- 
motives and 500 all-steel tank cars at a total cost of $4,001,833. 

The Southern Bell Telephone & Telegraph Company has 
applied to the Commission for approval of the acquisition of 
the property of the Black Mountain Telephone Corporation of 
Buncomb county, North Carolina. 

The St. Louis-San Francisco Railway Company has applied 
to the Commission for authority to issue and sell or pledge 
$5,904,200 of its prior lien mortgage 544 per cent gold bonds, 
Series D; $2,984,600 of its prior lien mortgage 5 per cent gold 
bonds, Series B, and to issue and pledge $2,952,100 of its ad- 
justment mortgage 6 per cent gold bonds, Series A. The ap- 
plicant said that the bonds and their proceeds were to be used 
to reimburse the company for moneys expended from income, 
or from other moneys in its treasury not yet capitalized, be- 
tween Sept. 1, 1922, and Dec. 31, 1923, for additions and better- 
ments. The company said it was proposed to sell the Series D 
prior lien mortgage bonds at not less than 85 per cent of their 
principal amount; to sell the Series B prior lien mortgage 
bonds at not less than 75 per cent of their principal amount, 
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and to pledge the prior lien mortgage bonds and adjustment 
peer from time to time, as collateral security for short term 
notes. 

The Golden Belt Railroad of Kansas has applied to the 
Commission for authority to construct and finance a new line 
of railroad from a connection with the Santa Fe at Great Bend, 
Kans., to a connection with the Union Pacific in Ellis county, 
Kans., with a branch line to the Saline River to reach rock 
quarries. The proposed line will embrace approximately 80 
miles. The applicant said the line would be run as a co-opera- 
tive railroad. The cities and townships along the line, it said, 
will own every dollar of the stock. 





UNCONTESTED FINANCE CASES 


The Sullivan County Railroad Company has been authorized 
to issue $357,000 of first mortgage 6 per cent bonds and to sell 
them at not less than 97.5 per cent of par and accrued interest 
and use the proceeds to retire bonds. 

The Commission has authorized the Missouri Pacific to is- 
= of first and refunding mortgage 6 per cent gold 

onds, 

The Buffalo Creek has been authorized to sell $1,000,000 of 
first refunding mortgage 5 per cent bonds at not less than 92.15 
per cent of par and accrued interest. 

The Lehigh Valley has been authorized to acquire control 
of the Delaware, Susquehanna & Schuylkill by lease and stock 
ownership. 

An application of the Graysonia, Nashville & Ashdown to 
acquire and operate the railroad formerly owned by the Mem- 
phis, Dallas & Gulf has been dismissed. 

The Central of Georgia has been authorized by the Com- 
mission to procure authentication and delivery to it of $214,000 
of refunding and general mortgage 6 per cent bonds; to issue 
$5,000,000 of 5% per cent refunding and general mortgage 
bonds upon surrender for cancellation of a like amount of 
bonds heretofore authenticated by the trustee and delivered 
to the company; and to sell $5,000,000 of bonds aforesaid at 
not less than 94 and interest. 


INTERLOCKING DIRECTORIES 


Lawrence A. Downs has been authorized to hold the posi- 
tions of president of the Central of Georgia Railway Company 
and Macon Terminal Company and director of the Atlanta & 
West Point Railroad Company, Sylvania Central Railway Com- 
pany, Wadley Southern Railway Company, Western Railway of 
Alabama and Wrightsville & Tennille Railroad Company in 
addition to various offices previously authorized. 

Numerous officials of the Pennsylvania Railroad Company 
have been authorized by the Commission to hold a directorship 
and/or any other office or offices with the Baltimore & Eastern 
Railroad Company in addition to various other positions previ- 
ously authorized. 

Hearing in No. 15406, Hudson Oil Co., Inc., vs, B. & O. R. R. 
et al., assigned for March 20, at New York, N. Y., before Exam- 
iner Carter, was canceled. 

Ralph C. Kann has been authorized to hold various offices 
with the Chateaugay & Lake Placid Railway Company and other 
roads in addition to holding the position of assistant to the vice- 
president of the Delaware & Hudson Company. 

Arthur T. Hadley has been authorized to hold the positions 
of director of the Atchison, Topeka & Santa Fe Railway Com- 
pany, Gulf, Colorado & Santa Fe Railway Company, New York, 
New Haven & Hartford Railroad Company, Prescott & Eastern 
Railroad Company, Rutland Railroad Company, Santa Fe Pacific 
Railroad Company and Santa Fe, Prescott & Phoenix Railway 
Company, in addition to various other offices with other lines. 

Albert E. Clift has been authorized to hold the position of 
director of the Southern Illinois & Missouri Bridge Company in 
addition to other positions previously authorized. 

Frederick Geller has been authorized to hold the position 
of director of the Detroit, Hillsdale & Southwestern Railroad 
Company and of the Fort Wayne & Jackson Railroad Company. 

James E. Hutchison has been authorized to hold the posi- 
tions of operating vice-president of the St. Louis-San Francisco 
Railway Company, vice-president of the St. Louis, San Francisco 
& Texas Railway Company, and vice-president and director of 
the Fort Worth & Rio Grande Railway Company and Brownwood 
North & South Railway Company. 

Sidney A. McTaggart has been authorized to hold the posi- 
tions of assistant comptroller with the Maine Central Railroad 
Company, Portland Terminal Company and Bridgton & Saco 
River Railroad Company. 

Edgar D. Hilleary has been authorized to hold the positions 
of director with the Allentown Railroad Company. and other 
lines in addition to other positions previously authorized. 

George Holmes has been authorized to hold the office of 
vice-president of the Raritan River Railroad Company in addi- 
tion to positions previously authorized. 

Samuel Rea has been authorized to hold a directorship 
and/or any other office or offices with the Baltimore & Eastern 


. 
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Railroad Company in addition to positions previously author- 
ized. Similar authority has been granted to James E. Gowen. 

Frank D. Lemmon has been authorized to hold the positions 
of assistant secretary of the Atlantic Coast Line Railroad Com- 
pany and Jacksonville Terminal Company in addition to other 
offices with the Albany Passenger Terminal Company and numer. 
ous other lines. 

Bayard Henry has been authorized to hold a directorship 
and/or any other office or offices with the Baltimore & Eastern 
Railroad Company in addition to positions previously authorized. 

Randolph Stauffer has been authorized to hold the position 
of director of the Reading & Columbia Railroad Company in ad- 
dition to positions previously authorized. 


Fred W. Sargent has been authorized to hold the positions 
of vice-president and general counsel of the Chicago & North 
Western Railway Company and Chicago, St. Paul, Minneapolis 
& Omaha Railway Company and general counsel and director 
of the Doland & South Eastern Railway Company and various 
other lines. 


Harry S. Fisher has been authorized to hold the positions 
of assistant secretary of the East Mahanoy Railroad Company, 
Reading, Marietta & Hanover Railroad Company and Washing- 
ton & Franklin Railway Company in addition to positions pre- 
viously authorized. 

Charles E. Ingersoll and M. C. Kennedy have each been 
authorized to hold a directorship and/or any other office or 
offices with the Baltimore & Eastern Railroad Company in 
addition to positions previously authorized. 


William W. Atterbury has been authorized to hold the posi- 
tion of director of the Baltimore & Eastern Railroad Company 
and a directorship and/or any other office or offices with the 
Akron & Barberton Belt Railroad Company and numerous other 
lines in addition to positions previously authorized. 


Robert M. Thompson has been permitted to hold the posi- 
tions of president and director of the Arizona & Swansea 
Railroad Company and director of the St. Louis-San Francisco 
Railway Company. 

William C. Preston has been permitted to hold the positions 
of director and traffic manager of the Brownwood North & South 
Railway Company and Paris & Great Northern Railroad Com- 
pany, traffic manager of the Fort Worth & Rio Grande Railway 
Company and St. Louis, San Francisco & Texas Railway Com- 
pany and director of the Red River, Texas & Southern Railway 
Company. 

Charles E. Denney has been authorized to hold the position 
of director of the Peoria & Pekin Union Railway Company in 
addition to other positions previously authorized. 

George B. Pugh has been authorized to hold the positions 
of assistant attorney of the Chicago, Rock Island & Pacific 
Railway Company, director, vice-president, secretary and treas- 
urer of the Rock Island & Dardanelle Railway Company, director 
and assistant secretary of the Rock Island, Arkansas & Louisi- 
ana Railroad Company, in addition to holding a directorship with 
the Arkansas & Memphis Railway Bridge & Terminal Company 
and numerous other roads. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
March 8-14, inclusive, was 175,002 cars, as compared with 144,- 
426 cars in the preceding period, while the average daily short- 
age was 604 cars, as compared with 2,001 cars in the preceding 
period, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 58,170; ven- 
tilated box, 125; auto and furniture, 1,190; total box, 59,485; 
flat, 3,309; gondola, 55,696; hopper, 32,783; total, all coal, 88,479; 
coke, 415; S. D. stock, 14,917; D. D. stock, 833; refrigerator, 
7,042; tank, 68; miscellaneous, 454; total, 175,002. 

The shortage of 604 cars was made up of 182 box, 101 auto 
and furniture, 170 flat, 61 gondola, 5 hopper, 1 S. D. stock, 16 
D. D. stock, 49 refrigerator and 19 miscellaneous cars. 

Canadian roads reported a surplus of 5,000 box, 750 flat, 700 
S. D. stock and 300 refrigerator cars. They reported a shortage 
of 200 auto and furniture cars. 

The average daily surplus of freight cars in the period 
March 1 to 7 was 144,426 as compared with 134,273 cars in the 
preceding period, while the average daily shortage was 2,001 
as compared with 3,991 cars in the preceding period. 

The surplus was made up as follows: Box, 52,096; ventilated 
box, 128; auto and furniture, 1,354; total box, 53,578; flat, 3,321; 
gondola, 43,318; hopper, 20,797; total, all coal, 64,115; coke, 462; 
S. D. stock, 14,524; D. D. stock, 738; refrigerator, 7,185; tank, 
11; miscellaneous, 492; total, 144,426. 

The shortage was made up as follows: Box, 719; auto and 
furniture, 152; flat, 153; gondola, 274; hopper, 433; D. D. stock, 
59; refrigerator, 164; miscellaneous, 47; total, 2,001, 

Canadian roads reported a surplus of 7,000 box, 900 flat, 
1,200 gondola, 700 S. D. stock and 275 refrigerator cars and a 
shortage of 500 auto and furniture cars. 
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March 29, 1924 


SECTION 28 TROUBLES 


The Trafic World Washington Bureau 


Although the Commission has plainly indicated that it can 
do nothing to ameliorate conditions American industries believe 
will be created, to their detriment, by the enforcement of sec- 
tion 28 of the Jones merchant marine law, the Commission’s 
fle on that subject continues to grow. It was started in 1920, 
when the Jones law was enacted, but, after the Commission, at 
the request of the Shipping Board suspended the section, cor- 
respondence on the subject dwindled. It revived immediately 
after the Shipping Board certified that there were enough Amer- 
jean Ships, within the limitations set forth in the certificate, to 
take care of the commerce at that port or ports. 

The file shows that Chairman Smith of the Senate com- 
mittee on interstate commerce took note of the allegations as 
to the effect of section 28 and, on March 13, inquired of Chair- 
man Hall for information about the section, and that Mr. Hall, 
in addition to giving him information about the section, repeated 
what the Commission had said, in its report to Congress for 
1921, as to the possiible, if not certain, disastrous effect on 
American ports and commerce if the section were made oper- 
ative. In addition, Mr. Hall forwarded five rate exhibits to show 
what enforcement of the section would do to commodities. 

In addition, the file shows that the Commission, before and 
after it acted on the certificate from the Shipping Board, re- 
ceived many suggestions and requests that it hold public hear- 
ings before taking final action in reference to the certificate. 
Among letters to that effect were those received from Fayette 
B. Dow, for the National Petroleum Association and the Western 
Petroleum Refiners’ Association; from George F, Hitchborn, for 
the United States Rubber Company; from Lewis M. Porter, 
assistant traffic manager of the Fruit Dispatch Company; Robert 
D, Allen, secretary of the West Coast Lumbermen’s Association, 
and W. D. V. Dodson, general manager of the Portland, Ore., 
Chamber of Commerce, who asked that hearings be held at 
Pacific coast ports; W. C. Mitchell, traffic manager, Central 
Leather Company; F. A. Leffingwell, in behalf of the Texas 
Trafic League, who asked that no action be, taken pending re- 
peal of the section, or, if action could not be deferred, then 
that hearings be held at some Texas port; from Frank S. Davis, 
manager of the Maritime Association of the Boston Chamber 
of Commerce, who said he felt that the enforcement of section 
28 would be detrimental to Boston and other New England 
ports; from F. H. Price, export agent of the Millers’ National 
Federation, who filed a protest as soon as the Commission had 
acted; from the American Fruit and Vegetable Shippers’ Asso- 
ciation at Chicago; from Carl Giessow of New Orleans Joint 
Traffic Bureau, who said he believed the Shipping Board vessels 
were not in physical condition for instantaneous use if the 
Commission lifted the suspension; and G. H. Evans, traffic man- 
ager of the Evans Milling Company at Indianapolis, 

In his letter to the Commission Mr. Evans said he was anx- 
ious to inquire why the Commission or the Shipping Board 
desired to discriminate against the American miller in favor of 
the foreign miller, as would then be the fact if grain products 
were not also exempted from the operation of section 28 as 
wheat had been. 

“The export of grain products,” says Mr. Evans’ letter, “is 
80 closely identified with the export of grain that it seems very 
strange that the Commission and the Shipping Board should be 
80 inclined to favor the exportation of grain to a decided dis- 
advantage to the American miller. It seems to me that the true 
American government should at least give the American industry 
the same opportunity in handling American products as they 
do the foreign miller * * * The American miller is handi- 
capped by 5 cents per 100 pounds in Shipping Board’s rates and 
we do not believe that the Interstate Commerce Commission 


an be guilty of adding another discrimination as great or 
eater.” 


Hall Expresses Commission’s Views 


Chairman Hall’s letter, in part, and his exhibits, are as 
follows: 


A law which in many cases will undoubtedly bring about higher 
rates over American railroads when the traffic is moved beyond the 
— in foreign vessels than when it moves in American vessels, 
tpoarently affects the rights and interests of foreign countries, and 
ere is always the possibility of retaliatory measures on the part 
Sheen countries. But, in acting upon the certification from the 

Pping Board, the Commission was not, as you will appreciate, 
Permitted to consider any ultimate question of policy such as whether 
a law will in all cases operate in the interest of American com- 
“a or whether it may result in complications with foreign coun- 

€s. The Commission feels that these are questions of policy which 
are not for it to decide. 

i is letter will therefore be devoted to calling attention to a 
makin sible results to carriers and ports of the United States of 
of hg effective the provisions of Section 28. With the exception 
in _ n and its products and of a few other commodities, there are, 
eens few export and import rates designed primarily to encourage 
domtation or importation. Export and import rates lower than the 
the rw rates are rather generally in effect to and from ports on 

: outh Atlantic, Gulf and Pacific coasts, but in a large measure 
th ned rates were devised primarily to equalize the flow of. traffic 

sh the various ports. Such rates were generally constructed 
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by ascertaining the lowest domestic rate to or from any port avail- 
able’ from or to a given: point and -then applying that rate, or one 
based thereon, as an export or import rate to or from other ports. 
For example, from most points in the large manufacturing region 
termed central territory, comprising Ohio, Indiana, Michigan, and 
| ag of Illinois and a few other states, in most instances the 
owest domestic rates to any port are those to New York. Export 
rates have therefore been established from such points to ports on 
the South Atlantic and Gulf coasts substantially the same as the 
domestic rates to New York, which export rates are lower than the 
domestic rates to the South Atlantic and Gulf ports. Such an just - 
ment is rather generally in effect to Charleston, Savannah and Jack- 
sonville, as indicated by a statement transmitted to you in January, 
showing rates on a number of commodities from Cincinnati, Cleve- 
land, Detroit, Chicago and other points to Boston, New York, Charles- 
ton, Savannah and Jacksonville. A similar adjustment is agg 
maintained to Boston, to which the domestic rates are higher than 
to New York, while to Baltimore, Philadelphia and Norfolk the rates 
are generally based differentially under New York. To Pacific ports 
the export rates from interior points are generally construct by 
ascertaining roughly the through charge from a given interior point 
to a foreign destination through New York and then subtracting 
from such through charge the ocean rate from Pacific ports to desti- 
nation, the effect being to result ee in the same through charge 
to Asia via Pacific ports as via New York. 

The purpose of the port equalization basis of constructing export 
and import rates is to bring about a more or less even distribution 
of the traffic through the various ports, particularly with respect to 
the great volume of manufactured articles produced in the territory 
north of the Ohio and Potomac rivers and east of the Mississippi 
river. Most of this tonnage would naturally flow through the North 
Atlantic ports were no export rates provided to South Atlantic, Gulf 
or Pacific ports because the general level of domestic rates in that 


territory is lower and the distances are less than to southern and 
western ports. 


Heretofore export and import rates have applied without regard 
to the character of vessel transporting the traffic to or from the port, 
but when the provisions of section 28 become effective the carriers 
will be prohibited from applying export and import rates lower than 
the domestic rates unless the traffic is transported beyond the port 
in an American vessel. Using Charleston as an illustration, if ap- 
proximately one-half of the vessels which have heretofore served 
that port have been foreign vessels, in future no traffic moved in 
such foreign vessels can be brought to Charleston from central terri- 
tory except on rates materially higher than those applicable to New 
York, assuming, of course, that the carriers do not reduce the domes- 
tic rates to the export basis, which they are not likely to do, because 
of the probable effect upon traffic to and from intermediate points 
through the requirements of the fourth section of the interstate com- 
merce act. Inasmuch as, with the exception of grain and its prod- 
ucts, automobiles, iron and steel articles and agricultural implements, 
there have been few export rates to New York lower than the domes- 
tic rates, it will still be possible for foreign vessels at New York to 
compete for export traffic without handicap as to the rail rates to 
the port. Presumably the application of section 28 will have a 
tendency to cause foreign vessels to concentrate at ports such as 
New York, where they will be subject to no inland rate disadvantage, 
thus lessening the service available to and from other ports, and 
even where foreign vessels continue to serve —_ where export and 
import rates will no longer be available to them, the tendency will 
probably be to create higher through charges via such ports, because 
there is always the possibility that the American vessels serving 
such ports will in part at least absorb the difference between the 
rail rates applicable for themselves and for the foreign vessels. 
Therefore there is a strong probability that section 28 will lessen 
the number of vessels serving ports other than New York, Philadel- 
phia, Baltimore and Norfolk, and will bring about higher rates 
through such other ports. Both of these changes will naturally tend 
to increase the tonnage handled through the four ports named and 
to lessen the tonnage through other ports, thus depriving not only 
the ports but the carriers serving such ports of traffic which they 
now enjoy, and concentrating such traffic through the more or less 
congested eastern ports. 

The above discussion has related to export traffic from and 
import traffic to the important and densely populated eastern terri- 
tory. Port equalization to and from other points is also quite com- 
mon, but not on the same basis. For example, the lowest domestic 
rates on cotton from Oklahoma to any port are those to Galveston. 
These rates have been extended to apply as export rates to New 
Orleans, Mobile, and, in some cases, Pensacola, and in that instance 
the tendency will be to increase the tonnage through Galveston and 
lessen it through New Orleans and Mobile. Nevertheless, it should 
be borne in mind that the high grade traffic represented by manu- 
factured articles exported from or imported to the densely popu- 
lated area in the east is important even to vessels primarily intended 
to transport cotton or grain from southern ports. Importation from 
Europe consists almost wholly of manufactured articles naturally 
foreign vessels engaged in traffic to and from points in the United 
States would prefer to receive cargoes of grain, cotton or other com- 
modities at a North Atlantic port to which they may bring import 
traffic in the reverse direction, if they are to be handicapped in the 
handling of inbound cargoes through other ports. In order to afford 
a, few illustrations of the differences which now exist between export 
and domestic rates to various ports, a number of exhibits have been 
prepared, copies of which are attached hereto for ready reference. 
As illustrating the situation, attention is called to Exhibits 1 and 2. 
At the present time agricultural implements may move from Indian- 
apolis to Pacific ports for export upon a rate of $1 per 100 junds, 
whereas hereafter the export rate when transported beyond the port 
in other than an American vessel will be $2. Packing house products 
may move from Chicago to Charleston at present on a rate of 54 
cents per 100 pounds, but when the movement beyond the port is in 
other than an American vessel, the rate will hereafter be 81. cents, 
though the rates to New York and Norfolk, respectively, will remain 
51.5 and 53.5 cents. In both cases it is assumed that the carriers 
will not reduce the domestic rates to the export basis. 


At this point Mr. Hall reproduced part of the 1921 report. 


The recent certification of the Shipping Board excepts grain, but 
not grain products or other articles usually subject to in or 
grain-product rates, and therefore the above-described difficulties 
with respect to transit grain products will probably be encountered 
when the lifting of the suspension of section 28 becomes effective. 
There has always been a close relationship between the rates on 
grain and on its products. To except grain and not grain products 
means that while the former may still move to the ports on export 
rates, flour and other products will take export rates lower than the 
domestic basis only when shipments are moved beyond the port in 
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American bottoms. Presumably the effect of this will be to handicap 
American millers in competition with foreign millers buying Amer- 
ican grain, as the latter will be able to take advantage of any low 
ocean rates to foreign markets which may be offered by vessels 
under flags other than the American, while the former will not, un- 
less domestic grain rates to the ports be reduced to the export basis. 
This, as above stated, it is very unlikely the carriers will do, and the 


Commission can require such a revision only in a formal proceeding 
after full hearing, and then only if the domestic rates are shown to 
be unreasonable or otherwise unlawful. 

In closing, it may be mentioned that in its reports for 1922 and 
1928, the Commission adhered to its previous recommendations, but 
no action thereon has been taken by the Congress. 


EXHIBIT 1. 
Comparison of Export and Domestic Rates to Pacific Ports. 
teto North Rate to Cali- 
Pacific Ports fornia Ports 
From—Commodity Dom. Exp. Dom. Exp. 
Cleveland, O., agricultural implements, C.L. 2.07 1,00 2.07 1.00 


Indianapolis, Ind., agricultural implements, * ; 

he POR udeaad de eM ae becWchieea SAUTs 2.00 1.00 2.00 1.00 
Chicago, Ill., agricultural implements, C.L. 1.93 1.00 1.93 1.00 
St. Louis, Mo., agricultural implements, 


sdahsSebubes tubserwat eeu uieeee coesee 1.98 ©1200 «1.86 = 11.00 


MUEEY ME ORRLASS.. 5 bub Fee odu back o thote'eed 1.72 1.00 1.72 1.00 

Chicago, Ill., canned goods (min. 60,000 Ibs.) 1.05 -95 1.05 95 

~~ a Mo., canned goods (min. 60,000 
s 


i Wiicine sib odis tel weien¥e cobe¥e Jovbbiwe dvtee 1.05 95 1.00 -95 
Cleveland, O., structural iron..... 


Lemnce chs 1.15 -72 1.15 72 
Indianapolis, Ind., structural iron.......... 1.08 -59 1.08 -59 
Chicago, Ill., structural iron......... dvedted 1.00 -40 1.00 -40 
St. Louis, Mo., structural iron............. 1.00 -40 -95 -40 
Kansas City, Kans., structural iron........ -90 -40 -90 -40 
Cleveland, O., machinery......... e+ekeen « RBS 1.15 2.12 1.15 
Indianapolis, Ind., machinery.............. 2.03 1.15 2.03 1.15 
Chicago,. TIL, machinery... .ccccscccccccove 1.93 1.00 1.93 1.00 
St. Louis, Mo., machinery........... cs... 1.93 1.00 1.83 1.00 
Kansas City, Kans., machinery.......-.....- 1.74 1.00 1.74 1.00 
EXHIBIT 2. 
From Chicago, Ill. 
Pkg. Hse. Bar and O/C 0/C 
Dist. Products SheetIron istClass 5th Class 
To— Miles Dom. Exp. m. Exp. Dom. Exp. Dom. Exp. 
Boston, Mass..... 1,033 *59.5 *56.5 *59.5 42.5 149 142 59.5 56.5 
New York, N. Y... 909 56.5 51.5 *56.5 42.5 142 142 56.5 56.5 
Norfolk, Va....... 952 53.5 63.5 -*53.4 39.5. 139 139 53.5 53.5 
Savannah, Ga.....1,027 .... 54 71 32 = 54 
Charleston, S. C. 1,015 81 54 70 32 ee 
Jacksonville, Fla..1,088 .... 54 71 32 a es 
*Class rate applies. 
FROM CHICAGO, ILL. 
Bar and 
Dist. Sheet Iron ist Class 5th Class 
To— Miles Dom. Exp. Dom. Exp. Dom, Exp. 
New Orleans, La. 912 57 D 32 $/C 0/C-D 0/C-D 
198 135 $/C 54 
$/C-D 103 S/C-D 
165 701% 


B—From Chicago, Ill., proper. 

C—Reshipping (from Chicago) rate. 

D—Applies when to all foreign countries except Canada. 
O/C fficial classifiication 

S/C—Southern classification. 


EXHIBIT 3. 


New Orleans, La. New York, N. Y. 


From—Commodity Domestic Export Domestic Export 
Chicago, Ill., Agr. implem’ts... 73 a47l4 5th class 6th class 
b41 56% 47% 
Chicago, Ill., canned goods..... 68 521% eae: aad 
Chicago Ill., Struct. iron....... 47% 42 at 5 4216 
Chicago, Ill., machinery ...... 6th class 5th class * 
85 0% 5616 * 
Chicago, lll., cement.......... 29% 2314 30 * 
ax900 
Cotenes, Til,  Weethencceccese 471% bx756 x950 x710 
4th class 
Chicago, Ill,, Cond. milk...... 68 52% 66 _ 


Jones’, 1362-1450. Boyd’s, 1381. 

a—When to other than Europe, Africa and Canada. 
b—When to other Europe and Africa. 

x—Rates apply per 2,240 Ibs. 

*—No export rate—Domestic rate applies. 


EXHIBIT 4. 


Present Carload Rates to Galveston, Texas. 
In cents per 100 pounds 


Kan. City, Mo. St. Louis, Mo. 
Commodity— Dom, Exp. Dom. Exp. 
Agr. Imp. other than hand taking class 
“A” West. Classification............. 100% 63 100% 41 
CED cbc ne Habs coed see's sete crecere 78 70% 78 49 
Structural iron, viz. bars, beams, braces, ; 
columns, girders, plates ............... 61 —s_- 32 61 33 
Machinery, Class “A” West. Class. “5’’ > : 
| a SRR 2 ae rane ee ger et ae ee 97 63 97 49 
EXHIBIT 5. 
FROM CLEVELAND, OHIO 
To New Orleans 
Commodity Dom. Export 
Bn PT ee ee eee 80 41 
EY a etek! So cbacsbeterhews Ce tetcosdesdreddumoak 79 78 
EE a eee C aR CEC eWeek oC he ces Ube ees ned oeecgues setdveets 38 38 
GTOD 60 'r Cinibh weedines cOG CESS h Se cbb + Cusese eons eeets 44 42 


THE TRAFFIC WORLD 





Vol. XXXIII, No. 13 


FROM INDIANAPOLIS, IND. 


42 
DONG: 65 ik te) wt cbicaiha ic enuascveweodtae’s ee et 73 70% 
adi sak seule Hes Ae nee w sue bgt we tbcdtunceceges - 29 29 
Soda—Sal ......cccccccceecccees be bee gobble Wedsweceete 40% 33 


Southwesterners Enter Formal Protest 


Protest against the enforcement of section 28 of the mer. 
chant marine law has been made by the Southwestern Indus. 
trial Traffic League and the Texas Industrial Traffic League. 
Their protest, signed by F. A. Leffingwell, as secretary, said 
enforcement would restrict the free movement of traffic between 
the southwest and the various foreign countries named in the 
certificate of the Shipping Board and the order of the Commis. 
sion. It asserted its result would be payment of rates on ex. 
port and import business that were prohibitive and on which 
traffic could not continue to move. 

A further assertion was that! the gulf ports were not as 
adequately served by American flag ships as were north Atlan. 
tic ports and that the effect of the application of domestic rates 
would be to drive southwestern shippers and receivers out of 
foreign business in which many of them are now engaged. 

The southwestern organization argued that section 28 was 
not mandatory on the Commission, as it had found. Therefore, 
they asked that the matter be set down for hearing to deter. 
mine to what extent the provisions of section 28 might be in 
conflict with the provisions of section 3 of the interstate com- 
merce act and of article I of the Constitution of the United 
States, forbidding Congress to make any regulation of com- 
merce that would cause discrimination between ports, and to 
have the effective date of the cancellation of the suspension 
postponed pending the hearing and decision. 

The protest has been filed in the Commission’s miscel- 
laneous docket No. 40. Thus far the Commission has no thought 
of going into the question raised by the protests, because, as it 
construes the statute, it has no duty to perform other than to 
give effect to the certificate of the Shipping Board that there 
are enough ships to serve the ports mentioned. 


Collyer Explains Tariff Difficulties 


The tariff difficulties caused by the cancellation of the 
suspension have been set forth by R. H. Collyer, chairman of 
the committee of eastern traffic executives, which has also been 
filed in that docket. 

In his letter to the Commission, Mr. Colyer said he had 
noticed several statements in the press indicating the view that 
the railroads could change their rates to conform to the pro- 
visions of section 28 without material difficulty. Doubtless, he 
said, the Commission had obtained information on this phase 
of this matter from its staff of experts. However, Mr. Collyer 
presented a few of the difficulties that would be encountered. 
In part, he said: 


At the risk of burdening you, however, may I call attention to 
a few complicated situations as the basis for a suggestion that if it 
seems likely that an order to the railroads will issue as a result of 
the certificate now under consideration (the Shipping Board’s certifi- 
cate), the Commission should call upon the shippers and the railroads 
to place before the Commission a complete statement of the export 
and import rates and of their application as affected by the full 
observance of Section 28. 

There are a few export and import rates applicable to and from 
Trunk line ports and as the port of New York, by reason of the 
foreign service, occupies a pre-eminent position, and as Philadelphia 
and Baitimore are differentially related to the port of New York, on 
domestic as well as foreign business (the differentials being substan- 
tially the same in every case except as to grain which is not involved 
in the certificate now before the Commission, the difficulties with 
these three ports would be at a minimum. : 

At Boston, however, some difficulty would be experienced in re- 
spect of export rates, for, while eastbound rates to Boston on do- 
mestic traffic are differentially higher than to New York, on export 
traffic New York rates are observed as the rates normally applicable 
to Boston. Therefore, while the limitation of Section 28 as applied 
at New York, Philadelphia or Baltimore would affect only traffic on 
which there are export rates, at Boston it would affect all rates as 
applied to export traffic even where there is no export rates on such 
traffic to New York. Portland, Me., for upwards of 50 years has been 
the recognized port of the Grand Trunk and the Canadian National 
Railways and is peculiarly the weaker port of that great system. 
The order for the application of Section 28 at Portland would raise 
the interesting question as to jurisdiction on import traffic moving 
from Portland to Canadian destinations and on export traffic from 
points in Canada. ‘ t 

While the port of Montreal, being an adjacent deep water ja 
to a large part of the great manufacturing area in Central Freigh 
territory, is of great and increasing importance during the summer, 
it has a comparatively short season and during the winter months a 
considerable movement of export traffic from Canadian points a 
through the United States either to New York or New England ports 
or over the Canadian Pacific to New York or New England ports rei 
over the Canadian Pacific through New England and back again = 
its Canadian port. There is also during the summer competition 10 
the same traffic, where sailings via trunk line ports are preferred, ae 
traffic is secured as against Montreal. I am not sure how the Com 
mission’s jurisdiction would operate in respect. to traffic moving 4 
Canadian ports for delivery to Steamships at United States oo 
but doubtless the Commission could not enforce orders against ~ 
Canadian lines which might originate export traffic in Canada, on 
it _ the United States and export the traffic from a Canad 
port. 


There is a considerable volume of traffic moved from points i 
Eastern United States for export via Montreal on the Philade aes 
basis of rates, the Grand Trunk Railway having for many dit is 
maintained a strong position as an export line from Chicago, an 
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not clear as to the Commission’s jurisdiction in respect of such 
ffic. 
"Y The lines south of the Ohio River have in effect export and im- 
port rates to ports on their respective lines, which are in a very 
much confused condition, but these rates are supposed to be made 
with relation to the rates applicable to export and import traffic 
to and from the North Atlantic ports. There are also export rates 
to and from eastern territory from and to Pacific Coast ports, and 
as to these rates there would doubtless be various complications, but 
it is perhaps unnecessary for the eastern carriers to refer to them. 
Aside from the matter of rates as published, there are possibilities 
of difficulty in the various arrangements for transit and diversion 
that might be found, upon a study of the situation, made to avoid 
conflict of the law that might arise if Section 28 were made effective. 
For example, the eastern carriers, with a view to assisting the 
domestic manufacturer in competition with the foreign manufacturers 
apply the same principle as the government applies in permitting 
the application of export rates on traffic that has been manufactured 
and is exported in the manufactured form. There is keen competition 
between tin plate produced in Wales and that produced in the United 
States, particularly at the Seaboard, and arrangement has been in 
effect for years whereby the charges on tin plate from points of 
origin in the interior to the seaboard are reduced from the domestic 
to the export basis upon proof by the manufacturer, of the exportation 
of containers made from such tin plate whether empty or full; the 
arrangement being handled by claim adjustment and limited, of 
course, to the tonnage of the tin plate that is actually exported 
The commission is doubtless advised that in the manufacture 
of flour there is necessity for blending different grades of wheat 
to obtain certain effects and that the United States millers have 
arrangements whereby Canadian wheat is handled in bond and the 
equivalent of the product of such wheat may be exported in the form 
of flour, either as the result of an al]l-Canadian product or of Can- 
adian wheat blended with United States wheat. There might be some 
question as to how far the carrier should go in observing the pro- 
visions of Section 28 not only in handling shipments from Canadian 
mills but also in the movement of Canadian wheat whether shipped 
in straight or blended forms, when under transit bond. 


Application of section 28, according to the view of some 
government officials, may have the effect of causing foreign 
nations that discriminate against American shipping abroad to 
refrain from such discrimination, the theory being that if the 
foreign countries realize the United States is going to back up 
its merchant marine effectively, they will cease resorting to 
obstructive tactics. 

A spokesman for the President, when asked about the sec- 
tion, said the President was not informed as to the details of 
the matter. It was said that some times Congress enacted 
laws without considering all the phases of a situation with ref- 
erence to international relations. It was said that protests of 
the British and Japanese against the section had not been 
brought to the attention of the President. 


Complainants Subjected to “Buck-Passing” 


Attorneys for shippers, soon after they began making efforts 
to avoid what they described as the ill effects of section 28 of 
the Jones’ merchant marine law, found themselves in this posi- 
tion: When they went to the Interstate Commerce Commission 
with suggestions they were told the Commission had construed 
the law as giving it no discretion whatever; that the most it 
could do would be to see to it that tariffs were filed that con- 
formed with the rules governing the preparation and the filing 
of tariffs; and that probably the Commission was without power 
to say that the tariffs as filed complied or did not comply with 
the requirements of section 28: when they went to the Ship- 
ping Board they were met with the declaration that the Board, 
having certified its opinion that there were enough ships to 
carry the commerce within the scope of the order, it had no 
power except upon a showing that it had made a mistake in 
estimating the capacity of the ships serving a port or under- 
estimated the amount of traffic to be carried. As to the merits 
of the law, the members of the Board, in their informal talks 
with the shippers, have suggested that that is something with 
which only Congress can deal. 

In other words, the attorneys have been subjected to what 
they think is another form of buck-passing. The Newton bill 
(H. R. 8091), amending section 28 so as to give the Commis- 
sion discretion in dealing with the question of what import 
or export rates should be suspended when the Shipping Board 
certifies there are enough ships, was devised by attorneys for 
the flour interests who came here to ask relief from the sever- 
ities of the section at the hands of either the Commission or 
the Shipping Board and found they could not obtain any from 
either. 

As construed by those who have not been asked to plead 
for some particular interest, that bill, if enacted, would give 
the Commission the power to say to what extent section 28 
should be applied. In other words, it would empower the Com- 
mission to review the work of the Shipping Board from the 
Doint of view of the body that is presumed to be expert in ques- 
tions of inland transportation, market competition, and the 
Value to be attached to the different forms of delivery at ports 
of loading in the United States and ports of destination in 
foreign countries. 

Members of the Shipping Board are regarded as experts to 
a certain extent, but not as disinterested ones. In that respect 
they are regarded as differing from the members of the Com- 
Mission. Their interestedness is not of a kind that would war- 
rant reflections upon them. It grows out of the fact that in- 
Stead of being mere regulators, they are also owners of ships. 
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They own ships through their absolute control of the Pmergency 
Fleet Corporation. As owners of ships, it is urged they naturally 
may be expected to contend that the deliveries their ships are 
able to make in foreign ports are as good as those of rival 
ships. Nearly every railroad traffic manager, by reason of his 
interest in his own railroad, is able, honestly, to contend that 
ee he is able to make is as good as that of another 
road. 

But when disputes of that kind arise their settlement, if 
the dispute can be got into form to place before the Commis- 
sion, is made by men not interested in anything other than 
giving the complainant and the defendant a square deal. The 
Shipping Board members, however, it is argued, are interested 
in getting business for the Emergency Fleet Corporation ships. 
In a dispute, board members, it is suggested, unless they are 
super-human, cannot fail to be impressed by the excellence of 
jes service the Emergency Fleet Corporation is offering for 
sale, 

While the government was operating the railroads the Com- 
mission, after it got its breath, came to the conclusion that it 
stood,‘as before control, as the body to settle disputes between 
the shipper and the carrier, regardless of the fact that it was 
also a governmental body. At the beginning of federal control 
there was an inclination to regard the certificate of the Presi- 
dent to the effect that such and such rates were needed to enable 
him to operate the railroads, as of a persuasiveness amounting 
almost to conclusiveness. 

Section 28, it has been pointed out,. puts into the hands 
of a shipowner, viz., the Shipping Board, as judge and jury, 
power to decide the questions of law and of fact bound up in 
the question, “Are there enough ships?” Inasmuch as Congress 
has not been inclined to give the Shipping Board money enough 
to operate the government ships and they have not been able 
to earn enough to make them indisputably profitable, it has 
been suggested, the Shipping Board has almost been forced to 
the conclusion that, as a mathematical fact, the carrying ca- 
pacity of American flag ships is great enough to carry the 
tonnage to and from American ports, within the scope of its 
certificate to the Commission. 

Capacity to carry, it has been suggested, is a good deal like 
the potential producing capacity of coal mines, as rated before 
the railroads, under pressure from the Commission, began de- 
flating mine ratings. Even when deflated, the mine ratings 
continued to show a capacity to produce far in excess of the 
requirements of the country. 

It has been pointed out by oil shippers that even if the oil 
tankers of the Shipping Board have the capacity to carry as 
much oil as the country exports, that does not signify com- 
mercial capacity. In behalf of Mid-Continent oil refiners, it 
was pointed out, in the informal discussion that preceded a 
hearing before the Shipping Board, scheduled for March 26, 
that foreign buyers of petroleum products buy in quantities to 
suit their port storage and not in quantities measured by the 


carrying capacity of Shipping Board tankers. For instance, it -- 


was suggested that when a foreigner had a storage capacity 
of 4,000 tons, unless the Shipping Board could produce a 4,000- 
ton tanker, the sale could not be made. The oil salesman, it 
was said, had two problems: The first was to find the foreign 
buyer, and the second was to find the ship, able, economically, 
to carry the amount’ of oil the buyer could put into his tanks. 

Another point made in behalf of the refiners was that for- 
eign buyers, to enable them to shop around among the twenty- 
three countries producing petroleum products in marketable 
quantities, provided themselves with tankers which they could 
and did send after the oil they had bought. If the foreigners 
were deprived of the use of their ships, by reason of the higher 
export freight rates, the refiner would have to pay to the Ameri- 
can port, the exportation of petroleum products from the United 
States would be confined, the Mid-Continent refiners urged, to 
such American companies as had refineries at the seaboard, 
pipe lines to supply them, and tankers to carry away the 
products. 

American lumber shippers, it was asserted, would also be 
up against a hard market condition if the section were put 
into effect as provided for in the certificate of the Shipping 
Board and the order of the Commission, chiefly because, it was 
asserted, Shipping Board ships, at many ports, and especially 
at London, were not able to make the deliveries necessary to 
get the lumber to places of consumption, in competition with 
lumber from other parts of the world. 

All those who discussed the subject gladly admitted that if 
there were enough American ships, able and willing to carry 
American goods at rates as low as those offered by foreigners, 
the whole thing would be shown to have been a tempest in a 
teapot. Lumber shippers, however, contended that they were 
able to hold down rates in Shipping Board vessels only because 
they were able to use foreign bottoms. 


Alleges Shortage of Tankers 


At this time, less than two months from the time section 28 
of the merchant marine law is to become operative, according 
to W. H. Reed, in charge of overseas traffic for the Sinclair 
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Refining Company, the Shipping Board has only one “clean” 
tanker, suitable for carrying refined products of petroleum from 
American ports. 

“And we have that one under charter,” added Mr, Reed, 
after he had made that declaration. It was made as part of 
a protest on behalf of Mid-Continent oil refiners against the 
Shipping Board’s certificate to the Commission. 

“The board has forty-one tankers,” said Commissioner Plum- 
mer, “and it seems to me that the practical question is as to 
how they shall be put into position and condition to carry bulk 
oil for the protesting refiners.” 

“Of the fifty tankers owned by the Shipping Board seven 
were built of concrete and need not be considered,” said Fayette 
B. Dow, speaking as counsel and Washington representative of 
the Western Petroleum Refiners’ Association. He is also the 
Washington representative of the American Petroleum Institute 
and the National Petroleum Association. “Thirteen are now 
under charter to oil companies. Of the remaining thirty; about 
sixteen are being used by the Shipping Board for fuel oil storage. 
Fourteen are not in commission.” 

The foregoing quotations, it is believed, show the outstand- 
ing features of an informal conference, arranged by Mr. Dow, 
for himself and Mr. Reed, on the subject of the adequacy of 
tankers to carry refined petroleum products, in bulk, in American 
flag ships, from American ports, after May 20, when, owing to 
the greater quantum of the domestic than the export rates, 
Mid-Continent refiners believe they will have to ship all their 
refined bulk oil in American tankers, or give up any thought of 
obtaining export orders. 

The conference was requested in behalf of the Sinclair com- 
pany and the Western Petroleum Refiners’ Association. Mr. Dow 
said he was not speaking for the American Petroleum Institute 
nor the National Petroleum Association. The first, he said, was 
taking no part because the diversity of interests of its members 
made it impossible for the Institute to speak for them all. The 
National Petroleum Association, he said, was taking no part be- 
cause, being refiners east of the Mississippi, they had no import 
or export rates that could be affected by the order putting section 
28 in force. 

Considerable time was spent in elucidating the situation cre- 
ated by the fact that the Institute was taking no part. Com- 
missioner Thompson said the press had carried stories to the 
effect that the conference, or hearing, was to be on the protest 
of the Institute. Mr. Dow said he had not given anything to 
the press. It developed that the only information that had been 
given out came from the Shipping Board. It further developed 
that the press reports mentioned the “National Petroleum Insti- 
tute.” Mr. Dow said there was no such organization and that 
he confusion probably arose, because, in identifying himself to 
someone in the office of one of the commissioners, he mentioned 
the National Petroleum Association and all the associations rep- 
resented by him as Washington counsel. 


Importance seemed to be attached to the identity of the 
associations and their members. Commissioners Thompson, 
Haney and Plummer, who sat in the conference, expressed fears 
about foreign interests. Mr. Thompson brought up the fact that 
a foreign government had protested against making section 28 
operative because of contracts Japanese lines had with the Chi- 
cago, Milwaukee & St. Paul and the Great Northern. Commis- 
sioner Plummer said that in a recent investigation about a pro 
test about tankers he found that the interested party was the 
Royal Dutch-Shell combination. 


Mr. Thompson suggested that Mr. Dow would not have ap- 
peared before the Interstate Commerce Commission or the Fed- 
eral Trade Commission without having observed all the formali- 
ties of telling about the ownership of the sixty-five companies 
composing the Western Petroleum Refiners’ Association. Mr. 
Thompson also wanted to know whether the association had 
held a meeting and authorized him to make a protest. Mr. 
Dow said he would comply with all the formalities. Earlier in 
the meeting he had stated his understanding that the meeting 
was an informal conference. 

Answering a question by Mr. Thompson, Mr. Dow said he 
thought only one member of the association was affiliated with 
or controlled by a foreign interest. He said the Roxana com- 
pany was controlled by the Royal Dutch-Shell unit in the 
industry. 


Mr. Dow said the association recognized that the policy 
underlying section 28 was not in issue before the board, but 
merely whether there were “adequate shipping facilities” af- 
forded by American vessels. He said the responsibility for 
that rested on the board. He said that he thought that “ship- 
ping facilities cannot be considered adequate unless ships, open 
to charter, by any exporter, are available upon any reasonable 
demand. It will be shown that tankers documented under the 
laws of the United States are not adequate.” 

Discussing adequacy, he said that mathematical adequacy 
could not be deemed the test, because the ships belonging to 
oil companies other than the protesting ones were not to be 
considered as part of the supply of American ships suitable 
for carrying refined oil in bulk, because, except under unusual 
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conditions, their owners did not offer them for carrying jj 
for others, but reserved them for the exportation of their own 
products. The refiners in the interior of the country, furnish. 
ing at least twenty per cent of the exportable surplus, he 
said, had no tankers and had to depend for transportation 
either upon the tankers of the Shipping Board or the tankers 
of buyers of oil. He said it was out of the question for the 
interior refiners, about 100 in number, to think of absorbing 
the difference in freight rates, amounting, as he said, to be. 
tween 1.25 and 1.62 cents per gallon. One-eighth of a cent per 
gallon, he said, turned a contract for refined oil, so that ab. 
sorption of the difference in freight rates was out of the 
question. 

Mr. Reed said the Shipping Board tankers were built to 
transport crude and that it would take from seven to eight 
days and involve an expenditure from $10,000 to $30,000 to 
clean a ship that had been used for crude oil and make it 
ready for the transportation of refined products. He said that 
the refiners tried to sell oil c. i. f., but that when they could 
not they took contracts f. o. b. American ports. In a contract 
of the kind first mentioned the American exporter had to find 
the vessel. In the latter the foreign buyer named the ship. 

“And in that way discriminates against the American gov. 
ernment,” suggested Mr. Thompson. 

“If we do not allow the foreign buyer to say in what ship 
his purchase shall be transported, we lose the contract,” said 
Mr. Reed. “He will buy elsewhere. In all this business it is 
a question of selling in competition with others in the world 
market. We want c. i. f. contracts and work for them so we 
can control the ship in which the product shall be sent forward. 
If we had a monopoly in supplying the world, it would be easier 
to control the transportation, but we do not.” 

Commissioner Plummer protested at the idea of the clean- 
ing of any ship costing $30,000, saying he had been brought 
up in a shipyard. Mr. Reed told him what materials would 
have to be used in cleansing a ship that had carried Mexican 
crude and added that time was not the chief element of cost, but 
the cleansing materials were. 

Commissioner Thompson engaged Mr. Reed in an argument 
based on Thompson’s suggestion that, without having asked 
the Shipping Board whether it could furnish ships after May 
20, the Sinclair company and the Mid-Continent refiners had 
protested against the enforcement of section 28. Mr. Reed told 
him that the Shipping Board had only one clean vessel and 
that that was chartered to the Sinclair company and that he 
had not been able to obtain tankers for that trade, either because 
they were too large, or were dirty. 

Mr. Plummer said it would be possible for the board to 
put tankers in condition. As figured by Mr. Thompson, the 
Sinnclair company alone would need about twenty tankers. He 
based his figures on figures furnished by Mr. Reed showing that 
in the last half of 1923 the Sinclair company had shipped 69 
cargoes of refined oil, 63 of which were foreign flag ships. 


Atlantic State Shippers Protest 


A special committee of the Atlantic States Shippers’ Ad- 
visory Board, representing export interests, which met March 
21 to consider Section 28, adopted a motion by James C. Jef- 
fery, general counsel of the Millers’ National Federation, to 
urge a modification of the law by Congress to give the Commis- 
sion discretionary powers in applying the measure. A minority re 
port was filed by P. H. W. Ross, trade consultant for the Port 
of Newark, upholding the principle of the law. 


The majority of the committee, which was appointed by 
W. J. L. Banham, general chairman of the advisory board, to 
inquire into all phases of the section, was strongly opposed to 
its features. The committee decided to go to Washington to 
appear before the Shipping Board, the Commission, the Secre- 
tary of Commerce, and the Congressional committees on inter- 
state commerce, to seek modification or repeal of the section. 


F. H. Price, export agent for the Millers’ National Federa- 
tion and chairman of the committee, presided. He explained 
that the section applied to iron and steel, flour, automobiles, 
coal, agricultural machinery, petroleum and packing house 
products. 


Mr. Price cited hundreds of contracts made by Japan with 
American manufacturers following the earthquake, which he 
said have been booked for Japanese bottoms and that serious 
complications would result if the Jones act becomes operative. 

“Steel shipped from the Pittsburgh district to the Pacific 
Coast will cost the shippers $1 per 100 pounds for railway 
transport if destined for Japanese vessels, but only 40 cents for 
American bottoms,” said Mr. Price. “Attempts to change these 
contracts at this late date would involve us in a score of 
tangles.” 

Because of the international aspects of the case, Mr. Price 
said, the Department of State has also been in communication 
with various shipping interests for the purpose of learning 4ll 
angles of the situation. 

Resolutions pointing out objections to section 28, and ask- 
ing further suspension of the law restricting export rail rates 
to American vessels, were drafted, March 24, at a meeting 12 
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New York of the special committee. Mr. Price, export agent 
of the Millers National Federation, chairman of the committee, 
will present the resolutions for adoption at the next session of 
the board. 

The Merchants’ Association also held a committee meeting 
Monday to consider its stand on section 28. A number of rail- 
road, steamship, and export officials were present. It is under- 
stood that, while the steamship men expressed support of the 
general principle of the law, they agreed that, on some routes, 
there might not be sufficient American tonnage at this time, 

Expressions from various exporting interests show opposi- 
tion to the section, for the reason that it confers no benefits 
on them and, on the contrary, restricts their choice of services. 

Among some of the American steamship officials who would 
gain the greatest advantage from the law, there is admission 
that it might work hardships on exporters. One expressed the 
belief that the same purpose could be accomplished with less 
friction in another way. He said, for instance, that a law 
permitting the shippers to deduct from their taxable incomes 
the amount of freight paid for transportation on American 
vessels would provide an enormous incentive to patronize the 
American merchant marine. This method, he added, would 
not be open to retaliation, and it would probably offset the loss 
in taxes through the reduction in Shipping Board losses. The 
difficulty in this scheme, however, he continued, is that Section 
98 is now a law, while tax revision has not even been considered 
in Congress. } 

Opposition to the enforcement of section 28 is expressed 
in resolutions adopted by the New York Produce Exchange and 
forwarded to Washington. While the text of the statement 
has not been made public, it is understood that the exchange 
feels that the law is unworkable and that it should be repealed, 
or at least suspended. A special committee has been appointed 
to look into the situation. 

Charles J. Austin, manager of the Bureau of Trade & Trans- 
portation, said that “at this time there ig no telling what may 
result from the enforcement of Section 28. However, the out- 
look is fraught with dire possibilities of vital importance to the 
members of this exchange and the Port of New York.” 

In a memorandum to the Produce Exchange, Mr. Austin 
said: 


The prosperity and success of this nation in the last decade is 
in no il Reneare due to its foreign commerce. This ‘indisputable 
fact has been recognized by our great industrial organizations and 
agricultural interests by finding an outlet for their surplus products, 
and also by our government in the establishment of a department 
especially to study, promote and assist foreign commerce. 

Export trade means world competition in that it directly con- 
cerns the home producer and the producer of other foreign coun- 
tries. Therefore, every advantage and assistance must be obtained 
for our industrial and agricultural interests to assist them in con- 
summating sales which would otherwise be lost to this country. 

With this principle in mind, special facilities were long ago 
granted by the rail carriers for the encouragement of foreign trade. 
These facilities, together with regular and frequent steamer sailings, 
have tremendously increased the foreign trade of the United States, 
and it is to the steamships that the port of New York largely owes 
its pre-eminent position in the export trade. 

The enforcement of Section 28 may artificially attract a large 
amount of export and import traffic to American flag steamers, unless 
foreign steamers reduce their rates, which is very doubtful, as I under- 
stand they are not now making operating costs, although maintain- 
ing their sailings in the hope of improvement in shipping conditions 
in the near future. 

It is obviously impossible for the shipping board, with their pres- 
ent fleet, to offer a service which will be in any way comparable with 
the services now rendered by the combined American and foreign 
fleets. Therefore, if the latter are curtailed, it automatically follows 
that the industrial and agricultural interests will have their competi- 
tive sales opportunities limited by reason of inadequate ocean facil- 
ities. It may be that the shippers throughout the country will pre- 
fer to pay the increased costs by shipping to seaboard under a 
domestic bill of lading, and thereby avail themselves of the more 
frequent foreign flag sailings, but this is not logical to assume. On 
the other hand, Canadian rail carriers will no doubt take advantage 
of this situation to develop an increased movement through Canadian 
a where foreign lines are sure to go in an effort to retain their 

ness, 

Viewed from every angle, the enforcement of Section 28 will 
work to the disadvantage and expense of the shipper and is sure to 
militate greatly against the port of New York, and so far as I can 
see the only result which will be accomplished is to attempt to 
force the movement of certain cargoes in American bottoms which 
in some instances, I am told, are not as suitable as foreign steam- 


ers which have been especially constructed and developed for their 
Particular trades. 


AMENDMENT OF SECTION 28 


The Trafic World Washington Bureau 


Representative Newton of Minnesota, member of the House 
Committee on interstate and foreign commerce, has introduced 
& bill (H. R. 8091) to amend section 28 of the merchant marine 
act so as to permit the Commission, in its discretion, to termi- 
hate, in whole or in part, suspension of operation of the section 
&§ to Rates or any special commodity or commodities, after 
the Shipping Board has certified that adequate shipping facilities 
are afforded under the American flag. 

The new language in the text of the bill begins with the 
last sentence and substitutes that sentence for the last sentence 
of section 28. The bill follows: 
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Be it enacted by the Senate and House of Representatives of 
ee United States of America in Congress assembled, That section 


of the Merchant Marine Act of 1920 be amended to read as fol- 


lows: ‘‘That no common carrier shall charge, collect, or receive for 
transportation subject to the Interstate Commerce Act of persons or 
property under any joint rate, fare, or charge, or under any export, 
import, or other proportional rate, fare, or charge which is based in 
whole or in part on the fact that the persons or property affected 
thereby is to. be transported to, or has been transported from, any 
pert in a possession or de endency of the United States, or in a 
oreign country, by a carrier by water in foreign commerce, any 
lower rate, fare, or charge than that charged, collected, or received 
by it for the transportation of persons, or of a like kind of property, 
for the same distance in the same direction and over the same route 
in connection with commerce wholly within the United States, unless 
the vessel so transporting such persons or property is, or unless it 
was at the time of such transportation by water, documented under 
the law of the United States. Whenever the board is of the opinion, 
however, that adequate shipping facilities to or from any port in a 
possession or dependency of the United States or a foreign country 
are not afforded by vessels so documented, it shall certify this fact 
to the Interstate Commerce Commission and the commission may by 
order suspend the operation of the provisions of this section with 
respect to the rates, fares, and charges for the transportation by rail 
of persons and property transported from, or to be transported to, 
such ports for such length of time and under such terms and con- 
ditions as it may prescribe in such order, or in any order supplemental 
thereto. Such suspension of operation of the provisions of this sec- 
tion may be terminated in whole or in part by order of the commission 
as to any rates, fares, charges, rules, regulations, or practices for 
or in regard to the transportation of persons or property or any spe- 
cial commodity or commodities to or from any port in the United 
States, in the discretion of the commission, either on its own initiative 
or after full hearing whenever the board is of the opinion that ade- 
quate shipping facilities by such vessels to such ports are afforded 
and shall so certify to the commission.”’ 


Criticism of the action of the Shipping Board providing fox 
application of section 28 was voiced by Representative New- 
ton, of Minnesota, in discussing his bill. Protests of millers in 
the northwest resulted in Mr. Newton introducing it. 

“Under congressional sanction and with the desire to build 
up a large foreign trade, and to equalize in a measure, Amer- 
ican exporting centers, the railroads have been making a lower 
freight rate to the coast on some commodities for export, as 
compared with those for domestic use,” said Mr. Newton. 

“For example, the domestic rate on flour from Minneapolis 
to New York, all-rail, is 43% cents per hundred. The export 
rate is 36% cents. The difference is approximately 14% cents 
per barrel. In addition there are preferential rules which favor 
the exported commodities. For example, there is ten days’ free 


time to load on exports, and only forty-eight hours on domestic 
shipments. 


“Export flour is sold on a very close margin, and the ex- 
port rate and additional loading time has been a considerable 
factor in building up an export trade in flour, which in turn 
has created an increased demand in the domestic market for 
American grown wheat. In a similar way, other industries 
have developed a large export business.” 

Mr. Newton reviewed the provisions of section 28 and re- 
ferred to the hearings held by the Shipping Board on the sub- 
ject about two years ago. 

“This last month,” he continued, “with no hearings what- 
ever, the Shipping Board met and certified to the Interstate 
Commerce Commission that with the exception of grain our 
shipping facilities were now adequate. Under the law it be- 
came the duty of the Commission to permit the carrying out 
of the provisions of section 28. 


“I am a firm believer in the building up of an American 
merchant marine. Other things being equal, American exporters 
should ship in American bottoms. Since the merchant marine 
act was passed, I was pleased to note that some of our Min- 
neapolis millers, notwithstanding inadequate American ship- 
ping facilities, have been transporting about 50 per cent of their 
exported flour in American ships. However, there is no use 
carrying this principle so far as to attempt to build up the 
American merchant marine by passing laws and rules and regu- 
lations under those laws which would seriously injure and pos- 
sibly destroy the export trade of any American industry. 

“The action of the Shipping Board was first a mistake be- 
cause it was conducted without any hearing. This American 
industries were certainly entitled to, and a change of this kind 
should have called for extensive hearings. 

“Secondly, it was also a mistake because, according to the 
facts as they have been given to me, our shipping facilities are 
not yet adequate. This is especially true as between certain 
ports, and even more especially so in reference to our South 
American trade. 

“Third, wheat should not have been excepted, unless the. 
Shipping Board was prepared also to except flour. The two 
are so closely related that in any regulation of this kind both 
should be considered together. Wheat has a natural advantage 
anyway, due to the fact that it is considered seasonal freight 
and is carried in both tramp and liner steamers, while flour, 
on the other hand, is an all-year-round freight, and is carried 
in liner steamers only. On the average, therefore, wheat bene- 
fits by the low tramp rate. If American millers are handi- 
capped in this fashion, they cannot buy American grown wheat, 
and the producer will be just that much adversely affected. 
The result will be to divert additional business across the bor- 
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der to the Canadian mills. At the present time Canada ex- 
ports about three times as much flour as we do. ’ 

“The Tariff Commission has just recommended, for the pro- 
tection of the American producer, an additional tariff on wheat. 
Here we have another branch of the government, the Shipping 
Board, taking action putting the American producer at a dis- 
tinct disadvantage with the Canadian producer. This affects 
the Northwest vitally just now. 

“I have taken the matter up with the Shipping Board in 
an endeavor to get them to change their decision. In the mean- 
time I have deemed it advisable to introduce a bill amending 
section 28, which will permit the Commission some discretion 
before being compelled to act upon the certification of the Ship- 
ping Board.” 


To Hold Hearings on Bill 


The House Committee on Merchant Marine and Fisheries 
will begin hearings on the Newton Bill (H. R. 8091) leaving 
the application of section 28 of the merchant marine law to the 
discretion of the Commission, Thursday, April 3. As viewed by 
those who have protested against the enforcement of the sec- 
tion, the attitude of the Shipping Board is that it can do noth- 
ing other than what it has done, and that if relief is to be had, 
it must be had from Congress. That attitude caused the flour 
interests to ask Mr. Newton to introduce the measure on which 
hearings are to be begun at the time mentioned. The Dill is 
general in its terms and, if enacted, would give relief to all 
protesting interests, and not merely to the one that persuaded 
Mr. Newton to introduce it. 

Representatives of the automobile industry held a confer- 
ence, March 26, with Chairman O’Connor and Commissioners 
Thompson and Plummer, relative to adequacy of tonnage under 
the American flag for automobile shipments when section 28 
becomes effective. They conferred further on the subject the 
following day with traffic officials of the fleet corporation. They 
said they were not protesting against application of the sec- 
tion, but wished to be informed as to space in American flag 
ships. Some concern was expressed as to there not being ade- 
quate tonnage to Australia from New York but E. J. McCor- 
mack, steamship operator, said the automobile exporters were 
unnecessarily alarmed as to there not being adequate tonnage 
out of New York. Incidentally, he said, the automobile ex- 
porters had been of great aid in building up an American mer- 
chant marine through use of American vessels. The Board 
members appeared confident that there would be adequate ton- 
nage under the American flag for the automobile interests. In 
the delegation were Morgan Goetchius, of the General Motors 
Corporation; M. C. Reichert, of Studebaker; J. J. Palmer and 
P. J. Findlay, of Dodge Brothers; J. S. Marvin, Pyke Johnson, 
and C. F. Bauer, of the National Automobile Chamber of Com- 
merce; E. N. Hodges, of the Hupp Company, and H. Deuster, 


secretary of the foreign trade committee of the Motor Accesso- 
ries Manufacturers’ Association. 


PLUMMER ON SECTION 28 


The Trafic World Washington Bureau 


The following statement was issued by Vice-Chairman E. C. 
Plummer of the Shipping Board: 


I am receiving many letters regarding section 28 of the merchant 
marine act, 1920. This is the section which allows preferential rail- 
oe rates to be made on imports and exports handled by American 
ships. 

The significant part of this correspondence is that from New 
England come declarations that this act will destroy the foreign 
shipping business of New England and will give it to the ports of 
New York and the south. From the south come protests that it 
discriminates against the south and gives the business to New York 
and New England. On March 24 there is to be a meeting in New 
York City protesting that this section discriminates against the port 
of New York and will give business to New England and the south- 
ern ports. 


In the same mail there come from the state of New York two 
letters, one protesting vehemently because Cuba and the West Indies 
are not included under section 28, as the writer says they should be; 
the other, from the same state, protesting violently because it is 
assumed that Cuba and the West Indies are included, 


Of course, with my experience of thirty years, I at once formed 
an opinion as to the inspiration of these protests; and it happens 
that my opinion is confirmed by one of these protesting letters, the 
writer of which inadvertently sent me the copy which, in the lower 
left hand corner, contains this notation: ‘‘copies to the Grand Trunk” 
—meaning the Grand Trunk Railway, a Canadian system. I have no 
doubt that if the inspirers of the bulk of these other letters had 
“been as frank as this writer inadvertently was, there would have 
appeared in the lower left hand corner of most of these protesting 
letters, one of the following notations: 

“Copies to the Grand Trunk.”’ 

“Copies to the Canadian Pacific.”’ 

“Copies to the Cunard Steamship Company.”’ 

“Copies to Lamport & Holt.” 

‘Copies to other foreign steamship lines.’’ 

But as all these protests agree in the statement that this section 
will reduce the amount of business done by foreign ships in that 
particular port, it is fairly evident that American ships are to secure 
an increased business through this section, and that was why Congress, 
not the shipping board, enacted this particular law. And that this is 


the foreign view is shown by the emphatic protest of the Liverpool 
Chamber of Commerce. 
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THOMPSON ON SECTION 28 


Commissioner Thompson, of the Shipping Board, made the 
following statement, March 24, with respect to section 28: 


To correct what appears to be a clearly evidenced purpose to con- 
fuse the public mind with respect to section 28 of the merchant marine 
act, it should be stated that section 28 is as much a part of the law 
as any other portion of the act. The only discretionary power lodged 
in the Shipping Board is that of determination whether adequate 
American flag service exists. The Shipping Board held extended 
hearings upon this question and is convinced that adequate service 
is in operation under the American flag, keeping particularly in view 
the fact that in addition to the wide service at present in active 
operation, in reserve are ample ships to meet any required addition 
to existing services. For the Shipping Board to suspend the opera- 
tion of section 28, when in possession of opinion that adequate flag 
service is in operation, would be an act of nullification of the law 
of the Congress by those upon whom Congress imposes the duty to 
enforce the law. Enforcement of the law is not a matter of discre- 
tion with those upon whom the duty of enforcement rests. 

A common error into which many of those unfamiliar with the 
subject have been led, is reflected in the Wall Street Journal, which 
says that the application of section 28 will take something “out of 
the pocket of a long-suffering railroad stockholder in giving prefer- 
ential rates to exports consigned to foreign ports on United States 
Shipping Board vessels.’”’ Section 28 in no manner alters the present 
rate structure, but provides that the through export rate prevails only 
when the commerce moves from American seaboard to foreign port of 
destination in a ship under the American flag. This statement is not 
dissimilar to many protests reaching the Shipping Board, all indicat- 
ing a failure to understand properly the effect of this mandate of the 
Congress, and a similarity of lack of understanding exists in the 
minds of many commercial organizations which appear to construe the 
matter as one of executive function rather than one of statutory pro- 
vision. That much of the adverse comment arises from sources seek- 
ing protection of foreign shipping supremacy cannot be doubted, 
and it is to be hoped that American citizens concerned in the develop- 
ment of an adequate merchant marine for the economic protec- 
tion of American producers will be certain of the source from which 
protests may be launched before seeking to neutralize this provi- 


sion of a law conceived for American expansion and development on 
the seas, 


GOODING BILL REPORTED 


The Trafic World Washington Bureau 


Senator Gooding, March 25, submitted to the Senate the 
report of the Senate interstate commerce committee on his bill 
to amend the fourth section, as ordered reported by the com- 
mittee. The report summarized the testimony in support of the 


bill and reflected the views of Senator Gooding on the long-and- 
short-haul clause. 


The text of the report on S. 2327, as amended, follows: 


The Committee on Interstate Commerce, to which was referred 
the bill (S. 2327) to amend Section 4 of the interstate commerce act 
(long and short haul rule), conducted public hearings on this bill, 
and having considered same, report favorably thereon with an amend- 
ment, and, as amended, recommend that the bill do pass. 

The amenment is as follows: 

On page 3 strike out all after the word ‘‘distance”’ on line 2, and 
insert the following: ; 

“Provided, further, That where a carrier by rail now has in 
effect any rate, fare, or charge which is less for the longer than for 
the shorter distance between two points (the shorter being included 
within the longer distance), and which has been authorized by the 
Commission or as to which application has been filed with the Com- 
mission and not yet acted upon, it shall not be required to change 
such rate, fare, or charge within twelve months after the passage 
of this amendatory act, or thereafter if either before the commence- 
ment of or within the said twelve months’ period such_rate, fare, 
or charge shall have been authorized by order of the Commission, 
after hearing, and entered in compliance with the provisions of this 
act as hereby amended, and such order shall not be temporary in 
character, for the purpose of allowing such carrier by rail to meet 
the competition of another carrier by rail whose route is_ shorter 
between said points: And provided further, That nothing in this sec- 
tion contained shall prevent the Commission from authorizing or ap- 
proving departures from the provisions of this section in so far as 
applicable to import or export rates, or to a block system of express 
rates established by order or with the approval of the Commission 
or permitted by it to be filed.” 

Explanation of Amended Bill S. 2327. 

The present amended fourth section, as amended by Senate pill 
2327, is as follows: 

“That it shall be unlawful for any common carrier subject to the 
provisions of this act to charge or receive any greater compensation 
in the aggregate for the transportation of passengers, or of a like 
kind of property, for a shorter than for a longer distance over the 
line or route in the same direction, the shorter being included within 
the longer distance, or to charge any greater compensation as 2 
through rate than the aggregate of the intermediate rates subject to 
the provisions of this act; but this shall not be construed as author- 
izing any common carrier within the terms of this act to charge oF 
receive as great compensation for a shorter or for a longer distance: 
Provided, That upon application to the Commission a common car- 
rier by rail may, after public hearing, be authorized by the Commis- 
sion to charge less for longer than for shorter distances for the 
transportation of passengers or property only in a case where the 
route via the applicant rail carrier or rail carriers is longer than 
via the route of some other rail carrier or rail carriers between ” 
same points; but in exercising the authority conferred upon it 1 
this proviso the Commission shall not permit the establishment : 
any charge to or from the more distant point that is not reasonaby 
compensatory for the service performed; and if a circuitous rail line 
or route is granted authority to meet the charges of a more pearbe 
rail line or rail route to or from’ compétitive points and to mainta “ 
higher charges to or from intermediate points on its line, the ‘" 
thority shall not include intermediate points as to which the haul 0 
the petitioning line or route is not longer than that of the direct po 
or route between the competitive points: Provided further, That 
Commission may, with or without hearings, upon its own motion or 
upon application of carriers or shippers, in cases of emergency SU id 
as drought or disaster, authorize during the continuance of 54 
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emergency any common carrier or carriers to charge or receive a 
greater compensation for a shorter than for a longer distance: 
Provided further, That where a carrier by rail now has in effect any 
rate, fare, or charge which is less for the longer than for the 
shorter distance between two ints (the shorter being included 
within the longer distance), and which has been authorized by the 
Commission or to which application has been filed with the Commis- 
sion and not yet acted upon, it shall not be required to change such 
rate, fare, or charge within twelve months after the passage of this 
amendatory act nor thereafter if either before the commencement of 
or within the said twelve months’ period such rate, fare, or charge 
shall have been authorized by order of the Commission, after hear- 
ing, and entered into in compliance with the provisions of this act 
as hereby amended, and such order shall not be temporary in char- 
acter for the purpose of allowing such carrier by rail to meet the 
competition of another carrier by rail whose route is shorter be- 
tween said points: Provided further, That nothing in this section 
contained shall prevent the Commission from authorizing or approv- 
ing departures from the provisions of this section in so far as 
applicable to import or export rates or to a block system of express 
rates established by order or with the approval of the Commission, 
or permitted by it to be filed.” 

Hearings before this committee commenced February 18 and con- 
tinued daily, closing March 6, 1924. A great many witnesses appeared 
before it a submitted testimony and from the testimony it ap- 

ears that— 

. The present and past long and short haul clause of Section 4 
of the interstate commerce act, and as administered by the Inter- 
state Commerce Commission, has worked a great hardship on th 
intermediate, or less distant, points of the south and west. 

That due to the uncertainty of the freight rate structure, capital 
has not and will not invest in the interior, with the result that there 
ean be no manufacture of the raw products of which the interior 
abounds; further, the interior is being exploited by being compelled 
to ship raw products, leaving nothing at the point of production after 
the transportation charges are paid. 

That distributing territory of the interior jobber is reduced to 
practically nothing, thereby diverting interior business to a few 
favored points, resulting in fewer mercantile establishments, less 
pay rolls, and loss of capital invested, which has a disastrous effect 
upon banks, business, and the general prosperity of the communities. 

That people are leaving the interior to locate at points with more 
favorable freight rates, resulting in a centralization of population 
and industry at a few congested points, which in turn deprives the 
interior of a home market and causes the products to move long dis- 
tances to market at high freight rates, leaving nothing for the pro- 
ducer and causing a great waste of transportation. 

That the present law, as administered, results in rank and un- 
American discrimination by imposing on the interior unjust, unrea- 
sonable, and prejudicial rates, compels the interior to pay the trans- 
portation cost of the more favored points, and in doing so assists 
the more favored points in meeting the competition of the people 
who pay a large portion of their transportation costs, with the result 
that the interior business man is overwhelmed and forced out of 
business. 


That this subject has been one of constant litigation between 
the interior, the more favored points, and the railroads; vast sums 
of money and time have been expended by tthe interior to protect 
their interests; that the money expended for this purpose by the 
railroads is charged to the operating costs and is paid by the ship- 
pers through higher freight rates; thus the interior not only has to 
expend large sums to protect herself but must furnish the railroads 
with money to fight the interior’s interest. 


That the west and south are treated differently than the east in 
the matter of fourth section application; in the east no fourth sec- 
tion relief is granted on account of water competition, notwithstand- 
ing in the east there are great waterways and intense water com- 
petition. In the west there are practically no inland waterways, and 
the railroads of the west always have been permitted to charge more 
for the short than for the long haul to meet water competition. That 
the carriers now have an application before the Commission asking 
for permission to establish rates to the Pacific coast from Chicago, 
the Missouri River, and Colorado cities lower than to the interior, 
and if the lower rates to the Pacific coast are applied to interme- 
diate points the rates would be cut back to Scranton, Ia., some 400 
miles west of Chicago. In other words, the railroads are now pro- 
posing to put into effect from Chicago a scale of rates to the Pacific 
coast that are lower than to Scranton, Ia., which is ‘ess than 400 
miles west of Chicago and 1,800 miles less distance than to the coast. 

For example, the rate covering the movement of dry goods in 

carloads from Chicago to San Francisco is $1.58 per 100 pounds. It 
is proposed to reduce the rate to $1.10 at San Francisco, while main- 
taining higher rates for the shorter haul points, to wit, $1.58 at Spo- 
kane, Boise, Reno, and Phoenix (as illustrative), and these higher 
rates for shorter hauls obtain in diminishing degree until, for a 
shorter haul inland, 1,800 miles from San Francisco to Scranton, Ia., 
oe but 375 miles west of Chicago, at which point the rate 
S$ $1.11. 
_ That, as to points of origin, at present there is a spread between 
New York and Chicago on dry goods of 29% cents per 100. It is 
Proposed to increase that spread to 77% cents, an increase of 172 
per cent. The present spread between Pittsburgh and Chicago is 15 
cents, and it is proposed to increase it to 63 cents, an increase of 
20 per cent. The present spread between Cincinnati-Detroit terri- 
tory and Chicago is 7 cents, and it is proposed to increase it to 55 
cents, an increase of 680 per cent. 

That on eastbound business the west is treated differently than 
the east, in that as to points of destination there never have been 
any fourth section violations. Chicago has never been asked to pay 
a higher rate than New York, while on westbound traffic all states 
West of and including North and South Dakota, Nebraska, Kansas, 
Oklahoma, Texas, and now points in Iowa, are asked to pay a higher 
rate than to the Pacific coast. 


That, if a rate at the more distant point is reasonably compen- 
satory, a higher rate at the less distant point is grossly excessive, 
unjust, and unreasonable; that the committee of the Senate on inter- 
State commerce expressed the thought on the floor of the Senate at 
the time of the passage of the 1920 amendment that under the “rea- 
sonably compensatory” feature fourth section violations would be 
impossible; but that under the Interstate Commerce Commission’s 
criteria those features have been rendered practically null and void. 
h That through the violation of the fourth’ section, permitted by 
the Interstate Commerce Commission, the boats have been driven 
off the rivers of the south, and a reduction in freight rates to the 
west has reduced the number of ships through the canal, and the 
granting of lower rates to the coast than to the interior will result 
th removing at least 50 per cent of the boats now in operation 
ough the canal, which is directly in opposition to Congress’s de- 
Clared policy in Section 500 of the transportation act “to promote, 
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encourage, and develop water transportation, service, and facilities 
in connection with the commerce of the United States, and to foster 
and preserve in full vigor both rail and water transportation.” 

That it is the policy of the railroads to drive all water transpor- 
tation out. of business. | 

That the Panama Canal was built by all the people of the 
United States, and the interior was taxed its full proportion and has 
received no benefit therefrom; in fact, the interior has been irrepara- 
bly damaged through a system of freight rates fostered by the rail- 
roads and the Interstate Commerce Commission. 

That the traffic through the canal constitutes less than 1 per 
cent of the traffic handled by the transcontinental carriers, and the 
loss of any traffic to the railroads for the year 1923 was the greatest 
in their history, and that traffic doubles every 12 or 15 years, and 
that with the present facilities the carriers will not be able to 
handle the traffic offered; in fact, very serious congestion and car 
oo a causing tremendous losses to producers have recently taken 
place. 

That lower rates to the more distant points deplete the revenue 
of the carriers, which under Section 15a must be made up from the 
rates to the less distant points. 

That if the rates are maintained on a uniform level, the rail 
lines will not be required to forego any substantial amount of busi- 
ness that they would not otherwise secure, for the reason that by 
tipping the rates down to the water ports from distances inland, 
ranging anywhere from 150 to 1,800 miles, has the necessary effect 
of causing a substantial loss in the rail revenues that would other- 
wise be gained on a uniform rate level as to more than offst the 
increased revenues which might be gained by taking some of the 
traffic away from the water lines; and in this connection it is pos- 
sible to state just how low the rail rates might have to be reduced 
at the water ports, because it is obvious that the water carriers 
with a large investment involved are not going to forego the traffic 
which they have without a fight, and this means a substantial low- 
ering of the present water rates and a further lowering of the rail 
rates if the railroads are to secure any substantial volume of tonnage. 

That under the present and past long and short haul rule of 
Section 4 of the interstate commerce act, the Commission was au- 
thorized to grant relief in special cases after investigation (mean- 
ing, of course, a public hearing). Since 1910, there have been filed 
with the Commission 12,513 applications for relief, involving many 
millions of rates, and out of 5,579 Se cana granted, only 303 ap- 
plications were heard and 5,279 applications were granted without a 
hearing, and of the 5,031 applications filed prior to Feb. 17, 1911, 
1,329 applications have been permitted by the Interstate Commerce 
Commission to continue in effect for thirteen years without a hearing 
as to their reasonableness, or as to whether or not the rates there- 
under were compensatory, or as to the hardships placed on the 
intermediate points. Adding these later applications (1,329) to those 
granted without a hearing (5,279), there are in existence 6,605 appli- 
cations permitted by the Interstate Commerce Commission without a 
hearing, which involves many millions of rates; and that the con- 
tinuance of such policy on the part of the Interstate Commerce Com- 
mission can only be stopped by a strict prohibition. 

That pressure is brought to bear on the railroads to make fourth 
section relief applications by the larger cities and shippers, without 
regard to the hardship put on the smaller intermediate points. As 
an illustration, in the now pending application before the Commission 
on Aug. 4, 1923, the director of traffic of the Chicago Association 
of Commerce addressed a peremptory telegram to the traffic vice 
presidents of the various western roads, reading as follows: 

“Please advise why fourth section application is not filed with 
Commission. After many conferences with shippers, certain com- 
modities and rates were agreed on to which relief was found neces- 
sary, and the subject has been dragging since February last. If 
more prompt action is not taken, shippers will make other arrange- 
ments and will not be interested. Necessity for fourth section relief 
was manifested in your annual report to stockholders. Wire answer.” 

The railroads’ position was made clear in their reply to that tele- 
gram, which was as follows: 

“Fourth section application all ready for presentation to Com- 
mission, but lines think should be personally presented by committee 
of executives. Feel it would have more weight with the Commission 
3 presented in this manner. Will probably be disposed of in a few 

ays.”” 

On the same subject, the Transcontinental Freight Bureau, the 
filing agent for the transcontinental lines, wired the Chicago Cham- 
ber of Commerce as follows: 

“Your B 16, 4th instant, fourth section application all ready for 
presentation to Commission, but several lines think it should be 
personally presented by committee of executives. Understand Santa 
Fe and Northern Pacific are in correspondence with other executives 
on this point. California lines had originally suggested personal! 
presentation by me, but such presentation would not carry much 
weight with the Commission.” 

That the recent application filed with the Commission for per- 
mission to establish lower rates to the coast than to the interior on 
something like 43 commodities—the list was purposely made small, 
to make it easy to get by the Commission, and if successful other 
applications would be made. 

That the Supreme Court of the United States in Louisville & 
Nashville Railroad Co. vs. Kentucky (183 U. S. 503) held that the 
enactment of a long and short clause was not repugnant to the Con- 
stitution of the United States, 

That the fourth section as Amended will not interfere with pres- 
ent import, export, or block system of express rates, or circuitous 
line competition. 

It was the position of the winesses from the interior that all they 
are seeking is a square deal; to be placed on the same level with 
other people of the United States. They desire to accord to the 
cities on the rivers and coasts any benefit to be derived from their 
location on the water, but in turn desire the benefit of their geo- 
graphical location of being anywhere from a few to 1,800 miles less. 


Commission Surprised at Precipitate Action 


The act of the Senate committee on interstate commerce 
directing the making of a favorable report on the Gooding long 
and short haul bill surprised the members of the Commission. 
The vote on the bill was taken before they were able to 
comply with a request of the committee for an expression of 
the Commission’s views on the bill in the form of a report there- 
on. The committee voted to make a favorable report on the 
bill in an executive session on the morning of March 19. 
That afternoon the Commission held a final conference for 
passing on the report to be made to the committee. The report 
did not favor the passage of the bill because a decided majority 
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of the members of the Commission opposed the idea embodied 
in the Gooding bill. 

The surprise lay in the fact that the request for an opinion 
was made less than two weeks before the vote to report the 
bill favorably was taken. The kind of report desired, it was 
assumed, would be one showing evidence that the Commissioners 
had considered the questions raised in the course of the hear- 
ings. A further assumption was that the committee really 
desired the advice of the body the duty of which was to give 
its expert opinion as to what should be done with situations 
created by the competition, between markets, between carriers 
by railroad, and carriers by railroad on the one hand and 
carriers by water on the other. 

Long before the request for views on the subject was sent 
to the Commission, those who had made inquiry as to the 
views of a majority of the members of the committee came to 
the conclusion that a majority of it would vote for a favorable 
report on the Gooding bill. The Commission, so far as the 
record would show, were it made public, acted on the theory 
that the committee desired expert advice, that it was its duty 
to give it, and that the committee would wait a reasonable length 
of time for the preparation of a carefully considered report on 
phases that seemed to require attention. 

So far as can be recalled, the vote on March 19 was the 
only one ever cast under such conditions—that is, of a committee 
of Congress voting on a bill before it had received a report 
from the Commission for which it had asked. 


Commission Reports Disapproval 


The report on the Gooding long-and-short-haul bill (S. 2327), 
as introduced by the senator, prepared by the Commission at the 
request of Chairman Smith, of the committee, consisted of 32 
pages. The report embraced a minute discussion of the bill and 
concluded with the statement that the Commission was unable 
to express approval of the measure. At the bottom of the report 
was the following notation: “Commissioner Campbell dissents.” 

The report pointed out that the bill (and the amended Dill 
as ordered reported did not make any change in this part of 
the bill) proposed to substitute the words, “Provided, That upon 
application of the Commission a common carrier by rail may, 
after public hearing, be authorized by the Commission to charge 
less for,” in place of the words in the existing act relating to 
common carriers subject to the act. The effect of the proposed 
substitution, the Commission said, is to exclude from the opera- 
tion of the proviso carriers of passengers or property partly by 
railroad and partly by water when both are used under a com- 
mon control, management or arrangement for a continuous car- 
riage or shipment, a type of carrier “which has always been 
subject to the proviso,” and to exclude also pipe lines, express 
companies and sleeping car companies which have been subject 
to the proviso since June 29, 1906. In other words, the Com- 
mission said, as to all common carriers except common carriers 
by rail the prohibition of the fourth section will become “inflex- 
ible and absolute.” 

“The warrant for so fundamental a change in what has been 
for 37 years the policy of Congress as declared in the fourth 
section is not apparent,” the Commission said. “The hardship 
‘which it will work in case of the so-called differential water and 
rail lines which are so much used by New England, to use but 
one illustration, is obvious. Another illustration will be found 
in the similar water and rail routes from New York and other 
north Atlantic ports to Baltimore or South Atlantic ports and 
thence by rail to interior destinations. Still another illustra- 
tion is the ocean and rail route of the Southern Pacific, New 
York to Galveston, ocean, Galveston to San Francisco, rail.” 


The Commission said pipe lines and sleeping car companies 
had not sought or obtained fourth section relief, but that express 
companies, since the zone and block system of making express 
rates was prescribed, were more than ever in need of such relief. 
The bill as ordered reported excludes “block system of express 
rates” from the provisions of the measure. 


Substitution of “public hearing” for “investigation” will 
‘carry with it consequences which can hardly have been foreseen 
in the drafting of the bill, the Commission said, adding that it 
had never denied a hearing on a fourth section application when 
hearing was sought by any party interested, and that no per- 
manent relief had ever been granted except after hearing. 

In the first ten months of 1923 hearings were had on 209 
original applications, the Commission said. 

“There were only 31 appearances by persons other than the 
carriers, only eight witnesses appeared on behalf of shipping 
interests or localities, and of these only two opposed the relief,” 
the Commission said. 

The committee also was informed that no fourth section 
relief had ever been granted in respect to transcontinental rates, 
and the rate relation of intermountain points to Pacific coast 
terminals, except upon hearing. 

“The rigid and inflexible requirement of a public hearing 
in every case before relief can be granted in our opinion is not 
in the public interest,” the Commission said. 

The Commission said the bill proposed to strike out from 
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the existing act the words “and the Commission may from time 
to time prescribe the extent to which such designated common 
carrier may be relieved from the operation of this section,” ang 
substitute therefor the words “only in a case where the route vig 
the applicant rail carrier or rail carriers is longer than via the 
route of some other rail carrier or rail carriers between the 
same points.” 

After referring to its own decisions and decisions of the 

Supreme Court, the Commission said it appeared that the bill 
proposed to wipe out of the statute provisions which had been 
sustained by the Supreme Court as not only constitutional but 
within the powers delegated to the Commission, in harmony 
with the other provisions of the act, and apt for carrying that 
act into effect. 
_ “Tt does not appear why it is thought to be in the public 
interest that power be withdrawn from the Commission to pre- 
scribe the extent of relief from operation of the section or to 
do so from time to time as occasion arises under the existing 
provisions of the law,” it said. 

As to relief to carriers in poor financial condition whose 
cost of operation due to conditions over which they have no 
control are unusually high, the Commission said, “it is hard 
enough at best for such carriers to continue in operation at all. 
If no fourth section relief can be granted to enable them to 
meet the rates of standard lines between competitive points 
and maintain higher rates to and from points on their own 
lines, they will lose such competitive traffic as they now have 
and many of them will no doubt be forced to suspend opera- 
tion, with consequent great loss to towns and farming com- 
munities served by them.” 

In this connection the Commission mentioned as examples 
the Tennessee Central, Georgia, Florida & Alabama, Gulf & 
Ship Island, Kansas City, Mexico & Orient, and the Missouri & 
North Arkansas, and said that, in all probability, the two lines 
last named would not be in operation now “if we had not been 
able to grant them fourth section relief so that they might ob- 
tain traffic to competitive points without reducing rates to and 
from points on their own lines.” It said dozens of similar in- 
stances might be cited. 

Referring to the general practice of establishing rates on 
a group or zone system by making the same rate or rates from 
and to all points within a certain group or zone which usually 
apply over all routes, the Commission said many of these groups 
could not be maintained except by fourth section relief and that 
the bill “disregards the commercial and industrial conditions 
which have led to the establishment of these groups. It makes 
circuity or distance by rail lines the sole ground upon which 
relief may be granted from the absolute provisions of the fourth 
section, and then only upon condition that the relief shall not 
apply at ‘intermediate points as to which the haul of the peti- 
tioning line or route is not longer than that of the direct line 
or route between the competitive points.’” 


“Under this bill it will be impossible to maintain many of 
these groups and at the same time preserve the equality of 
rates over all reasonable routes which now prevails,” the Com- 
mission said. “There can be no doubt that the general prac- 
tice of extending the blanket rate to and from all points in a 
given group, as in the case of Chicago, has been instrumental 
in spreading the zone of industrial and commercial activity in 
these groups. It is also undoubtedly the truth that if these 
groups are required to be split up, and rates made solely with 
relation to distance, there will result a greater centralization 
of industries at points having the most favorable location. If 
the effect of splitting up these groups and making rates solely 
with relation to distance is a greater concentration of industry 
at points having the most favorable location, this will add to 
the congestion at these points, which already is a matter of 
serious concern. In practice the effect of denying relief under 
the fourth section is often to transfer the discrimination or 
prejudice to the intermediate territory.” 


Referring to the departures authorized in the bill on ac- 
count of “emergehcy such as drought or disaster,” the Com- 
mission merely called attention to the fact that the bill left out 
cases of traffic congestion and the many and varied other kinds 
of emergency which might properly call for the exercise of 
remedial power by an administrative tribunal in the interest of 
producers, shippers and consumers quite as much as in the in- 
terest of the carriers. 


As to the proviso that after six months following the passage 
of the act, no common carrier shall charge less for longer than 
shorter distances, except by authority of an order of the Com- 
mission entered in compliance with the provisions of the bill, 
the Commission said that the proviso, however construed, was 
“absolutely unworkable.” The bill as ordered reported provides 
for a period of twelve months. . The Commission said it would 
be humanly impossible to administer such a provision in the time 
prescribed. While the bill as amended allows a period of twelve 
months, the remarks of the Commission apparently apply with 
almost as much force to a period of twelve months as to a period 
of six months. 
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March 29, 1924 


“Humanly speaking,” the Commission said, “it is manifest 
that we would not: have men enough, or money enough, to hold 
the required public hearings within six months. Nor could we 
ourselves consider and pass upon all of these situations within 
the six months. The result would be that every carrier in the 
United States, whether by rail or otherwise, must bring its rate 
structure into strict conformity with the fourth section at peril 
of incurring prosecution and the penalties provided by section 10 
of the interstate commerce act. If it attempted to do this by 
increasing all rates to more distant points so as to clear the 
intermediate rates numberless protests from shippers must be 
anticipated, with the inevitable result that many of the tariffs 
would have to be suspended by us under the provisions of sec- 
tion 15 of the act. This would place on our docket hundreds of 
suspension cases which it would be impossible to dispose of 
within the six months’ period following the passage of this act, 
even under the most favorable circumstances. But during the 
same period we must pass upon the innumerable situations 
where fourth section departures now exist which, under this bill, 
carriers may upon application and after hearing be authorized 
to continue. 

“Our present work, moreover, demands our full time and at- 
tention. Any serious effort to dispose of the tremendous amount 
of extra work which would be thrust upon us by the passage of 
this bill could be made only by discontinuing work on complaints 
and other matters involving adjustments of rates now pending 
before us. It is manifest that the additional work placed upon 
us by this bill would greatly increase the expense of administer- 
ing the act and call for additional appropriation even though a 
longer period of six months be allowed for the removal of fourth 
section departures. Again, our power to suspend rates is lim- 
ited to a period of 150 days, or approximately five months, and 
as it would be utterly impossible for us within that period to 
dispose of the enormous number of suspension cases which must 
inevitably result from the passage of this bill, many increased 
rates would necessarily become effective. 

“Incidentally there are serious tariff difficulties and com- 
plexities to be taken into consideration. It is more than doubt- 
ful whether the carriers could make even a recheck and revision 
of their rates within the six months’ period, to say nothing of 
the compilation of such rates in suitable form for printing; and 
a considerable time would be required to print and post and file 
the thousands of schedules to be reprinted after the work has 
progressed to the point where the printing may be commenced. 

“The effect of such a wholesale revision upon the business 
of the country would undoubtedly be disturbing and cause gen- 
eral unsettlement. Every industry in the country would be 
caught in the turmoil and the relationship of rates, so important 
a consideration to all producers, manufacturers and other ship- 
pers, would be thrown into such confusion and uncertainty as 
to arrest the commerce of the United States, both domestic and 
foreign. There is nothing in the situation of any particular sec- 
tion of the country which could possibly warrant such a pro- 
found disturbance of the commerce of this country. During the 
year 1923 it aggregated nearly 50,000,000 carloads. 

“If it still be the purpose of Congress, in considering this 
bill, to promote, foster and develop the free flow of commerce 
among the states and with foreign nations, and to provide the 
people of the United States with adequate transportation, then it 
must be recognized that this proviso, taken by itself, and in 
connection with the other new provisions of the bill, is incom- 
patible with that purpose and must defeat it. 

“In what precedes an interpretation has been placed on the 
words ‘no common carrier shall charge less for longer than for 
shorter distances’ more favorable than can be accorded to the 
words themselves. If this bill is enacted it certainly will be 
contended that the principle of the Cashman Act in Minnesota 
has become the law of the land and that under this proviso no 
common carrier, of whatever type, shall charge less for a longer 
distance wherever that may be, or in whatever direction, than 
for shorter distances, wherever they may be and in whatever 
direction, for the transportation of passengers or property. This 
would make the lowest existing charge maintained or participated 
in by any carrier, under any conditions, on any route or any 
line of rails, the maximum charge which could be made by it, 
or by it and its participants in any joint rates, for a correspond- 
ing distance, in any direction, at any place on that route or those 
rails. The only relief from that situation, after six months 
shall have expired, would be by authority of an order of this 
Commission, entered after public hearing, in compliance with 
and subject to the limitations of the provisions of this bill, and 
then only to a rail carrier or carriers having a circuitous route 
48 compared with another rail carrier, or other rail carriers. 
The effect of such provision upon commerce, industry and agri- 
tultue would be revolutionary and in many cases disastrous 
to carriers, shippers and communities.” 

The bill as ordered reported does not contain the proviso 
as to six months and the language substituted for that proviso 
includes the words “the shorter being included within the 
longer distance.” 


PROTESTS AGAINST GOODING BILL 
Senator Willis, of Ohio, has presented to the Senate a resolu- 


. 
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tion adopted at the annual meeting of the Ohio State Industrial 
Traffic League protesting against the passage of S. 2327 to amend 
section 4 of the interstate commerce act. 


SENATE PASSES OVERCHARGE BILL 


The Traffic World Washington Bureau 


Without debate the Senate, March 27, passed S. 2704, the 
Commission’s bill, amending paragraph 3 of section 16 of the 
interstate commerce act to meet the situation growing out of 
the Wolf case decision. The measure was brought up by Chair- 
man Smith of the Senate intersate commerce committee and 
passed by the Senate without a record vote after he had made 
a brief explanation of the purpose of the measure. The bill now 
goes to the House, where it will be referred to the House com- 
mittee on interstate and foreign commerce. That committee 
is expected to report the bill for passage. The bill extends 
the time for the filing of claims for overcharges from two to 
three years. 

The report of the committee quoted from the letter sent to 
the committee by the legislative committee of the Commission. 
This letter was published in The Traffic World of March 8, p. 
598. The legislative committee of the Commission drafted the 
bill, the text of which was published in the same article. The 
committee made no changes in the text. 


WOULD REINSTATE SUITS 


The Trafic World Washington Burean 


Representative McLeod of Michigan has introduced a bill 
(H. R. 8085) amending paragraphs (i) and (h) of section 206 
of the transportation law of 1920, so that suits which have been 
abated or dismissed because of the naming, as defendant, a 
former agent or director-general (of railroads) not in office at 
the time the action was instituted, shall be reinstated, on rea- 
sonable notice to the adverse party and upon proper motion 
therefor, filed within one year from the time the amended para- 
graphs or subdivision take effect, 

The bill is intended to cure defects in the suits caused by 
the naming, as the defendant, of a presidential agent or a 
director-general not in office at the time the suit as filed. Many 
persons having claims against the United States Railroad Ad- 
ministration or against the agent appointed by the President 
to settle up the affairs of the Railroad Administration, appar- 
ently never learned that McAdoo went out of office as Director- 
General, or that John Barton Payne was ever succeeded as presi- 
dential agent for the settlement of claims. They filed suits 
naming a man not in office at the time of filing, so that, tech- 
nically speaking, they probably never were in court at all. In 
some instances the petitions were dismissed and in others were 
abated, so that the merits of the claims were never tested. 


RIVER APPROPRIATIONS ASKED 


The Trafic World Washington Bureau 


Arguments in favor of liberal appropriations for the im- 
provement of the upper Mississippi were made to the House 
committee on rivers and harbors last week by Lee Kuempl, 
representing the Minneapolis Traffic Association, and Herman 
Mueller, for the St. Paul Association on Civic and Public Affairs. 
The Committee had under consideration a bill making appro- 
priations for continuing work on river and harbor projects 
already under way. 

Mr. Kuempl said the city of Minneapolis had made liberal 
expenditures for the improvement of the river front in antici- 
pation of the improvement of the stream, thereby showing its 
faith in the development of such transportation when the river 
should be put in condition. 

Mr. Mueller said, among other things, that the present 
freight rate structure of the Twin Cities was based upon water 
competition and that if it was to be preserved there would have 
to be actual and not merely potential water competition. He 
said the River Transit Company, with headquarters at St. Paul, 
had announced regular package freight service between St. Paul 
and St. Louis, beginning next month. 





RAILROAD BILLS IN CONGRESS 


Representative Rouse of Kentucky has introduced a bill 
(H. R. 8178) authorizing and empowering the Commission to 
inquire into and determine the rate of toll on interstate highway 
bridges. 

Representative Box of Texas has introduced a bill (H. R. 
8179) amending the act entitled “An act relating to the liability 
of common carriers by railroad to their employes in certain 
cases,” approved April 22, 1908. 

Representative Schall, of Minnesota, who is blind, has in- 
troduced a bill (H. R. 8151) providing for the transportation of 
blind persons and their guides for one fare. ; 

Representative Hoch of Kansas, member of the House 
committee on interstate and foreign commerce, has introduced 
a bill (H. R. 8081) to amend paragraph (f) of section 19-a of 
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the interstate commerce act relative to keeping valuations of 
railroad properties up to date. 

Mr. Hoch also has iritroduced a bill (H. R, 8082) amending 
paragraph 5 of section 20 of the interstate commerce act so that 
the Commission would not have authority to fix the depreciation 
charges of telephone companies. 

Senator Capper, of Kansas, has introduced a bill (S.2931) 
providing that after January 1, 1926, it shall be unlawful for 
railroads to use any locomotive not so constructed and built so 
that the engineer and fireman shall at all times be in plain view 
of each other. 

Senator Dill of Montana, March 27, introduced a resolution 
directing the Commission to obtain the amount of the assessed 
valuation of properties of railroads on a one hundred per cent 
basis for taxation purposes. The resolution calls for the assessed 
valuation by individual lines by states and for the United States 
as a whole. In some states railroad property is assessed on 
a certain percentage of the fair value and in such cases the 
Commission will have to ascertain the assessed value on a one 
hundred per cent basis. 


BILLS OF LADING BILL 
The Trafic World Washington Bureau 


Senator Fess, of Ohio, has introduced a bill (S. 2915) to 
amend and supplement the Pomerene bills of lading act, passed 
August 29, 1916, so as to bring it into conformity with the 
measure recommended by the committee on commerce, trade, 
and commercial law of the American Bar Association of whica 
Francis B. James was chairman at the time the bill was drafted 
and while efforts were made, successful in part, to have it 
written into the statute books. The Fess bill, which covers 
the subject covered by several bills introduced by Senator 
Pomerene, Senator Fess’ predecessor in office, seeks to amend 
and supplement sections 14, 21, 22 and 29 of the act of August 
29, 1916. 

The proposed section 14 would authorize a court of com- 
petent jurisdiction to decree the issuance of a new order Dill 
to replace one that had been lost, destroyed or stolen or the 
delivery of the goods upon proof of the loss, destruction or 
theft of the bill, the giving of an indemnification bond, to 
protect the carrier injured by the issuance of the new bill 
or the delivery of the goods on the bill said to have been lost, 
destroyed or stolen, the payment of the carrier’s reasonable 
counsel fees and costs, and also that a voluntary indemnifying 
bond, given without the order of the court, shall be binding 
upon the parties. The revised section also says the execution 
of a new bill or the delivery of the goods shall not relieve the 
carrier from liability to the holder who has obtained the bill 
for value, but who has not had notice of the proceeding. 

Section 19, as proposed in the Fess bill says that if a bill 
of lading describes the goods by marks and labels, or by a 
statement that the goods are said to be of certain kind or 
quantity or in a certain condition, such statements, if true, 
shall not make the carrier liable, although the goods are not 
of the kind or quality or in the condition which marks or labels 
would indicate them to be, or of the kind or quality, or condi- 
tion they were said to be by the consignor. 


Section 20, as proposed, would forbid the use of the words 
shippers load or count in cases where goods were loaded at 
a public team track or public loading platform at an agency 
station by a shipper, if, upon written requests of the shipper, 
the carrier has had reasonable opportunity to count the pieces 
or weigh the freight. The section would also forbid the making, 
by tariff, of a provision equivalent to a shipper’s load and count 
notation. 


Under the proposed section 21 where the words are used 
and they are true, the carrier shall not be liable for damages 
caused by improper loading, non-receipt or misdescription, pro- 
vided that where the shipper of bulk freight installs weighing 
facilities and the carrier is given opportunity to weigh the 
freight, words to the effect that the shipper weighed the freight 
shall be null and void. 

Proposed section 22 provides that if a bill of lading has 
been issued by a common carrier, or, on his behalf, by an 
agent or employee, the scope of whose actual or apparent author- 
ity includes the issuing of bills, the carrier, except as provided 
in section 21 shall be liable (a) to the consignee named in a 
straight bill, or (b) the holder of an order bill, who has given 
value in good faith, relying upon the description therein or the 
number of packages or pieces of the goods shown therein, for 
damages caused by non-receipt by the carrier of all or part 
of the goods or their failure to correspond with the description 
thereof, of the number of packages or pieces shown therein, 
in the bill at the time of its issue. 

Proposed section 29 provides that a bill of lading may be 
transferred by the holder by delivery, accompanied with an 
agreement, express or implied, to transfer the title to the bill 
or to the goods represented thereby. It says a straight bill can- 
not be negotiated and the endorsement of such a Dill gives 
the transferee no additional rights. 

A section of the bill says the proposed law would not apply 
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to bills made and delivered prior to the taking of effect of the 
measure; another that it shall not affect rights, actions, prose. 
cutions or proceedings or causes arising under the act of August 
29, 1916; and a third that the bill shall go into effect the first day 
of January next following its passage. 


LABOR BOARD APPROPRIATION 


The House committee on appropriations this week reported 
the independent offices appropriation bill for the fiscal year 
ending June 30, 1925, with an appropriation of $322,200 for the 
Railroad Labor Board, divided as follows: $95,000 for salaries of 
board members and board’s secretary, $215,200 for rent, travel. 
ing expenses, supplies and equipment and other expenses, and 
$12,000 for printing and binding. 


. REVISION OF BARGE CONTRACT 


Senator Wadsworth of New York has introduced a joint 
resolution (S. J. Res. 102) authorizing the Secretary of War to 
modify contracts entered into for the sale of boats, barges, 
tugs and other transportation facilities intended for operation 
on the New York State Barge Canal. The resolution sets forth 
that the property involved was sold to the New York Canal & 
Great Lakes Corporation for $1,400,000; that the corporation 
has been actively engaged in the transportation business on 
the canal with the facilities mentioned, and that audits made 
by the War Department have demonstrated the practical im- 
possibility of the corporation being able to put its business on 
a paying basis with such a capital charge against it, and pro- 
vides that the Secretary of War be authorized to modify the 
terms of the contracts as will enable the corporation to operate 
the facilities with a reasonable prospect of success, but that 
the United States shall not accept less than $500,000 for the 
equipment under the modified contracts. 


_— 


PROTECTION OF EXPRESS EMPLOYEES 


Representatives of short line railroads informed the sub- 
committee of the Senate interstate commerce committee, to 
which was assigned the bills requiring railroads to use steel cars 
in express and baggage services, that it would be impossible for 
them to equip themselves with steel cars. Senators Gooding and 
Howell indicated that they would favor an amendment to the 
bili excluding from its provisions the short lines and branch 
line service of other railroads, and requiring the use of steel cars 
only when the presence of a messenger or baggage man therein 
was necessary in the main line service of the carriers. 


PARCEL POST FEE 


Representative Kelly, of Pennsylvania, has introduced a 
bill (H. R.8203) to provide for a parcel fee for parcel-post mail 
matter in excess of four ounces in weight. The bill would amend 
section 8 of the act making appropriations for the Post Office 
Department for the fiscal year ending June 30, 1913, approved 
August 24, 1912, which prescribes the rates of postage on fourth 
class and domestic parcel-post matter, by adding the following 
proviso: 

“Provided, That on all parcels in excess of four ounces in 
weight there shall be paid a parcel fee of 5 cents in addition 
to the rates provided herein. Such fee to be prepaid by stamps 
affixed to said parcels.” 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of March 1 was 59.8, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: box, 
47.4; refrigerator, 64.3; coal and coke, 68.1; stock, 81.1; flat, 
73.3; others, 95.9. By districts, for all classes, the percentages 
were as follows: Eastern district, 46.5; Allegheny district, 
68.1; Pocahontas district, 57; Southern district, 57.1; Western 
district, 66. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of March 1 showed the following: 
Eastern district, 96.4 as against 105.2 a year ago; Allegheny 
district, 104.7 as against 98.5 a year ago; Pocahontas district, 
80.5 as against 81.2 a year ago; Southern district, 97.7 as 
against 100.8 a year ago; Western district, 97.4 as against 93.9 
a year ago; all districts, 97.9 as against 98.1 a year ago; Cana- 
dian roads, 89.8 as against 87.5 a year ago. 

The percentage of home cars on home roads (class I) a8 
of February 15 was 60.4 for the country as a whole. By classes 
of equipment the percentages were as follows: Box, 49.5; 
refrigerator, 66.6; coal and coke, 67; stock, 80.8; flat, 73.7; 
others, 96.2. 

The semi-monthly bulletin of percentages of freight cars 00 
line to ownership as of February 15 showed the following: East- 
ern district, 97, as against 104.9 a year ago; Allegheny district, 
104.3, as against 98.3 a year ago; Pocahontas district, 79.4, 28 
against 79.3 a year ago; Southern district, 97.1, as against 100.4 
a year ago; Western district, 98.1, as against 93.6 a year 480; 
all districts, 98.1, as against 97.7 a year ago; Canadian roads, 
89.2, as against 88.1 a year ago. 
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INLAND WATERWAYS BILL 


The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
has adopted a favorable report on the Denison bill providing 
for the creation of a government corporation with capital of 
$5,000,000 to take complete charge of the operation and devel- 
opment of barge line transportation on the inland waterways. 

Representative Denison, who was instructed to prepare the 
report on the bill, said the members of the committee were 
not in favor of permanent government ownership and operaticn 
of the barge lines, but that the consensus was that the gov- 
ernment should continue the operation of the barge lines until 
it had been demonstrated that such operation could be taken 
over profitably by private interests. He said the bill would 
place the operation of the lines on a practical, businesslike basis. 

Enactment as early as possible of the Denison mill pro- 
viding for a federal inland waterways corporation to operate the 
government’s barge lines was urged in the report on the bill 
(H, R. 8209), submitted this week by Representative Denison, of 
Illinois, on behalf of the House committee on interstate and for- 
eign commerce. 


Referring to the barge lines on the Mississippi and Warrior 
Rivers, the report said: 


From one point of view the hearings disclose that the opera- 
tion of this water transportation system has been a financial = 
cess. Notwithstanding many obstructions and_hindrances, whic 
will be hereafter referred to, the Secretary of War has succeeded 
in operating the barge line from St. Louis to New Orleans with a 
considerable saving of freight to the shippers and a fair profit to 
the government. But during other periods of time it has been 
operated at a loss, due to unusual conditions of low water, which 
caused obstructions to navigation and resulted in various ship- 
ments of grain being held up - the river by sand bars at con- 

erable loss to the government. 

- On the other hand, the operation of the barge line on the 
Warrior River has not up to this time proved a financial success. 
and the loss sustained by the government in the operation of the 
line on that river has absorbed a good part of the profits realized 
by the operation of the system on the lower Mississippi. This 
has been due largely to the peculiar traffic conditions that the 
Secretary of War found existing when he took over the facilities. 

There was a wholly inadequate system of joint rates and 
joint traffic arrangements existing between the railroads and the 
barge line on the Warrior River, and a wholly unfair and inequi- 
table division of the freight rates between the railroads and the 
barge line. These conditions originated during the war, when 
both the railroads and the barge line were being operated by the 
Railroad Administration, and no effort has been made to put the 
barge line on an independently paying basis. : 

Since the Secretary of War has taken over the barge lines 
following the passage of the transportation act of 1920, he has 
been endeavoring to secure joint traffic arrangements and an 
equitable division of joint rates with the railroads; where that 
could not be done he has been endeavoring to secure a proper 
division of the rates through proceedings before the Interstate 
Commerce Commission. Some progress has been made, but the 
work is yet far from complete. Further proceedings are now 
being taken and others will be taken to secure additional joint 
trafic arrangements with railroads connecting with the barge 
lines on the Warrior and the Mississippi Rivers, and to secure a 
more equitable division of the joint rail-and-water rates. The 
evidence heard by the committee tends to show that when these 
adjustments are made and when other conditions are met which 
will be hereafter referred to, the barge lines on the Mississippi 
and Warrior Rivers can be operated with a substantial saving in 
freight rates to the shippers of the country and a substantial 
profit to the government. 


After quoting Section 500 of the transportation act relative 
to the development of rail and water transportation, the report 
said the section was but a legislative declaration of the policy 
that had been followed by Congress for many years because for 
years the government had been expending annually many 
millions of dollars for the purpose of improving the inland water- 
ways. Continuing, the report said: 


It seems to be the opinion of practically all those who have 
made a study of the transportation problem that it is necessary 
to continue the improvement of our rivers and restore transpor- 
tation on our inland waterway. It has become apparent that 
the railroads can not possibly furnish adequate transportation 
facilities to take care of the future commerce of the country. It 
as been stated by several men prominently connected with the 
railroads that the transportation business of the country practi- 
cally doubles every ten years. Anyone familiar with the subject 
knows that the railroads can not possibly double their facilities 
after ten years. So it is necessary to improve our river channels 
and provide transportation systems on our inland waterways in 
order to supplement the facilities of the railroads and meet the 
absolute demands of industry and commerce in the near future. 

It is the duty and the responsibility of the government to 
see that this is done, because if adequate transportation facilities 
are not furnished by private capital, they must be furnished by 
the government. It is the view of the majority of this commit- 
tee that the government should leave to private capital the re- 
Sponsibility of furnishing transportation facilities under proper 
regulations of the government. But it is also the view of the 
committee that the government should itself encourage private 
capital to invest in transportation facilities, by removing every 
obstruction, natural or artificial, which will make it impossible 


for private capital to invest in such facilities with a reasonable 
chance for profit. 


Explaining the purpose of the bill, the report said: 


The purpose of the pending bill is to reorganize the inland 
and coast wise water service that is now being operated by the 
ecretary of War and put it on a practical business basis. Ex- 
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perience in the last two or three years has shown that the barge 
lines on the Mississippi and Warrior Rivers can not be success- 
fully operated and can not carry out the purpose declared by 
Congress in the transportation act of 1920 without a reorganiza- 
tion which will enable the Secretary of War to operate it as any 
private business concern would operate it. 

At present the Secretary of War is limited in his expendi- 
tures by the appropriations that are made for the barge-line 
service. He is not allowed by law to incur a deficit nor can he 
borrow money to meet current expenses even in case of an emer- 
gency, and emergencies may very often arise in river transporta- 
tion. Nothing can be done wiehout approval from Washington 
and except in accordance With bureaucratic regulations which are 
often not in accordance with plain business principles and neces- 
sity. The acts of the Secretary of War are hedged about by so 
many limitations that it has been found to be my amen 4 impos- 
sible to operate these transportation systems as they should be 
operated in order to carry out the purpose for which they have 
been placed under his control. It is for the purpose of getting 
away from these restrictions and bureaucratic regulations, and 
for the purpose of putting the barge-line system upon a better 
business basis that this bill is favorably reported by the com- 
mittee with a recommendation that it pass. 


Inland Waterways Corporation. 


The bill creates a corporation known as the inland water- 
ways corporation and the Secretary of War is the incorporator. 

Its purpose is to carry on the operations of the government- 
owned inland and coastwise water system to the point where the 
system can be transferred to private operation to the best advan- 
tage of the government and for the purpose of carrying out the 
mandates of Congress prescribed in Section 201 of the transpor- 


tation act of 1920 and the policy of Congress declared in Section 
500 of the transportation act. 


Capital Stock $5,000,000. 


The capital stock of the corporation is $5,000,000, all of which 
is to be owned by the government, and is to be paid for from 
time to time as Congress shall appropriate the money and as 
requisition therefor shall be made by the Secretary of War; but 
the Secretary of War can only call for payments of the stock 
within the appropriations made by Congress for that purpose. 

The bill provides that all these transportation facilities of 
the government now in the possession of the Secretary of War 
shall be turned over to the corporation, fairly appraised and the 
appraised values entered on the records of the corporation. This 
is necessary and advisable as a matter of sound business policy. 
Most of this equipment, which originally cost over $13,000,000, 
was bought or constructed under war prices and for war purposes 
and could now be replaced for less than half of that amount, 

The war loss should be stricken off, the actual present value 
should be appraised, and the earnings of the corporation should 
be adjusted so as to provide a fair profit on its present value and 
a sinking fund that will amortize it in due time. 

Under Section 5 of the bill the corporation is given authority 
to borrow money for temporary purposes, but the aggregate 
amount of its indebtedness at any time shall not exceed 25 per 
cent of the value of its assets. This will enable the Secretary 
of War to make temporary loans to meet emergencies. So that 
under such circumstances he will not be compelled to stop opera- 
tions until he can come to Congress and secure an appropriation. 

The bill will provide the Secretary of War with sufficient 
funds with which to secure additional facilities which are very 
much needed on both the Mississippi and the Warrior Rivers, 
and to provide such facilities as may be necessary to carry out 
the purpose of Congress with reference to transportation on the 
Mississippi River above St. Louis. 


Advisory Board. 


Section 4 of the bill provides for an advisory board which, in 
a measure, will perform the functions of a board of directors 
of a private corporation, with the exception that the powers of 
the board are limited entirely to advice. The management of the 
corporation will remain exclusively in. the Secretary of War; but 
the board is given the authority to consider matters submitted 
to it from time to time by the Secretary of War and make rec- 
ommendations thereon, and advise him and make recommenda- 
tions with respect to the management and operation of the exist- 
ing facilities or the development and operation of new lines. The 
board is appointed by the Secretary of War from individuals 
prominently identified with commercial or business interests in 
territory adjacent to the operations of the barge lines. They 
will be business men of the highest type chosen from those com- 
munities which are especially interested in the development of 
water transportation, and particularly of water transportation 
on the Mississippi and Warrior Rivers, and will serve without 
pay except such per diem allowance and expenses for the time 
devoted to the business of the corporation as the Secretary of 
War shall determine. 

It was shown to the committee in the hearings that from St. 
Paul to New Orleans and from Birmingham to Mobile, and, in fact, 
throughout the entire Mississippi and Ohio and Warrior Valleys, 
the people are intensely interested in the success of the barge 
lines; they are vitally concerned in the development of water 
transportation on those and other rivers, and there are many 
very able and successful business men in those communities 
whose services could not be purchased at any salary, but who 
are perfectly willing to serve on the advisory board of this cor- 
poration in order to give to the Secretary of War the benefit of 
their experience and their business judgment in connection with 
the operation of the barge lines, building up of business for the 
barge lines, and the development of new lines. The board can 
only meet when called for that purpose by the Secretary of War. 
Their services will cost the government very little, but in the 
judgment of the committee would be of very great practical 
benefit and assistance to the Secretary of War in the operation 
of the barge lines. 

During the war the government entered into a contract with 
a private individual in St. Louis for the operation of a system of 
barges on the upper Mississippi above St. Louis. Under the terms 
of the contract, the government was to construct the barges and 
towboats and turn them over to this individual to be operated 
between St. Louis and St. Paul. It was thought advisable at that 
time that this service be inaugurated for the purpose of bringing 
ore from the north to St. Louis and transporting coal from St. 
Louis to the north. 

The barges and towboats were constructed and delivered in 
accordance with the contract, but they only made one trip from 
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St. Louis to St. Paul and return. It was claimed that they were 
not constructed in the proper manner so as to make them serv- 
iceable for transportation on the upper Mississippi, where there 
was not at all times available a six-foot channel. At any rate, 
for some reason or other, the facilities were not used but were 
kept tied up for many months until finally they were seized by 
the Secretary of War, who claimed that the contract had been 
broken and all rights thereunder forfeited. Since their seizure, 
these barges and towboats have been used by the Secretary of 
War for transportation on the lower Mississippi, but his right to 
their possession is now in litigation and sooner or later will be 
determined by the Supreme Court. 

With reference to these facilities, Congress provided, in para- 
oe (d) of Section 201 of the transportation act of 1920, as 
ollows: 

“(d) <Any transportation facilities owned by the United States 
and included within any contract made by the United States for 
operation on the Mississippi River above St. Louis, the possession 
of which reverts to the United States at or before the expiration 
of such contract, shall be operated by the Secretary of War so 
as to provide facilities for water carriage on the Mississippi River 
above St. Louis.” 

Thus it was the intention of Congress that these facilities 
should be operated on the upper Mississippi above St. Louis. In 
view of the fact, however, that there is evidence which tends to 
show they are not entirely suitable for use in the present condi- 
tion of the channel on the upper Mississippi, the committee. was 
of the opinion that the authority of the Secretary of War with 
reference to that part of the river should be somewhat broad- 
ened, so as to carry out the purpose and intention of Congress, 
and this has been done by Section 3 of the bill, which authorizes 
the Secretary of War, as soon as there is an improved channel, 
sufficient to permit the same, to initiate the water carriage here- 
eg authorized by law upon the Mississippi River above St. 

uis. 

There are other provisions of the bill which were thought 
necesary or advisable in creating the corporation, Providing for 
its organization and its method of operation, and of its succes- 
sion to all of the property, rights, privileges, powers, duties, and 
liabilities of the Secretary of War or the inland and coastwise 
waterways service with respect to any property, contracts, loans, 
leases, accounts, or other obligations received or incurred by 
him under Section 201 of the transportation act or under the joint 
resolution of Congress approved Feb. 27, 1921. 

The committee is convinced that the value of the pioneering 
demonstration in water transportation now being conducted by 
the government on the Mississippi and Warrior Rivers can not 
be overestimated. In the early days of the republic the rivers 
were our chief means of transportation. This was followed by 
the era of railroad building, which the government encouraged 
in every way possible, and often by large land grants. It is 
said that the amount of land granted by the government to aid 
in the construction of railroads amounted to as much in area as 
the thirteen original states. The railroads soon drove transPor- 
tation from the rivers by a policy of destructive competition, con- 
tinued without interference by the government until practically 
all river transportation ceased. 

Years ago a system of reduced freight rates was established 
by the railroads paralleling the rivers and became so intrenched 
that up to this time they have not been materially changed. And 
today the freight rates paralleling the Mississippi River are on 
the sewege but 60 per cent of the average freight rates of the 
interior of the country. 

When the Railroad Administration started the operation of 
the barge lines on the Mississippi and Warrior Rivers during or 
shortly after the recent war, they fixed the freight rates by 
water at 80 per cent of the rail rates paralleling the river; and 
it was this rate basis that was inherited by the Secretary of 
War when he took over the barge lines under Section 201 of the 
transportation act. So that the government, in carrying on its 
experiment with the barge lines on these rivers, is actually car- 
rying freight at 80 per cent of the parallel railroad rate, which 
in turn is but 60 per cent of the average freight rate of the coun- 
try; or in other words, the government is carrying freight on 


these rivers at 48 per cent of the average rail rate of the interior 
of the country. 


Continuing, the report said that, in order to reestablish 
water transportation, there must be a suitable navigable water- 
way; that on the rivers in the Mississippi Valley $174,000,000 
had been expended out of the public treasury; that there still 
remained to be expended on those projects the sum of $75,000,000: 
that experience had shown that one of the most important fac- 
tors to be considered in water transportation was suitably de- 
signed equipment and that that problem was one that private 
capital would not undertake; that there could be no successful 
transportation on the rivers until suitable terminals had been 
provided and that the government should continue the experi- 
ment until adequate terminals had been provided; that it was 
important that there be fairly balanced freight traffic offered 
for shipment; that there could be no restoration of transporta- 
tion on the rivers until proper interchange relations had been 
established with the railroads and other common carriers; and 
that the barge lines were now serving 35 states. Continuing, 
the report said: 


For instance, last year the government barges carried 7,809 
tons of freight out of Texas; 13,,505 tons out of Florida; 159,297 
tons out of Tennessee; 4,535 tons out of Colorado; and 96,033 tons 
out of Iowa; also 13,570 tons out of Michigan; and 295,000 tons 
out of Illinois. te 

When it is remembered that all of this freight was carried 
at a fair profit to the government and yet less than 50 per cent 
of the average interior railroad freight rates of the country, the 
possibilities of this service, if adequate facilities are provided, can 
readily be seen, 

Sixth, there must be a fair division of the rates or revenue 
from joint rail-and-water hauls. One reason why the govern- 
ment barge line on the Warrior River has not been financially 
successful is the unfair division of the joint gg rates, For 
instance, the railroad that carries freight from Birmingham to 
the barge line, a distance of 26 miles, receives 25 per cent of the 
freight rate, while the government carries it over 400 miles down 
the river and delivers it at Mobile and only gets 75 per cent of 
the rate. That is but one illustration of many that could be given 
and of others that were shown to the committee at the hearings. 
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Railroads surrended their advantage in the division of freight 
rates very reluctantly. It ill require several Le before they 
can be induced or compelled to submit to a fair and equitable 
division of joint revenues with water carriers, The government 
is proceeding as rapidly as possible, through the assistance of 
the Interstate Commerce Commission, in bringing about a bet- 
ter adjustment of these joint rates. But it is apparent to the 
committee that the unfair competitive rail rates paralleling the 
rivers, as well as the unfair division of joint rates that have been 
established by the railroads, are so firmly entrenched that no 
force less powerful than the government itself can secure that 
general readjustment which is absolutely necessary in order to re. 
establish water transportation. Private capital can not do it, 
Therefore, the committee believes that the government should 
continue its experiment with the barge line service on these rivers 
until a general readjustment of competitive railroad rates parallel. 
ing the rivers and a more equitable division of joint water-and- 
rail revenues has been secured. 

The committee believes that this bill will provide a reor- 
ganization of the inland and coastwise waterways service under 
the management of the Secretary of War, which it seems is nec- 
essary in order that the service may be carried on more efficiently 
and more in accordance with established business principles; that 
the creation of the inland waterways corporation will enable the 
Secretary to more effectively carry on this pioneering demonstra- 
tion of water transportation and accomplish the declared pur- 
pose of Congress as expressed in Section 500 of the transportation 
act; that it will provide him with the necessary capital for in- 
creasing and improving the facilities to the point where he can 
furnish more efficient and more adequate transportation for the 
immense amount of freight that is now awaiting this service on 
the rivers; and that if this bill becomes a law the government can 
and will within the next five years demonstrate not only the 
practicability of water transportation, but the great advantage 
and the economy to shippers, and the profitable results that will 
reward private capital invested in transportation facilities on our 
rivers. And when that time comes, it is the judgment of the 
committee that the government can dispose of its properties to 
private capital to an advantage, and withdraw entirely from such 
activities. 

The committee believes that this experiment in water trans- 
portation is of. vital importance not only to the government but 
to the industrial interests of the entire country. 

There has been expended by Congress over $400,000,000 out of 
the public treasury in the improvement of our rivers for naviga- 
tion purposes. We are appropriating every year many millions 
from the public funds to carry on this river improvement. This 
policy of improving our inland waterways has been adopted and 
continued by Congress under the belief that it would be in the 
interest of the public welfare that commerce be restored to our 
rivers. 

The Secretary of War, under a mandate of Congress, is now 
conducting the experiment, trying to demonstrate that when the 
channels of our rivers are made navigable, water _transporta- 
tion can be made profitable to private capital and beneficial to 
the people through the cheapened cost of transportation. 

For instance, during the period from January 1 to June 30, 
1921, the barge-line service on the lower Mississippi was operated 
at a net profit to the government of $67,170 and a saving to the 
public in freight rates of $280,700; during the period from July 1 
to December 31, 1921, it was operated at a net profit to the gov- 
ernment of $85,262 and a saving to the public in freight rates of 
$363,300; during the period from January 1 to June 30, 1922, it 
was operated at a net profit to the government of $31,924 and a 
saving to the public in freight rates of $486,700; during the period 
from January 1 to June 30, 1923, it was operated at a net profit 
to the government of $159,499 and a saving to the public in freight 
rates of $482,000; and even during the period from July 1 to De- 
cember 21, 1923, when the government lost in operating expenses 
on account of the extreme low water the sum of $200,589, the 
public saved in reduced freight rates during the same period the 
sum of $441,000. ; 

When it is remembered that one towboat makes the trip from 
St. Louis to New Orleans in 6 days and carries enough freight to 
load 600 freight cars, or 12 full trains of 50 loaded cars each, and 
will make the return trip upstream in 12 days with half that load, 
the possibilities of this service in furnishing cheap transporta- 
tion and in relieving car shortage can be seen. 

The committee was convinced at the hearings that with the 
operating advantages which will result from the passage of this 
bill, and with the additional capital it will provide, the waterway 
corporation can supply at least a part of the additional trans- 
portation facilities needed on the Mississippi and Warrior Rivers 
at a substantial saving to the shippers, and can do so at —_ 
a profit to the government as will not only allow an adequate 
return on its investment, but will actually amortize the invest- 
ment to the point — the government can dispose of its prop- 

rty without any loss. 

” ” tier the enactment of this bill the Secretary of War can 
operate the barge lines in accordance with the same business 
principles that would be followed by a private transportation 
company. And it is the opinion of the committee that if they - 
not then operate it successfully and at a fair profit prive’ 
capital could not do’so; that further expenditure of pg hee pe 
funds for the improvement of our inland waterways woul 
useless and should be stopped. _ . * 

If the government, after making these rivers navigable, cat 
not profitably operate a transportation system on them, then id 
is hopeless to expect private capital to do so, and Congress shou “ 
no longer appropriate money from the public treasury a = 
useless purpose. ‘Therefore the committee was of the — 
that this bill should pass in order that this pioneering + pane 
stration might be conducted by the Secretary of War until s 
time as its success or failure may be made apparent. ia 

We have expended $174,000,000 in improving the channe . be) 
the Mississippi River and its tributaries. We have authoriz 
and will expend more than $75,000,000 to complete them. A 
Congress can, by the expenditure of the $5,000,000 authorized hd 
this bill, demonstrate the wisdom or the folly of these expen: a 
tures from the public treasury, it seems to the committee tha 
the money would be well spent. 


PARCEL POST FOR MEXICO 


Paul Henderson, second assistant postmaster general, has 
issued the following: 


; hat 
he Mexican postal administration has informed this office t . 
the isan cones regulations requiring commercial invoices — 
ing parcel-post poccness et to Mexico to be viseed by Mexic 
j brogated. 
coneene Hee Merion” on pages 208 and 209 of the July, 1923, Postal 
Guide, is modified accordingly. 
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Freight Routing 


Seventh of a series of 26 articles on this subject written for the Traffic World by J. D. Collier. 


In the consideration of inbound routing to a moderate sized 
city, many diverse problems must be taken into consideration. 
As has been the case in all development of civilization, the de- 
yelopment necessarily follows the transportation facilities, or, 
it might better be said, the possibility of transportation facilities. 
In no case is this more true than in the consideration of St. 
Paul, Minnesota, and Minneapolis, Minnesota, which, in the light 
of transportation, are most generally considered “the Twin 
Cities,” 

When the so-called great Northwestern Empire was dis- 
covered, it was not fully appreciated ‘until the possibilities of 
transportation were fully visualized. Every city of consequence 
has, no doubt, some fundamental principle for its existence 
now and originally had some fundamental reason that caused 
its settlement and brought it into being. I know of no more 
perfect example than that of the Twin Cities. 


The establishment of Fort Snelling was due to its stra- 
tegic location as controlling the gateway to the great North- 
west. Following the development of this fort came the estab- 
lishment of the city of St. Paul and later of Minneapolis. These 
two cities, taken as a whole, represent the northwestern gateway 
or the gateway to, perhaps, the most marvelous agricultural ter- 
ritory in the world. The possibility of the development of these 
cities, which made possible the development of the northwest, 
has been, without doubt, due to their location as affording the 
best means of transportation or routing into this territory. 
In order to function, therefore, as a gateway, or as a feeder, 
transportation into the Twin Cities was of utmost importance. 

This has been likewise true of many other cities that have 
depended, at least in their inception, on the routes open to them 
and from them, or, as we state today, the transportation facil- 
ities. The problems confronting most of the cities of this 
size are, in general, the same, and while we shall consider 
at this time only the inbound less than carload routing problem 
to St. Paul and Minneapolis, in the consideration of these 
problems most of the fundamental principles confronting other 
large cities will be found, especially in the large cities that 
have depended for their development on transportation facilities, 
such as St, Louis, Kansas City, Omaha, Memphis, etc. It is 
to be understood that many of the fundamental principles 
included in the previous articles covering large centers, such 
as Chicago, and also seaboard centers, such as New York, 
will also apply in connection with the smaller places, but a 
number of situations arise in connection with the smaller cities 
that do not arise in connection with the larger cities, and 
there are a number of fundamental principles arising in con- 
nection with the large cities assuming a different aspect, 


both more and less important than when considered for smaller 
cities, 


Our primary principle in the consideration of less than 
carload terminal problems in the large cities is, no doubt, a 
terminal problem, as they, as a rule, have developed to such 
an extent that the industrial district is not necessarily in the 
so-called “down town” district, but on the outskirts. This, as 
a rule, is not the situation in the smaller cities; consequently, 
we do not have to consider the distance in terminal delivery 
but the facilities for expediting shipments and receiving and 
routing in such way as to obtain the best service, considering 
the elimination of transfers, time in transit, and rates, con- 
sistent, however, as far as possible, with the convenience of 
terminal delivery, though this is not the problem in this class 
of cities, 

Many of the individual problems of routing are overcome, 
to a great extent, in the large cities, due to the vast tonnage 
bossible from the natural points of origin or sources of supply, 
which equalizes, to a great extent, the service of the various 
carriers inbound. This, however, is not necessarily the case 
ma smaller city, and, due to the fact also that there is not the 
density of tonnage, the terminal problem of a universal freight 
station and the use of trap cars is not of primary importance; 
ut, as lack of density does not solve the problem of service 
into the smaller city as it does into the large city, great 
care should be taken in the selection of the inbound route so 
Pa the best service can be had, consistent with existing condi- 

ns, 

From the large producing markets, such as New England 
and New York territory and the Central West, competition is 
very keen and, in order to select the most logical inbound rout- 
ng, a careful analysis should be made of the running time, the 
Onnage, and the connections of the various carriers, so as to 

ep fully informed, not only as to the through cars made up 
at point of origin directly destined to the smaller city, but, in 
€ event of certain points of origin being unable to supply a 
Consistent amount of tonnage to warrant through cars being 
Made, the route offering the most direct service, the most ad- 


vantageous transfer point, and the minimum number of trans- 
fers, should have the preference. In order to do this properly, 
the co-operation of receivers at destination should be fostered 
so that concentration on routes properly equipped to handle 
either in through cars or with the minimum transfer can be 
agreed on, 

A problem exists in connection with the Twin Cities that 
complicates this situation to a great extent, in that none of the 
lines reaching this point runs east of Chicago and, therefore, 
most of the arrangements for through car service must be 
made in consideration of the fact that through rates are not 
published from all points of origin, or, if so, are published as 
a joint through rate in which several carriers are interested. 
It generally follows that no service would be put in in con- 
nection with carriers not participating in the joint through rate, 
if any, or in connection with carriers not having an equal ad- 
justment in the combination of rates to and from the rate break- 
ing point; so great care should be exercised to ascertain defi- 
nitely, before specifically routing shipments inbound, that the 
rate is applicable either as a joint through published rate or 
that the lowest standard combination will be applied. 

This is one instance when the use of a map may prove 
misleading. While the use of a map in routing has proved very 
beneficial, nevertheless, when routing into territories not cov- 
ered by joint through rates and possibly a combination of 
locals may not equalize, the use of a map may frequently cause 
considerable difficulty and inconvenience as well as expense. 

It is well known that certain eastern lines “work with” 
certain western lines to advantage from certain points of origin 
to certain destinations and it frequently happens that a through 
car will be run from a far eastern point through to destination 
over two or more lines without transfer, whereas, if a certain 
terminal line is used over which the originating line does not 
forward its through car, routing instructions will be complied 
with and adhered to regardless of the fact that, if a different 
terminal line were shown, it could have been loaded into a 
through car. In such an event the adherence to the specific 
routing would require a transfer, regardless of the fact that 
the correct initial carrier was shown. It frequently happens, 
however, that, if there is any intermediate carrier between the 
initial carrier and the destination carrier, this will be over- 
looked and, if a through car is forwarded from point of origin 
to destination, shipment will be forwarded in a through car. It 
is obvious that a through car from point of origin direct through 
to destination covered by through waybills will give the ship- 
ments contained therein a faster service and also, with record 
of passing and possibilities of arrival at destination, should be 
used whenever possible. 

In every instance a through car eliminates at least one 
transfer and in many instances more than one, so that the 
possibilities of a shorter time in transit, the possibilities of 
information en route, coupled with the elimination of a certain 
percentage of claim hazard, are of sufficient importance to cause 
the receiver to devote considerable time and study to the 
obtaining of the information necessary properly to route and 
obtain these advantages for his company. 


About the only terminal problem presented in cities of this 
class is occasioned by the physical condition of the terminal 
facilities of the various inbound carriers, as well as their loca- 
tion. While, as a rule, cities of this kind have not developed 
to such an extent that their industrial development is on the 
outskirts, it frequently happens that, since the building of the 
first railroad into the town, its business center has shifted some- 
what and roads arriving in later years have obtained more sat- 
isfactory locations and have built more modern terminal facili- 
ties. Consideration also must be given to the various lines 
that do not necessarily arrive over their own rails, but fre- 
quently on a trackage arrangement over lines previously estab- 
lished, and the financial condition of the lines or their fore- 
sightedness in enlarging or modernizing their facilities so as 
adequately to handle the business, should have consideration 
also. This is especially true of a number of cities of this class, 
such as Kansas City, St. Louis and Omaha, as well as the Twin 
Cities; in fact, in many ways, their problems can be considered 
similar. Some lines reaching these cities reach them via cir- 
cuitous routes and frequently cannot give the service their 
competitor can, although the mere fact that, in routing to des- 
tination, a circuitous route is used is not necessarily an indica- 
tion of the service that can be had. In times of great conges- 
tion it almost always happens that the favored lines are more 
congested and that the line that ordinarily is not equipped fo 
give the best service is at that time the most logical to use. 

A word might be said in connection with routing on land 
the same as has been said on sea: “No boat can travel the 
exact same route, in fact, a reckoning at sea within a two-mile 
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circle is considered within the circle of safety and acceptable.” 
A route traversed at sea is subject at all times to various ele- 
ments and this is also true of routing on land. A full treatment 
of methods of routing would contain numerous contradictory 
statements, all of which are subject to the many elements to be 
considered, and they are perhaps as numerous as the effects 
of the wind at sea. 

We hold no brief for any absolute routing system, as we 
cannot yet see transportation in the light of a definite science. 
It requires not only full knowledge but originality and initiative 
to use such information in consideration of all the facts at the 
particular time and under the particular circumstances. 

Due to the fact that the Twin Cities are located on lines that 
do not tap the great eastern markets, except in combination 
with others, it necessarily follows that the combinations of 
routes used are more complicated, and, as is usual to obtain 
the best results, more knowledge is necessary, and there is a 
greater danger of misrouting through the lack of proper con- 
sideration of all factors. 

In this connection, we should not overlook the various 
routes open generally, known as differential routes, which offer 
a lower freight rate. The fact that they offer a lower freight 
rate is generally on account of the use of a circuitous route or 
in connection with water carriers, and while the saving is not 
necessarily great on less-than-carload shipments, the combina- 
tion of routes by splitting shipments, part via standard rail at 
a higher rate, the balance to come via differential line at a 
lower rate, and at a later date, is advisable in many instances. 

While the Twin Cities are not located on any body of water 
that would apparently offer them the use of water transporta- 
tion, they are such a short distance from Duluth that it is pos- 
sible to ship from almost all points east via Duluth on Lake 
Superior and then by rail to the Twin Cities at a rate saving, 
although a slower time in transit generally. 

The service accorded via Lake Superior is extensive and 
is especially of advantage in shipping carloads, but should not 
be lost sight of in less than carloads, as shipments can be for- 
warded by most of the Lake Erie ports in connection with boat 
service through Lake Superior. 

When considering a routing that contemplates a long mile- 
age via water, care should be taken that shipments are for- 
warded in such a manner as to come within the season of 
navigation. This must be done in consideration of the possibility 
of delay from point of origin to the initial port. The same is 
likewise true of various cities, as the use from the eastern sea- 
board of the coastwise carriers operating differential routes from 
New York and northern ports via Newport News and Norfolk in 
connection with inland carriers from these ports, offers a con- 
siderable saving in freight rates over a length of time, and while 
there is no doubt but that their service is slower, it is frequently 
consistent, at least, and consistency sometimes has an advan- 
tage over speed, when coupled with saving in freight charges. 

The Twin Cities, on account of their strategic location on 
the Mississippi River sufficiently far from eastern markets to 
control their own destiny, and yet sufficiently close to Lake 
Superior ports and in line with Lake Michigan cross ferry routes, 
are in an enviable situation, and, logically, from a transporta- 
tion point of view, can be said to be perfectly located to function 
as a distribution center and the gateway to the territory they 
serve. Other routes of prominence across Lake Michigan in 
connection with the various eastern lines operating via Pere 
Marquette and Ann Arbor railroads, especially those using the 
car ferry, can be used to great advantage and should not be 
overlooked in the consideration of less-than-carload routing, 
although, apparently, more of an advantage in connection with 
carloads. 


The writer has often heard it said that the smaller cities 
do not have the inbound transportation facilities for routing 
less-than-carload freight inbound that exist in the larger cities. 
This is not entirely true as an existing fact, although admittedly 
true as.a resulting fact, due to the lack of knowledge or proper 
conception of the facilities afforded and knowledge of taking 
full advantage of them. It is a strange fact, in the opinion of 
the writer, that, in many smaller cities that are founded on 
their transportation facilities, many concerns located there have 
rested on their oars, so to speak, and have neglected to keep 
in touch with the advance of transportation facilities so as to 
take the full advantages accorded them by their location. It 
has been the practice of many of these cities to leave to their 
chambers of commerce their individual transportation problems. 
While the traffic commissioner of such an association is, no 
doubt, indispensable and of great value, at the same time it 
behooves each individual concern to give its best attention to its 
own individual problem and not rely entirely on association 
activities. 





ATTACK RESOLUTIONS IN FAVOR OF ACT 
Senator Curtis, of Kansas, has submitted to the Senate 
resolutions of the Seven Federated Shop Crafts of Atchison, 
Kan., condemning the action of Chambers of Commerce in pro- 


testing against the passage of legislation amending the trans- 
portation act. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 15 totaled 
916,953 cars as compared with 929,505 cars the preceding week, 
according to the car service division of the American Railway 
Association. The loading, while below that of previous weeks 


_this year, was the highest for any corresponding week on 


record. 


Revenue freight loading the week ended March 15, by dis. 
tricts, as compared with the corresponding period of 1923, 
follows: 


Eastern district: Grain and grain products, 8,047 and 7,645; live 
stock, 3,092 and 3,123; coal, 45,984 and 57,174; coke, 3,194 and 4,214. 
forest_products, 7,084 and 5,708; ore, 1,660 and 2,218; merchandise. 
L. C. L., 69,330 and 60,160; miscellaneous, 86,093 and 85,380; total, 1924 
224,484; 1923, 225,622; 1922, 205,376. 

Allegheny district: Grain and grain products, 2,690 and 2,808: 
live stock, 2,543 and 2,452; coal, 48,111 and 54,063; coke, 7,270 and 
6,881; forest products, 3,453 and 3,615; ore, 3,415 and 4,398; merchan- 

se, L. C. L., 52,492 and 48,389; miscellaneous, 74,000 and 79,238; total, 
1924, 193,974; 1923, 201,889; 1922, 174,590. 

Pochahontas district: Grain and grain products, 227 and 252; live 
stock, 66 and 72; coal, 26,051 and 22,466; coke, 393 and 586; forest 
products, 1,407 and 1,670; ore, 115 and 242; merchandise, L. C 


y Ci ee 
6,781 and 6,102; miscellaneous, 4,177 and 4,154; total, 1924, 39,217; 1993, 
35,544; 1922, 34,444, 


Southern district: Grain and grain products, 3,841 and 3,775: live 
stock, 1,833 and 2,153; coal, 22,850 and 21,375; coke, 1,039 and 1,406: 
forest products, 22,955 and 22,975; ore, 1,377 and 1,532; merchandise, 
L. C. L., 40,441 and 39,642; miscellaneous, 50,132 and 52,684; total, 
1924, 144,468; 1928, 145,542; 1922, 129,972. 

_ Northwestern district: Grain and grain products, 11,503 and 11,598; 

live stock, 10,401 and 9,611; coal, 6,453 and 7,268; coke, 1,279 and 1,721; 
forest products, 26,555 and 22,463; ore, 863 and 916; merchandise, 
L. C. L., 30,116 and 26,575; miscellaneous, 33,178 and 30,707; total, 
1924, 120,348; 1923, 110,859; 1922, 99,678. 

Central Western district: Grain and grain products, 11,452 and 
9,392; live stock, 11,616 and 10,572; coal, 15,849 and 16,940; coke, 309 
and 404; forest products, 9,951 and 9,091; ore, 3,002 and 3,100; mer- 
chandise, L. C. L., 36,579 and 33,850; miscellaneous, 45,697 and 46,879; 
total, 1924, 134,455; 1923, 180,228; 1922, 120,184. 

_ Southwestern district: Grain and grain products, 4,994 and 3,812; 
live stock, 1,965 and 2,047; coal, 5,256 and 4,091; coke, 150 and 111; 
forest products, 7,845 and 8,463; ore, 469 and 417; merchandise, L. C. 
L., 15,362 and 14,474; miscellaneous, 23,966 and 21,067; total, 1924, 
60,007; 1923, 54,482; 1922, 52,838. 
_ Total, all roads: Grain and grain products, 42,754 and 39,282; 
live stock, 31,516 and_ 30,030; coal, 170,554 and 183,377: coke, 13,634 
pee ee FI + 7 erg ee and ue nk ore, 10,901 and 12,818; 
andise, L. C. L., n an ,192; miscellaneous, 317,243 an 
820,109; total, 1924, 916,953; 1923, 904,116; 1922, 815,082. ei 


Loading of revenue freight this year compared with the 
two previous years follows: 





1922 1923 1924 
4 weeks of January ............ 3,362,136 3,373,965 2,785,119 
4 weeks of February ......... jee 3,617,432 3,361,599 3,027,886 
Week ended March ist ........... 45,049 918,624 793,115 
Week ended March 8th .......... 929,505 905,344 820,886 
Week ended March 15th .......-. 916,953 904,116 815,082 
BO iiss. Se Ory ig ee 9,771,075 9,463,648 8,242,088 


Loadings of the week ended March 8 amounted to 929,505 
cars. This was an increase of 24,161 cars over the correspond: 
ing period last year and an increase of 108,619 cars over the 
corresponding week of 1922. It also was an increase of 110,176 
cars over the corresponding week in 1920. 


Due to decreases, principally in coal, grain and grain prod- 
ucts, miscellaneous freight and live stock, the total for the 


week of March 8 was a decrease of 15,544 cars under the pre 
ceding week. 


. A new high record for all time, however, was established 
in the loading of forest products, the total loading for that 
commodity amounting to 82,888 cars. This exceeded by 170 
cars the previous record established during the week of Feb 
ruary 16 this year, when 82,718 cars were loaded. The total 
for the week was an increase of 1,867 cars over the preceding 
week and an increase of 7,529 cars over the corresponding week 
in 1923. Compared with the corresponding week in 1922, it was 
an increase of 32,047 cars. 


Loading by districts the week ended March 8 and the cor- 
responding period of 1923 follows: 


Eastern district: Grain and grain products, 9,245 and 7,292; live 
stock, 3,071 and 3,155; coal, 45,733 and 56,610; coke, 3,430 and 4,181; 
forest products, 7,818 and 6,429; ore, 2,123 and 2,556; merchandise, 
L. Cc. L., 68,972 and 58,529; miscellaneous, 87,593 and 81,289; total, 
1924, 227,985; 1923, 220,041; 1922, 207,656. . 

‘Allegheny district: Grain and grain products, 2,968 and_ 2,816; 
live stock, 2,421 and 2,451; coal, 48,209 and 52,774; coke, 7,526 and 
7,047; forest products, 3,634 and 3,522; ore, 2,795 and 3,064; merchan- 
dise, L. C. L., 51,860 and 46,717; miscellaneous, 75,047 and 74,718; 
total, 1924, 194,460; 1923, 193,109; 1922, 173,438. 

Pocahontas district: Grain and grain products, 268 and 221; live 
stock, 64 and 81; coal, 29,385 and 22,963; coke, 497 and 557; forest 
products, 1,694 and 1,622; ore, 129 and 221; merchandise, L. C. L., 
7,014 and 6,154; miscellaneous, 4,418 and 4,100; total, 1924, 43,469; 
1923, 35,919; 1922, 37,549. 9: 

Southern district: Grain and grain products, 3,972 and 3,563; 
live stock, 2,120 and 2,274; coal, 21,860 and 22,557; coke, 997 and 1,264; 
forest products, 24,416 and 22,908; ore, 1,603 and 1,514; merchandisé, 
L. C. L., 40,729 and 39,997; miscellaneous, 53,331 and 52,488; tota’, 
1924, 149,028; 1923, 146,564; 1922, 125,309. 49: 

Northwestern district: Grain and grain products, 12,033 and 13,3 a0: 
live stock, 10,482 and 9,754; coal, 6,184 and 7,525; coke, 1,393 and 1,670; 
forest products, 26,480 and 23,321; ore, 862 and 905; merchandise, 
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Cc. L., 29,479 and 28,620;. miscellaneous, 33,355 and 33,452; total, 1924, 
120, 268; 1923, 118, 586; 1922, 103,746. 

Central Western’ district: Grain and ES products, 12,868 and 
10,464; live stock, 11,004 and 11,055; goal, 4,280 and 19 9,384; coke, 286 


400; tors sroducts, 10,051 and 9,182; ore, 2,857 and var 
and tise, Le G. bn 37.128 amd 34,780; miscellaneous, 44552 and 47-987; 
fotal, 1924, 182,970: 1928, 136,289: “1525, 119,928. 


Southwestern district: Grain and 
live stock, 2,003 and 2,027; coal, 4,206 and 4,451; coke, 171 and 1 ai 
forest roducts, 8,795 and 8, 375; ore, 694 and 604; merchandise 
C. 5,411 and 14, — Bae 24,888 and 21,199; total, mths 


61, 308: 1928, 54, 836; 

Total, all roads: "Grin ost nm products, 46. pu and 41,498; live 
“ih 31,165 and 30, 797; col, 9.807 and 186,264; coke, 14,300 and 
15,240; forest products 82, 888 and 75, 359; ore, 11 O68 and 11, 801; mer- 
chandi se, L, C. 50,587 and 229, 152; miscellaneous, 323, 184 and 
315,233; total, 1924, 929,505; 1923, 905,344; 1922, 820,886. 


grain products, 5,157 and 3, ot 


Loading of revenue freight this year compared with the two 
previous years follows: 


ks of J: 3 $62 186 3, $13-965 2, Tee 119 

eekKs O ANUATy...ceeee ‘seccccce 7 . 

ier weeks of February.............. 3,617,432 3, 361,599 3, 027, 886 

Week ended March Ist............+.. 945,049 91 8,624 793,115 

No. 15009, Louis Singer vs. St. Louis- San Francisco, on a finding 
AME oc cos hose SUS 0 peneeee ee wees 8,854,122 8,559,532 7,427,006 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
12,361 cars the week ended March 22, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The totals from the summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) aged at commodity totals indicate that such changes 
have been made for one or more of the gg in that group. 

TUESDAY, MARCH 2 4 
© otal Total 
t last 














. his 
Mar. Mar. Mar. Sea- Sea- Total 
16-22, 9-15, 18-24, son to son to Last 
1924 1924 1923 Mar. 22 Mar. 24 Season 
ve western states)— 
ate a aia anediine 4 531 621 457 *60,289 44,485 46,286 
] easter er 
7, es “ ~ccagaine 843 832 578 *64,351 62,110 65,997 
senarazus ac ai 53 47 es 113 + 173 
bb ld crop)— 
2 ofa! oe ae 55 147 94 *36,351 *41,242 41,327 
C: bine e (new crop)— 
x orn es = 691 696 189 5,336 1,834 *36,351 
—- 
se (ea 121 219 198 *3,793 4,201 4,616 
Cel old crop)— ‘ 
ery pdm 141 26 16,808 14,755 14,921 
Cele new crop)— 
ry veauds wil 369 388 523 4,412 3,331 6,398 
Grapefruit— 
t EE aia aes es 544 597 +e 13,602 iad 17,634 
Lemons— 
_. (a 190 201 ss 3,844 ad 8,194 
Lettuce— ‘ 
TOG... siciinveriés 636 531 781 13,751 12,234 *27,693 
Mixed ‘Verciabies (ion. 1-Dec. 31)— 
CS eas Sar 451 425 421 *5,283 4,505 *24,025 
Oranges— 
., | eee 1,680 *2,190 se $40,076 *? 67,961 
Onions— 
TOON. atsedveve 445 432 337 *27.264 *29.130 29,758 
— ' 
OUR ci wise ee 234 262 281 *4,541 4,532 7,354 
Strawberries— 
GENES biscdalanek 6 11 39 448 899 17,896 
String Beans— 
9 . ar 22 16 bed 52 *e 3,276 
weet Potatoes— 
Rules ei kihace 110 127 363 *13,709 19,364 21,569 
hee i 
WOME. .thicdesas 469 350 653 3,226 2,852 24,024 
Summary Potatoes— 
Leading Sec- 
tions. 
Late ie -4,662 4,926 4,679 151,261 142,399 186,055 
Other Sections, 
Late crop .. 105 102 164 75,607 26,449 27,181 
Early crop, 1923 2 3 6 33,413 40,917 40,922 
TORRES: Sin 5 Ka 4,769" *5,031 4,843 *200,281 209,765 254,158 


** Unavailable. 
Shipments totaled 13,235 cars the week ended March 15. 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


TUESDAY, MARCH 18, 1924. 


Total Total 
this last 
Mar. Mar. Mar. Sea- Sea- Total 
9-15, 2-8, 11-17, son to son to Last 
1924 1924 1923 Mar. 15 Mar. 17 Season 
Apples (western states)— 
POUR «iia carpi « 621 *713 579 *59,742 44,028 46,286 
Apples (eastern states)— 
SOA Fos cde nities 832 *796 689 *62,500 61,532 65,997 
paragus— 
TOR] cies Vs ys 7°. 10 ee 60 +e 773 
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Cohbege, old crop)— 
n- 9" » 147 *273 277 *36,113 41,196 41,327 
cabbage (new a) 
= EI 696 817 189 4,644 1,645 *36,113 
=. ES 
MEE ahve ta ce's 219 310 225 3,666 4,003 4,616 
on (old crop)— ° 
: TERETE 1 109 38 *16,624 14,729 14,921 
Cele new crop)— 
ry itp aah » - 597 651 se *13,058 ss 17,634 
econ 
WME cas vig da 201 224 se *3,654 ed 8,194 
Lettuce— 
SE. « ice in bu 4:4% 531 672 928 13,115 11,453 *27,689 
Mixed re 
IE Vis-cic « ceale’ 425 *568 478 *4,833 4,084 *23,951 
Oranges— 
WEEE. saseesese 2,188 2,003 + *38,032 oe 67,961 
Onions— 
2 airs 432 451 328 *26,807 28,800 29,758 
Spinach— 
aa 262 237 419 4,312 4,251 7,354 
Stoqgesee—- 
Dt hik vos eee 11 27 92 442 860 17,896 
Sweet Potatoes— 
.,. ra 127 *162 376 *13,583 19,001 21,569 
Sematia- 
a EEE 350 462 534 2,757 2,199 *24,024 
Summary Potatoes— 
Leading Sec- 
tions, late crop 4,910 5,313 5,016 146,122 137,726 186,055 
Other Sections, 
late crop ..... 102 134 166 15,477 26,285 27,181 
Early Crop ,1923 3 2 1 33,407 40,917 40,922 
_ | rn 5,015 *5,449 5,183 *195,006 204,922 254,158 


** Unavailable. 


LUMBER SHIPMENTS 


The feature of the comparable reports received March 20 
by the National Lumber Manufacturers’ Association from 382 
of the leading commercial sawmills of the country was an in- 
crease of about 12 per cent in new business for the week ending 
March 15 as compared with the previous week. At the same 
time production fell off slightly while shipments remained sta- 
tionary. As the number of reporting mills was 15 less than for 
the preceding week, the actual improvement in the situation may 
have been somewhat more than the figures would indicate. 

The unfilled orders of 262 Southern Pine and West Coast 
mills were 665,014.050 feet against 666,589,287 feet of 265 mills 
the week before. The Southern Pine group separately with 135 
mills had unfilled orders at the end of last week amounting to 
247,522,275 feet and 245,903,658 the preceding week. The West 
Coast mills, numbering 127, for last week had unfilled orders of 
417,491,775 feet as against 130 mills and 420,685,629 feet the 
preceding week. 

Altogether the above-mentioned 382 mills had shipments of 
101 per cent, and orders of 102 per cent of actual production. 
For the Southern Pine mills these percentages were 89 and 91, 
respectively, and for the West Coast mills, 114 and 118. The 
comparably reporting mills having an established normal pro- 
duction for the week, 353 in number, with a normal output of 
217,973,467 feet, give ‘their actual production as 99 per cent of 
normal, while shipments were 100 and orders 99 per cent of 
normal production. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 





Preceding 

owed 1028 week 1924 

~~, week raeee 

eos 229,647,145 238, iO, 365 241,131,238 

«++ 232,721,187 258,034,585 232,694,634 

NENT p46 060 05 40.00,0005 baw eeeee 235,356,526 242,212:784 208,323,208 


The following figures compare the lumber movement for the 
first eleven weeks of 1924 with the same period of 1923: 





Production Shipments Orders 
Mon -cetaiaaqclandasipeetiecreé 2,430,576,864 2,500,870,695 2,486,574,373 
SSA Ar Seer a ae 2,302,988,773 2,720,141,268 2,842,681,865 
ne ee 127,588,091 *219, 270,573 *356,107,492 
Decrease. 


According to telegraphic reports from 397 of the larger lum- 
ber mills of the country making comparable weekly reports, 
says the National Lumber Manufacturers’ Association, shipments 
and new business fell off in the week ending March 22, while 
production increased. 

As compared with the same period of last year, production 
and orders increased, and shipments decreased. For the year 
so far production is ‘approximately 220,000,000 feet larger than 
it was in 1923, cumulative orders are 247,000,000 feet less, and 
shipments 156,000,000 feet less. 

The unfilled orders of 265 Southern Pine and West Coast 
mills at the end of last week amounted to 679,632,384 feet, as 
against 675,806,055 feet for the same number of mills the previ- 
ous week. The 138 Southern Pine mills in this combination 
showed unfilled orders of 260,610,315 feet at the end of last week 
and 258,314,280 at the end of the week before. Corresponding 








810 THE TRAFFIC WORLD 


figures for the 127 West Coast mills are 419,022,069 and 417,491,- 
775. 

Altogether, the 397 mills of seven associations had shipments 
of 92 per cent, and orders (Or new business) of 88 per cent of 
actual production. The Southern Pine mills by themselves 
showed shipments of 87 and orders of 90 per cent of production, 
while the West Coast mills’ corresponding percentages ‘were 
98 and 94. Of the entire number of mills making comparable 
weekly reports, 370 have an established normal production for 
the week, the total being 229,632,360 feet. According to this 
normal, actual production of last week by these mills was 101 
per cent, shipments 92 per cent, and orders (new business) 88 
per cent. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 

ES eee 397 375 383 
"rere 245,208,018 231,183,654 229,647,145 
NON 0 sis we'e ca wabare 226,749,754 248,034,169 232/983,687 
ar eceeee 215,556,345 210,656,970 235,531,526 


The following figures compare the lumber movement of the 
weekly reporting mills for the first twelve weeks of 1924 with 
the same period of 1923: 


Production Shipment Orders 
BET trakiatas 2 eG ad wel bee Ata 2,698,898,047 2,740,416, 963 2,728,437,987 
SE cepted due « wiebeetn cieteuatee 2,479,462,201 2,896,322, 383 2,974,943, 633 
19234 Increase .......0.0- 219,435,846 aa neavadieeies Bre et ey ae 
ee ee ee 155,905,420 246,505,646 


Although the California White and Sugar Pine mills make 
weekly reports, their current orders are not comparable with 
reports from mills of other associations and are not included in 
any of the foregoing figures. Sixteen of these mills reported a 
cut of 7,317,000 feet last week, shipments of 9,271,000, and orders 
of 6,580,000. The reported cut represents 45 per cent of the 
total of the California Pine region. 


FREIGHT COMMODITY STATISTICS 


The Bureau of Statistics of the Commission has issued a 
summary of freight commodity statistics of class I roads for the 
year ended 1923. The totals given, the bureau said, will not 
agree exactly with the corresponding totals of the four quarters 
of the year on account of adjustments made. Following is a 
comparison, by general classes of commodities, of the tonnage 
transported in 1923 with that transported in 1922 and 1921: 


NUMBER OF TONS ORIGINATED 


Classes Year ended, Year ended, Year ended, 


of Commodities Dec. 31, 1923 Dec. 31, 1922 Dec. 31, 1921 
Products of agriculture. 109,188,071 111,787,032 114,068,706 
Animals and products... 28,237,497 26,230,230 24,263,008 
Products of mines...... 713,383,779 532,997,597 511,270,449 
Products of forests..... 115,220,052 89,059,248 76,419,241 
Manufacture and miscel. 266,975,650 220,441,687 172,169,145 
All L. C. L. freight.... 44,313,682 43,229,213 41,992,011 

I ess tatin. we lara sins 1,277,318,731 1,023,745,007 940,182,560 

TOTAL TONS CARRIED 

Products of agriculture. 220,518,087 220,660,207 222,678,348 
Animal and products.... 48,878,359 44,838,913 41,777,754 
Products of mines...... 1,250,314, 752 912,438,354 878,224,636 
Products of forests..... 222,570,867 171,239,150 148,042,825 
Manufacture and miscel. 517,915,274 421,829,412 332,991,002 
Alu. C. L. freight..... 73,589,705 69,948,534 67,048,130 

he a RR PAL” -,2,333,787,044 1,840,954,570 1,690, 762,695 


Following are similar statistics for the fourth quarter end- 
ing December 31, 1923, and the corresponding period of 1922: 


NUMBER OF TONS ORIGINATED 
Per cent 


Classes Quarter ended, Quarter ended, of increase 

of Commodities Dec. 31, 1922 Dec. 31, 1923 1923 over 1922 
Products of agriculture. 37,914,729 36,442,169 *3.88 
Animals and products... 7,728,548 7,901,944 2.24 
Products of miines...... 171,355,343 174,617,308 1.90 
Products of forests..... 24,476,431 26,891,646 9.87 
Manufacture and miscel. 60,238,381 62,438,438 3.65 
Aut ©. ta Weight..... 11,320,231 10,957,505 *3.20 
OE. 6 cs 313,033,663 319,249,010 1.99 


TOTAL TONS CARRIED 


Products of agriculture. 71,745,348 70,570,207 *1.64 
Animals and products... 13,147,521 13,530,922 2.92 
Products of mines...... earn! 304,137,986 3.40 
Products of forests..... 48,088,260 51,808,812 7.74 
Manufactures and miscel. 117,537,366 123,279,110 4.89 
All L. C. L. freight..... 18, "930,48 6 18,426,631 *2.66 

OS Saree ee 563,581,182 581,753,668 3.22 





* Decrease. 
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MIDWEST BOARD ORGANIZES 


The Midwest Regional Advisory Board was organized at a 
meeting of 400 shippers from the states of Illinois, Wisconsin, 
Iowa and the western half of Indiana, at the La Salle Hotel, Chi- 
cago, March 27. This is the ninth similar board to be formed, 
eight others having been organized—the Centralwestern, with 
headquarters at Omaha; the Great Lakes, with headquarters 
at Toledo; the Middle Atlantic States, with headquarters at 
New York; the Northwestern, with headquarters at Minneap- 
olis; the Ohio Valley, with headquarters at Cincinnati; the 
Southeastern, with headquarters at Montgomery; Southwest, 
with headquarters at Dallas; and the Trans-Missouri -Kansas, 
with headquarters at Kansas City. 

Robert C. Ross, general traffic manager of Joseph T. Ryer- 
son & Sons, was elected general chairman of the Midwest board; 
John T. Bowlus, of the transportation department of the Mil- 
waukee Chamber of Commerce, was elected alternate general 
chairman; and Robert Hula, assistant traffic manager of the 
Chicago Association of Commerce, was elected general secretary. 

The executive committee, composed of representatives of 
the different interests among the shippers, was elected as fol- 
lows: 


Banking, A. F. Dawson, President, First National Bank, Daven- 
port, Ia.; agriculture, C. BE. Hearst, lowa Farm Bureau Federation, 
Des Moines, Ia.; 8. HE. Lins ag Illinois Agricultural Association, 
Chicago; live stock, George V. Stewart, Secretary, Milwaukee Live 
Stock Exchange, Milwaukee, Wis.; regulatory, J. W. McCardle, Pub- 
lic Service Commission of Indiana, Indianapolis, Frank L. Smith, 
Illinois Commerce Commission, Springfield, Il., Lewis Gettle, Wis- 
consin aes Commission, Madison, Wis., Frederick P. Woodru ff, 
Board of Railroad Commissioners, Des Moines, Ia.; publicity, M. R 
Myers, Editor, Co-operative Journal, Chicago; chambers of commerce, 

Pierce, T. M., Terre Haute Chamber of Commerce, Terre Haute, 
Ind., W. q Long., ,; e * ies ag! Association of Sterling, 
Sterling Tll.; coal, ag Harwood, M., Illinois Coal Traffic Bureau, 
ee industry, J A, Brough, y M., Crane Co., Chicago., A. R. 
Ebi, T. M., Deere & Co., Moline, Il. 


Following this, chairmen and vice-chairmen were elected to 
head committees for every commodity handled in sizable quan- 
tities in the territory of the four states within the jurisdiction 
of the Midwest board. These officers are as follows: 


Acids and chemicals, Chairman, H. S. Welton, T. M., Victor 
Chemical Works, Chicago; Vice-Chairman, Theo, Walker, Commercial 
Solvents Co., Peoria. 

Autos and trucks, Chairman, K. A. Moore, National Automobile 
Chamber of Commerce, Detroit; Vice- Chairman, Geo. M. Sherman, 
General T. M., Studebaker Co., South Bend. 


Auto parts and accessories, Chairman, G. 8S. Newman, T. M., — 
we a Corp., Chicago; Vice-Chairman, Gc. BS. Hetherington, 
, W. O. Smith & Co., Milwaukee. 


" Agricultural implements and vehicles, Chairman, C. T. Bradford, 
International Harvester Co., Chicago; Vice-Chairman, L. R. Martin, 
T. M., Oliver Chilled Plow Co., South Bend. 


Banking, Chairman, C, B. Hazelwood, Vice-President, Union Trust 
Ca, Chicago; Vice-Chairman, W. G. Edens, Vice-President, Central 
Trust Co., Chicago. 


Brick and clay products, Chairman, C. A. Shanks, Traffic Manager, 
National Brick Co., Chicago; Vice-Chairman, R. O. Youngerman, Traf- 
fic Manager, Mason City Brick & Tile Co., Mason City, Ia. 

Cement, Chairman, E. Gubernator, Traffic Manager, Lehigh 
Portland Cement Co., Chicago; Vice-Chairman, W. S. Morrison, Traf- 
fic Manager, Indiana’ Portland ba ay Co., Indianapolis. 

Corn products, Chairman, Ww. Bingham, T. M., Corn Products 
Refining Co., Chicago; View Chainer "Es. “Gre Burwell, 7. Mw. A. oo 
Stale ey Mfg. Co., Decatur, Nl. 

oal and coke, Chairman, Geo. W. Reed, Vice-President, Peabody 
Coal Co., Chicago; Vice-Chairman, Jonas’ Waffle, T. M., Indiana 
Bituminous Coal Operators’ Association, oy Haute, Ind.; Vice- 
Chairman, W. H. Chandler, Traffic Manager, C. Reiss Coal Co., She- 
boygan, Wis. 

Cereal beverages and mineral waters, Chairman, W. K. Burk- 

ag Transportation Bldg., Chicago; Vice- Chairman, Jacob Younge, 

. M., American Distilling Co., Pekin, Il. 

Cider, vinegar and pickles, Chairman, John Pr T. M., Shippers’ 
Association, Keokuk, Ia.; Vice- Chairman, R. R. Luddecke, ye AS 2 
Fleischman Co. Chicago. 

Chamber x. commerce and general traffic organizations, Chair- 
man, C. S. Bather, Manager Rockford Manufacturers’ & ehipees 
Association, Rockford, Til.; Vice-Chairman, Iowa, L. M. O’Leary, 
M., Chamber of Commerce, Fort Dodge, Ta.; Vice-Chairman, Wiscon- 
sin, H. M. Gehrke, Association of Commerce, Milwaukee; Vice-Chair- 
man, Illinois, H. A. Tuohy, Chamber of Commerce, Springfield, Il.; 
Vice-Chairman, Indiana, C. Ee. Frewiler, Traffic Manager, South Bend, 
Chamber of Commerce. 

Canned goods, groceries and food products, Chairman, E. S. De- 
Pass, T. M., Carnation Milk Products Co., Oconomowoc, Wis.; Vice- 
Chairman, S. Lampman, Jr., Western Grocer Co., Marshalltown, 
Ta.; Vice-Chairman, BH. A. Laing, a & Libby, Chicago. 
c eons. Chairman, R. §. Wallace, T. M., Jaques Manufacturing 

0., ca 
Packing. house products, Chairman, o> Blair, ae, T. M., 
Wilson & Co., Chicago; Vice-Chairman, H  Sunbers’ T , Chamber 
of Commerce, Cedar Rapids, Ia. 

Dairy products, Chairman, J. M. Wright, Secretary, Wisconsin 
Farm Bureau Federation, Madison; Vice-Chairman, Clyde Bechtel- 
heimer, Iowa Dairy Council, ‘Waterloo, m.: E: Scott, Beatrice 
Creamery Co., Chicago. 

Fresh fruits and vegetables, Chairman, J. Walter Fortey.. Vice- 
President DiGiorgio Fruit Corp., “alonge: Vice-Chairman, F. H. Elliott, 
Illinois Fruit Exchange, Flora, IlL; Vice- -Chairman, potato cacti 
E. P. Miller, Vice-President Albert. Miller & Co. 

Furniture, fixtures, musical instruments, sewing machines and 
caskets, Chairman Leo Golden, T. sa Burlin A s _. Associa- 
tion, Burlington, Ia.; Vice-Chairman, W. M., American 
Seating Co., Chicago; Vice-Chairman, J. RS bier oe M., Association 
of Commerce, Sheboygan, Wis. 

Fertilizer and materials, Chairman, B. EF. Sanders, Traffic Manager, 
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& Co., Chicago; Vice-Chairman, V. C. Marzolph, Traffic Man- 
— uscatine Shippers’ Association, Muscatine, Ia. 


Robert C. Ross and Robert Hula were appointed temporary 
chairman and secretary at the opening of the meeting, which 
lasted the entire day. Mr. Ross called on Donald Conn, man- 
ager of the public relations section of the car service division 
of the American Railway Association, to explain the plan, pur- 
pose and function of a shippers’ regional advisory board. 

Mr. Conn began by summarizing the purposes of the board. 
Then, going back to the formation of the Northwest Regional 
Advisory Board, gave some of its history and told of the solu- 
tion of the transportation difficulties which were worked in 
that region through the efforts of the board. Following the 
success of the plan, it was made a permanent organization in 
the latter part of March, 1923.. This was the beginning of the 
nine boards which are now in operation. 

Mr. Conn then spoke in detail of the organization. 


The regional advisory boards function for their territory on all 
matters which come within the purview of the car service division of 
the American Railway Association. They are “service’’ organizations, 
and there are no restrictions on what may be considered by. the 
poard or its committees if they come within these Hmitations. They 
do not deal with rates—shippers themselves in any one region main- 
tain a diversity of interest on this subject...Problems which are 
strictly interrelated with service and car supply, but which come un- 
der the jurisdiction of the traffic departments, will be handled by 
designated traffic officers who will represent the carriers at - board 
meetings. - 


Each commodity committee of the regional board report at every 
board meeting a general or detailed summary of transportation needs 
for their commodity for a definite subsequent period, and having 
familiarized themselves with the other circumstances surrounding 
the prosperity of their particular industry, a general analysis of 
the existing conditions of that industry is made. The first relation- 
ship of any shipper is with his own railroads, and such disputes 
as may arise concerning that railroad should be handled directly 
with it as always, but whenever trouble cannot be settled, or when 
they involve.more than one shipper, or more than one railroad, the 
next step should. be through the committee of the board who rep- 
resents that particular product, and as a last resort brought into 
the board meeting by that committee for review by representatives 
of all industry and agriculture and by all carriers. I suggest a 
definite procedure be adopted which will provide for each of these 
successive steps. 

No railroad or the car service division is represented on the 
regional board, nor have they any vote in its conclusions; however, 
definite committees of railroad officers are appointed to negotiate 
upon call with the committees of the board itself. They meet with 
you, take part in the deliberations, but leave you entirely free to 
take whatever judgment you deem necessary for the public im your 
territory. I think this is a very proper arrangement because the 
railroads are essentially public servants, and the discharge of public 
duty is their first consideration. It does not interfere with ‘the 
relationships of a shipper and his railroad, or a shipper and a groun 
of railroads (on the contrary, the a, basis of. the board 
organizations insist upon their maintenance) but it does serve as 
the missing link in the chain between the relationships of a shipper 
and his railroad, and of that_shipper with the Car Service Division 
or the Interstate Commerce Commission at Washington, 


In dealing with you the railroads “lay all of their cars on the 
table.” We will not attempt to hide our disabilities or exaggerate our 
accomplishments. We expect you to help us correct the former, and 
to. share equally with us in the latter. The regional board, when 
completely organized, will not consume much of any one individual’s 
time, but it is not a scenery organization. It involves as large a 
responsibility on the part of the public to the railroads as they have 
a right to expect, and will receive from them. Disputes between 
different classes of industry and between different interests of the 
public on transportation questions are as vital in the rendering of 
adequate. service as the difference between the different branches of 
public and the railroads. They all play a part in working out this 
common problem. Individual prejudice or selfish interests of either 
individual shipper or carrier have no place in these regional board 
organizations. . 

There is a difference between your territory and that of any 
other regional district in that you are located at the very center of 
industrial, agricultural and transportation activity in the country. 
This district is the hub around which the other regions revolve and 
from which the great arteries of transportation: divert. Your terri- 
tory is one of the most important agricultural producing districts of 
the entire country. It has the greatest variety of industry and it 
has a larger number of different railroads. It is also important 
because it contains the largest transportation center of the world— 
where the western lines commence and the eastern and southern lines 
terminate, therefore your problem is not only different than that of 
any other region in so far as these different conditions obtain but 
it also involves a greater responsibility on the part of the public in 
aiding the railr s to ca out the necessary rules and regula- 
tions governing the distribution of traffic, in car supply and service, 
the results of which are so important in the rendering of adequate 
transportation in all of these other regional territories which are 
80 dependent upon this district. 

he problems that will come. before your regional board and its 
committees and those which constantly confront the many railroads 
in this territory are somewhat different than those which obtain 
in the south, east and far west. Other territories either’ are con- 
fronted directly with the delivery problem or on the contrary with 
an originating problem—they do not have both as paramount issues 
to consider. Your territory does have both to a ve large degree 
and in this respect your board should be the most highly organized 
of. any throughout the country. 


Temporary Chairman Ross then called upon members of 
other regional boards, railroad men and shippers, to express 
their views of the proposed organization. Among those who 
gave it their unqualified approval and commendation were Ken- 
neth Moore, chairman of the automobile committee of the Great 
Lakes Regional Advisory Board; Conrad Spens, vice-president 
.of the Burlington; Colonel F’. G. Robbins, vice-president of the 

e; R. M. Calkins, vice-president of the C. M: & St. P.; R. I. 
Pierce, traffic manager of the Terre Haute Chamber of Com- 


THE TRAFFIC WORLD 811 


merce; and John T. Brown, president of the Live Stock Ship- 
pers’. Association. 


The next meeting of the new Midwest Regional Advisory 
Board will be held May 21, at Chicago. 


COAL PRODUCTION AND SHIPMENT 


“The decline in production of soft coal that has been in 
progress since the middle of January was halted, at least tem- 
porarily, in the second week of March,” the Geological Survey 
says in its current coal report which, in part, follows: 


It is now estimated that the total output in the week ended March 
15 was 9,640,000 net tons, against a revised figure of 9,617,000 tons in 
the preceding week. Of the years for whi weekly statistics are 
available, only in 1919 and 1921, when soft coal production was greatly 
curtailed owing to the business depressions then prevailing, was the 
rate of output so low at this season of the year. 

Preliminary reports of cars loaded during the week (March 17-22), 
show a decline on Monday that may have been partly due to the 
partial: observance of St. Patrick’s Day as a holiday. There was no 
recovery on Tuesday and loadings dropped to 28,695 cars. Should 
there be no recovery later in the week, the total output will probably 
be less than nine and a half million tons. 

The production of anthracite continued to improve slowly in the 
week ended March 15. The total output, including mine fuel, local 
sales and dredge and washery production is estimated at 1,941,000 net 
tons, an increase of 59,000 tons. The rate of anthracite production is 
somewhat less than it was a year ago when the mines were working 
close to capacity to overcome the shortage created by the five-months 
strike.. It compares favorably, however, with the rate at this time 
in other recent years when the production was high. 

The all-rail movement of coal into Eastern New York and New 
England changed but little in the second. week of March. According 
to reports of the carriers to the American Railway Association 3,128 
cars of bituminoug coal and 3,320 cars of anthracite were forwarded 
over the Hudson and through Rouses Point gateway. Comparison 
with the preceding week shows a decrease of 236 and an increase of 
176 cars respectively. The cumulative movement during 1924 to 
March 15 stood at 35,306 cars of bituminous and 34,709 cars of an- 
thracite, an increase in bituminous shipments over the correspond- 
ing period of 1923 of 4 per cent, and a decrease in the anthracite 
shipments of 15 per cent., ‘ 

The tidewater business at Hampton Roads was marked by a sharp 
decline in the week ended March 15. The total quantity of soft coal 
handled over the three piers, at that port. was 283,474 net tons, a de- 
crease of 130,477 tons, or 32 per cent. his is the lowest total recorded 
thus far this year, a decrease of nearly 83 per cent. in.dumpings for 
the foreign account and of 20 per cent. in cargoes for New England. 
Shipments to the other coastwise trade increased slightly. 


_ “The production of soft coal was marked by a sharp decline 
in the week ended March 8,” the survey said in its report last 
‘week which, in part, follows:. 


The total output is estimated at 9,596,000 net tons, a decrease 
of 1,104,000 tons, or approximately 10 per cent. Excepting only 
weeks in which production was limited by the observance of 
holidays, this is the lowest weekly output recorded since the 
close of the strike in August, 1922. 

The rate of anthracite _production remained practically un- 
changed in the week ended March The total output estimated 
from the 35,987 cars loaded for shipment is placed at 1,882,000 
net tons, an increase of 16,000 tons. This estimate includes al- 
lowances for mine fuel, local sales, and dredge and washery pro- 
duction. The weekly rate of output is now approximately 8 per 
cent less than it was last year at this date, and slightly less 
‘than in 1922 and 1921. 

It is now estimated that the total production of soft coal 
in February was 45,725,000 net tons. This decrease of 5,076,- 
000 tons was due in part to an actual reduction in the rate of 
output and in part to the fact that there were less working 
days in February than in January. Production was at a high 





‘rate for this season‘of the year, however; as is indicated by the 


tock shat the output in February set a new high mark for that 
mo % 

Cumulative production during the present coal year to the 
end of February stood at 502,782,000 tons, the second largest 
figure ever recorded for a similar period. Compared with the 
—" year, 1918-19, the present year is about 3 per cent be- 

n 

Complete reports on the movement of coal into Eastern 
New York and New England through the gateways over the 
Hudson are not available and it is impossible to state the total 
quantity forwarded. From the data received it appears that 
shipments of anthracite declined approximately 15 per cent and 
— of soft coal were about the same as in the week 

ore. 

Dumpings over the tidewater piers declined slightly in the 
week ended March 8. The total quantity of soft coal handled was 
413,951 net tons, as against 427,325 tons in the preceding week. 
The chief factor in the decline was a decrease of 31,390 tons in 
shipments to New England, which more than offset increases of 
13,800 and 5,534 tons, respectively, in exports and “other coast- 
wise” shipments. i 

Tidewater shipments of soft coal continued to improve slow- 
ly in February. The total quantity dumped over the piers at 
the Atlantic coal ports was approximately 2,950,000 net tons. 
In comparison with dumpings in January this was an increase of 
90,000 tons, and it was 426,000 tons more than the total for 
November, 1923, when the low mark for that year was recorded. 
The increase was due principally to Taptovement in foreign 
démand and exports increased from 357,000 tons to 450,000 tons. 


Cargoes consigned to New England totalled 1,007,000 tons, an 
increase of 7,000 tons. 


A. R. A. COAL COMMITTEE 


The American Railway Association has advised the Depart- 
ment of Commerce of the selection of the following representa- 
tives of the railroads to serve with representatives of the vari- 
ous branches of the coal industry on the advisory committee 
to the coal divisions: J. R. Kearney, assistant to vice-president, 
Baltimore & Ohio Railroad, Baltimore, Md.; D, E. Spangler, gen- 
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superintendent transportation, Norfolk & Western Railway, Ro- 
anoke, Va.; C. M. Sheaffer, chief of transportation, Pennsylvania 
System, Philadelphia, Pa.; W. J. McGarry, manager, open top car 
section of the car service division, of the American Railway 
Association, Washington, D. C. 


WAGE STATISTICS 


The Bureau of Statistics of the Commission, in its summary 
of wage statistics of Class I roads for the twelve months ended 
with December 31, 1923, says: 


The following summary of wage statistics for the twelve 
months ended with December, 1923, is a consolidation of the 
monthly summaries issued, with certain minor changes. This 
summary will not exactly agree with the compliations from the 
annual reports of the carriers, as the monthly reports do not 
—— adjustments for account of performance in previous 
months. 

The number of employees for the year 1923 averaged 1,879,- 
770, an increase of 234,526, or 14.3 per cent over the average 
employment for the preceding year. The total compensation in- 
creased $373,980,391, or 14.0 per cent. 

The amount of compensation paid employees working on the 
piece-work basis was $63,177,304, or 69.6 per cent over similar 
returns for 1922, Employees of the New York Central Lines and 
the Pennsylvania System received 83.7 per cent of the total 
yt ae * rere cee reported by Class I railroads during 


the 

Ther to >. 7a table shows, for employee groups, the average 
annual compensation, the increase in the average number of 
employees, and the increase in the total amount of compensation 


paid in 1928, as compared with similar returns for the preceding 
year. 





Average annual earnings of 
Employees Employees 
reported on reported on 
daily basis hourly basis 














Year Year Year Year 
Grou 1923 1922 1923 1922 
Executives, officials, and staff 
DA cccseecheeste be ee ---$5,120 $5,029 see's ites 
Professional, clerical and general 2,147 2.115. $1,463 $1,474 
Maintenance of — and struc- 
CUPER 2 cc eeeeee 2,863 2,835 1,085 1,038 
Maintenance of ‘equipment and . 
stores ... eves 2988 2,928 1,513 1,604 
Transportation (other ‘than ‘train, 
engin®é, and yard)............ 1,157 1,153 1.451 1,446 
Transportation (yardm asters 
switch tenders and hostlers) 3,060 3,066 1,764 1,763 
Transportation (train and en- 
BES GOEVICS) cecccccccce ecbe & <leeee ogsee 2,283 2,224 
Total (all employees)....... 2,518 2,474 1,556 1,558 
Increase 1923 over 1922 
Employees Compensation 
— Number P.C. Amount P.C 
Executive, officials, and _ staff 
gi in aI Ri 832 5.4 $ 5,683,257 - 7.3 
Professional, clerical and general 5,206 1.9 7,421,672 1.7 
Maintenance of way and struc- ten 
NS FREER SEG ag Sy = AR cE al 38,935 10.7 59,409,516 15.4 
Matntensnce’ of “equipment and 
SE ok ities’ 6-0 4-tmee.0 6 6b ture -- 184,566 29.6 166,740,273 22.2 
Transportation (other tha 


n 
train, engine and yard)....... 10,963 5.4 
Transportation (yardmasters, 
switch tenders and hostlers) 2,725 11.6 
Transportation (train and en- 
41,299 13.7 


Se UENO)  ovccc cca ste ewe cs 

Total (all employees)...... 234,526 14.8 373,980,391 14.0 

In connection with its summary of railroad wage statistics 
for 1923, the Bureau of Statistics of the Commission prepared 
a chart showing the average annual compensation and average 
number of hours worked per employe, general and division 
officers excluded, from 1916 to 1923, inclusive. 

In 1916 the average annual compensation was 868 and the 
average number of hours worked, 3,148; in 1917, $981 and 
3,117 hours; in 1918, $1,399 and 3,023 hours; in 1919, $1,461 and 
2,629 hours; in 1920, $1,794 and 2,692 hours; in 1921, $1,652 
and 2,489 hours; in 1922, $1,590 and 2,579 hours and 1923, $1,588 
and 2,584 hours. 

The~ bureau said the figures prior to 1921 did not cover 


switching and terminal companies, but that that did not ap- 
preciably affect comparisons. 


JANUARY BIG ROAD FIGURES 


The Commission’s figures pertaining to operating revenues, 
operating expenses, the net railway operating income, and the 
operating ratios of large steam roads—those having a revenue 
of $25,000,000 a year, fifty in number—for January, 1924, show 
a decline in the operating revenues, the operating expenses, and 
the net railway operating income, and an increase in the operat- 
ing ratio. The increase in the operating ratio, taking fifty re- 
porting railroads as a single system, was from 81.4 in January, 
1928, to 82 per cent in January, 1924, 

The operating ratio, as understood by operating men, but 
perhaps by not all shippers, is the percentage relation expenses 
bear to the revenues; that is to say, it shows how many cents 
a railroad had to spend to obtain a dollar of revenue. 

The net railway operating income, based on a definition 
carried in section 15a, is what is left from operating revenues 
after deducting operating expenses, taxes, uncollectible rail- 


16,677,453 5.8 
6,176,484 12.5 
111,871,736 16.6 
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way revenue and net equipment and joint facility rents. Taxes 
are excluded from operating expenses but they are deducted 
from revenues to ascertain the net railway operating income. 
i are not included in the computation of the operating 
ratio. 

The figures for January, 1924, taken from the report of the 
Commission, are as follows: 


3 g 2 
n 
2 g 5 
$ a & $ 
he 5 & bo Sey 
bo bo BS wo 
&s s =e Et 
3 = ha rh 
Region, road and year = o »& A 
Q a o@° aY 
2) 2) a ° 
Total — Roads re- . 
ported ........... 1924 $396,021,918 $324,880,085 $ 44,246,564 82.0 
1923 427,322,197. 347,650,630 652,542,644 81.4’ 
New England Region: 
Boston & Maine .. 1924 6,315,674 5,779,748 92,028 915 
1923 6,313,059 7,004,654 41,499,090 111.0 
New York New Ha- 
ven & Hartford 1924 10,021,174 8,168,457 1,090,107 81.5 
1923 9,911,556 9,331,618 4780,587 94.1 
Great Lakes Region: 
Delaware & Hudson 1924 3,469,878 3,370,847 34,867 97.1 
1923 3,249,516 3,554,500 4400,837 109.4 
Delaware, Lacka- 
wanna & Western 
System ........ 1924 6,992,984 5,607,182 914,166 80.2 
1923 6,671,457 6,113,009 263,764 91.6 
Erie (including 
Chicago & Erie) 1924 9,383,862 8,107,100 829,343 86.4 
1923 10,673,797 9,885,966 144,907 92.6 
Lehigh Valley ... 1924 5,971,120 5,366,312 265,510 89.9 
1923 123,087 5,750,892 4929,033 112.3 
Michigan Central. 1824 7,092,669 5,299,060 1,360,611 74.7 
1923 7, 874, 572 5,217,930 2,020,027 66.3 
New York Central 
(including Boston 
& Albany)...... 1924 29,735,596 23,534,653 4,145,558 79.1 
1923 34,595,883 27,931,423 4,735,140 80.7 
New York, Chicago 
& St. Louis .... 1924 4,369,904 3,603,431 398,488 82.5 
923 4,704,281 3,545,538 751,945 75.4 
Pere Marquette .. 1924 3,096,779 2,623,690 226,775 84.7 
1923 3, 510, 582 2,674,599 545,274 176.2 
Pittsburg & Lake 
ye rr RAE BE 1924 3,008,561 2,428,349 762,046 80.7 
1923 3,536,884 2,433,119 1,282,758 68.8 
EIN once aes 652-5 1924 5,002,363 4,196,229 327,542 83.9 
1923 4,871,238 4,086,930 332,554 83.9 
Ohio-Indiana-Alle- 
gheny Region: 
Baltimore & Ohio. 1924 18,449,738 15,879,276 1,474,461 86.1 
1923 20,556,970 15,618,301 3,609,494 76.0 
Central of New 
POGUE cceiewiws 1924 4,352,088 4,065,741 d209,608 93.4 
1923 4,364,572 3,950,632 hi 90.5 
Chicago & Eastern 
Pee 1924 2,571,632 2,172,557 265,925 84.5 
1923 2,646,132 2,203,715 433,770 83.3 
Cleveland, Cincin- 
pe 1 sete & St. 
pe es peers 924 7,120,149 5,885,362 667,092 82.7 
1923 8,375,812 6,231,581 1,632,252 74.4 
Elgin, Joliet & 
Bastern ...--..- 1924 1,965,130 1,490,530 214,626 75.9 
1923 2,279,658 1,493,918 570,232 65.6 
Long Island ...... 1924 2,299,315 2,112,333 92,771 91.9 
1923 2,321,35 2,100,246 25,900 90.5 
Pennsylvania ..... 1924 50,667,393 42,209,035 5,116,551 83.3 
1923 =55, 648, 930 47,775,794 4,944,481 85.9 
FPS Perey a" 1924 7, 632, 619 6,301,140 1,110,826 82.6 
1923 9,317,220 6,487,690 2,611,598 69.6 


Pocahontas Region: 
Chesapeake & 
6,322,145 


ONIN ....-- eens 1924 
19 42,681 1,374,520 79.1 
Norfolk & Western 1924 10,543 6,117, — 946,063 81.5 


o diet 1,482,138 78.7 
7, 
1923 6, $98, 909 6, 094,2 592,835 88.3 
Southern Region: a, 
¥, 
2° 


Atlantic Coast Line 1924 
1923 


366,892 


5,049,007 
115,731 


1,851,223 68.5 
1,920,391 67.3 


Central of Georgia. 1924 090, 165 1,703,727 297,297 81.5 
1923 2,159,747 1,737,250 325,416 80.4 
Illinois Central .. 1924 13,338,343 10, 356,754 2,221,058 177.6 
1923 14,631,859 11,145,721 2,537,351 76.2 

Louisville & Nash- 
ME... cv. obo na 1924 10,712,529 9,567,814 820,742 89.3 
1923 11,033,127 8,990,333 1,726,743 81.5 
Seaboard Air Line 1924 4,751,837 »780,447 682,301 79.6 
1923 4,487,731 3,518,775 524,958 78.4 
er 1924 11,342,193 8,904,497 1,751,532 78.5 
1923 12,052,414 292,330 2,196,430 77.1 


9, 
Yazoo & Mississip- 
1,772,884 y 


DE VaEey 2.22.0 1924 ,330,106 318,305 75.0 
1923 1,963,262 495,408 342,182 76.2 

Northwestern Region: 

Chicago & North 
Western ........ 1924 11,516,292 9,872,909 606,867 85.7 
1923 12,530,680 10,917,480 756,961 87.1 

Chicago, Milwau- 
kee & St. Paul.. 1924 12,394,833 10,658,111 627,513 86.0 

1923 14,470,239 11,547,405 


1,824,419 79.8 
Chicago, St. Paul, 
Minneapolis & 


CE, 60039 +6 . 1924 2,236,061 1,933,999 104,591 86.8 
1923 2,420,920 1,979,275 335,498 si 

Great Northern... 1924 6,649,601 5,554,567 552,038 83.6 
1923 8,874,960 7,409,965 917,208 83 
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March 29, 1924 


inneapolis, S24 i 
“oo & Sault Ste. 


WOThe.. nt20. 6) om + 1 3,168,102 2,896,668 7,659 91.4 
1923 4,101,903 3,235,817 624,718 78.9 
Northern Pacific.. 1924 6,606,148 5,662,822 509,420 85.7 
‘ 1923 7,888,01 6,728,920 1,021,272 85.3 

Oregon- Washington 

Railroad & Navi- 
gation Co. ...... 1924 2,319,035 1,824,637 261,364 78.7 
: 1923 2,379,995 2,245,695 da100,174 94.4 

Central Western 
Region: 

Atchison, Topeka 
& Santa Fe..... 1924 14,526,365 11,686,131 1,825,465 80.4 
1923 16,448,900 11,244,413 3,964,563 68.4 
Chicago & Alton.. 1924 2,722,438 2,101,765 428,413 77.2 
: 1923 2,942,142 2,266,444 484,916 177.0 

Chicago, Burling- 
ton & Qunicy... 1924 13,026,666 10,657,859 1,341,591 81.8 
1923 15,184,037 11,234,212 2,882,887 74.0 

Chicago, Rock Is- 
land & Pacific.. 1924 9,378,936 7,853,674 537,854 83.7 
1923 10,366,391 8,764,553 817,675 84.5 

Denver & Rio 
Grande Western 1924 2,551,755 2,204,866 207,590 86.4 
1923 2,650,403 2,514,631 421,775 94.9 
Oregon Short Line 1924 2,816,252 2,067,851 446,204 73.4 
1923 3,078,198 2,276,003 538,363 73.9 

Southern Pacific 
(Pacific System). 1924 14,245,685 11,375,395 1,568,304 79.9 
1923 14,230,952 10,837,447 2,016,607 76.2 
Union Pacific .... 1924 7,917,511 5,405,862 1,846,599 68.3 
1923 8,245,007 6,063,094 1,610,048 73.5 

Southwester Region: 

Galveston, Harris- 

burg & San An- 
ES AS 1924 2,060,408 1,848,102 100,418 89.7 
1923 1,891,326 1,673,535 122,315 88.5 

Gulf, Colorado & 
Santa Fe ........ 1924 2,083,597 1,751,283 155,552> 84.1 
1923 2,069,874 1,618,150 295,885 78.2 

Missouri - Kansas- 
WOxGn “scscetk es 1924 2,611,751 1,959,333 557,891 75.0 
1923 2,967,974 2,312,080 546,749 77.9 

Missouri - Kansas- ; 

Texas of Texas. 1924 1,686,888 1,295,360 130,26 76.8 
1923 1,720,922 1,589,011 a177,95 92.3 
Missouri-Pacific .. 1924 9,539,608 7,966,736 931,018 83.5 
1923 8,772,028 7,354,339 599,544 83.8 

St. Louis - San 
Francisco ...... 1924 6,791,901 4,889,944 1,555,564 72.0 
1923 6,797,096 4,861,408 1,569,434 71.5 
Texas & Pacific .. 1924 2,730,633 2,079,252 394,046 76.1 
1923 2,758,314 2,475,357 d12,138 89.7 


OPERATING STATISTICS 

Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports representing 176 Class I roads, 
exclusive of switching and terminal companies, show that in 
January net-ton miles aggregated 34,514,000,000 as compared with 
37,707,000,000 in January, 1923. 

Loaded car-miles totaled 1,243,891,000 in January as com- 
pared with 1,301,704,000 in January, 1923, and empty car-miles 
totaled 671,340,000 in January as compared with 666,365,000 in 
January, 1923. 

The per cent unserviceabble of total locomotives was 19.1 
in January as compared with 26.1 in January, 1923. 

The per cent unserviceable of total cars on line was 6.7 
in January as compared with 9 in January, 1923. 

Car-miles per car-day averaged 25 in January as compared 
with 25.8 in January, 1923. 

Net tons per loaded car averaged 27.7 in January as com- 
pared with 29 in January, 1923. 





NEW ROLLING STOCK 


The following is authorized by the car service division of 
the American Railway Association: 


The railroads on March 1 had 45,074 freight cars on order, ac- 
cording to a tabulation of reports just filed by the carriers with 
the car service division of the American Railway Association. This 
Was an increase of 19,684 cars compared with the number on order 
on February 1. 

Freight cars on order March 1 included box cars totaling 16,994; 
coal cars, 15,632, and refrigerator cars, 7,502. In the month of Feb- 
Tuary, 11,537 freight cars were placed in service, making a total of 
27,729 installed in the first two months this year. Box cars installed 
in the month of February numbered 5,270; coal cars, 4,841, and re- 
frigerator cars 287. 

The railroads also had on order on March 1, 457 locomotives com- 
Pared with 439 on February 1. Locomotives installed in service in the 
Month of February totaled 214, making a total of 485 installed in 


January and February. These figures include new, rebuilt and leased 
equipment. 





GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
uy that $660,448.73 is due the. Missouri Pacific in final settlement 
of the guaranty. The total found due the carrier was $13,243,- 
448.73, of which all but the $660,448 has been paid. The Com- 
Mission also has certified that $9,987.78 is due the St. Johnsburg 
& Lake Champlain; $2,071.56 the New Park & Fawn Grove, and 
$10,669.09 the Bowdon Railway. 


AGAINST CHANGES IN THE ACT 


Senator Robinson, of Arkansas, has submitted to the Senate 
4 Dumber of petitions and letters from citizens of Arkansas 
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asking that no amendments be made to the transportation act. 
The signers are employes of various railroad companies. 
Representative Wefald, of Minnesota, has submitted to the 
House a petition of the Commercial Club of Moorhead, Minn., 
protesting against modification of the transportation act. 


COST OF THE ALASKA RAILROAD 


The Trafic World Washington Bureau 


Before recommending an appropriation of $245,000 to meet 
the operating deficit of the Alaska Railroad in the fiscal year 
ending June 30, 1924, and also $865,000 for replacements and 
betterments on the road in the same fiscal year, the sub-com- 
mittee of the House committee on appropriations in charge 
of the matter inquired into a statement issued by the Interior 
Department to the effect that the Alaska Railroad would be 
“self-supporting” within another year. 

The statement referred to was published in the Traffic 
World of February 9, p. 360. It was a prepared statement 
issued by the Interior Department and quoted Lee H. Landis, 
general manager of the road, to the effect as stated above. 

Representative Cramton, of Michigan, when Colonel James. 
G. Steese, chairman of the railroad, was before the committee, 
said he had observed a statement in the press “about the rosy 
condition of this railroad and how it was now on a self-sup- 
porting basis. That conflicted with information that had been 
coming to our sub-committee and even so late as a week or 
two aga, I think Colonel Steese was before the Senate commit- 
tee insisting that the million dollars that our committee had 
granted for an operating deficit for next year was insufficient, 
and they wanted another quarter of a million, and they applied 
to the Senate committee to get it.’ Summing up, Mr. Cramton 
said it appeared “we are going to have about two or three 
million dollars a year deficit on this railroad.” 

Mr. Cramton obtained a copy of the press statement issued 
by the Interior Department and submitted it for the record. 
The following colloquy then took place: 


Mr. Cramton. In view of that statement, Colonel Steese, are 
you prepared to withdraw your indorsement of the necessity for the 
appropriation here of $1,110,000 or any part of the 1925 Interior bill? 

Colonel Steese. Off the record. 

The Chairman (interposing). Oh, no; let us have this in the 
record. Let us not have anything off the record. 

Colonel Steese. This statement of Mr. Landis’s—of course you 
realize the embarrassing position I am in here——— 

Mr. Cramton. It is not my purpose, Colonel, to urge you at all. 

The Chairman. We do not want you to embarrass yourself at all, 
but just tell us what your own judgment is. 

Colonel Steese. I first saw this statement, which is dated Febru- 
ary 5, yesterday afternoon. I never had any inkling of it before. 

Mr. Cramton. I suppose that was called to your attention about 
the time that the department learned that we really did want Mr. 
Landis here? 

Colonel Steese. That is true. I immediately went to the Secretary 
and asked him just the question that you have asked me. 

Mr. Cramton. I do not want to embarrass you, but was Mr. 
Landis’s sudden decision to leave town yesterday, just at the time 
that your hearing was arranged, and following my invitation, that 
he be here at this time—was his decision to leave town in any way 
connected with the statement that I have referred to? 

Colonel Steese. I do not know anything about that at all, sir. 
Mr. Landis, of course, is not under my direction. He reports directly 
to the Secretary. I went to the Secretary yesterday afternoon, as 
soon as I discovered this statement, and asked Doctor Work whether 
it represented the opinion of the department or whether what I was 
saying represented the opinion of the department. I was directed 
to come down here and defend these estimates, upon the basis that 
Colonel Gotwals and I worked up last fall, and was informed that Mr. 
ton would answer for this statement when he reported to the 

cretary. 

Mr. Cramton. So you feel that you are still representing the policy 
of the department? 

Colonel Steese. 

Mr. Cramton. 





I am representing the policy of the department. 

And do you not withdraw, first, the request for 

the $250,000 additional for 1925, that the Senate has given you? 
olonel Steese. No 


r. 
Mr. Cramton. Or the $1,000,000 that the House gave you? 
Colonel Steese. No, sir; and I do not hesitate to brand that 
statement as preposterous, under any possible basis. 
Mr. Cramton. That is all, Mr. Chairman. 


Later the committee had Mr. Landis before it. He said 
he had been called back from the West to testify. He said 
the publicity man for the Interior Department had asked him 
how the railroad was getting along and that he made the 
statement written by the publicity man and that he assumed 
the responsibility for it. Referring to the statement, Repre- 


sentative Cramton asked questions and Mr. Landis replied as 
follows: 


Mr. Cramton. When that was given out to the public, was it with 
the idea of giving the public real information as to the facts, or with 
the idea of teasing them along, with the idea of making them feel. 
good, that it was something they would like to have happen, but that 
you know will not happen? 

Mr. Landis. The idea was to answer that man’s inquiry promptly. 
That was the first idea. The second idea is that I believe just what 
I say there. The third idea is that I have in mind much negative 
publicity. swhieh the Alaska Railroad has been getting within the last 

‘ew months. 

Mr. Cramton. Hoping that the public would strike an average 
between some reports giving out misformation in one direction and 
this statement, which you gave out in another direction? 

Mr. Landis. I do not know how much interest the public takes 
in it, that is, the newspaper public. 
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Mr. Landis said he would have the road down to where 
it would be “self-carrying” by July 1 a year from now. Repre- 
sentative Cramton told the witness he was talking to the board 
of directors of the railroad and that it wanted the figures on 
which he based his statement. Mr. Landis said he would 
— a statement and later submitted he following for the 
record: 


In response to query by Mr. Cramton, how he justifies his recent 
newspaper announcement to effect that the Alaska Railroad will 
be self-supporting commencing with fiscal year 1926, as follows: 

rst. That while the statement was given to the press as news, 
he was not called upon there to qualify same. 

Second. He is glad to do so by adding: 

Third. That at time he made this statement to press he thought 
all details of the Alaska Railroad appropriation had been agreed upon 
by the House committee. Had this been the case, he felt that with 
$1,250,000 plus $865,000 and $245,000, sums appropriated respectively, 
the necessary equipment, motive power, etc., could be acquired and 
the road brought up to a fair physical condition, so that for fiscal year 
1926, maintenance costs of track and equipment could be held down to 
a low minimum. 

He gives it as his opinion that expenses for 1926, should be about 
as follows: 

Maintenance Of Way structures. .......ccccsccccccccccccccsese $900,000 
I SE NINE ra ran drso'e es nu .bie v:c.cissionbeduvecee sens 180,000 
“Traffic and advertising , 20,000 





Transportation, rail line 683,000 
Expenses, miscellaneous operations..........cceeseeeesecsees 90,000 
EY NS 5:6 a a.ciace-ocls tigaaale ele pale 69918 ne Cheer eslep eK Rpete 150,000 
MTC uAebe duets oo oes eles cies ede rerees etireteeevorese 2,023,000 
Our earnings for fiscal year 1926, should be: 
SEES Seb EU ERs se vaceV cree eee eevee vests Vdekiciuneered ve wee $1,200,000 
I 8 reine ¢ aratdiediaGe d+ OF Sint Ws od CRwOS wid acelbenee sober eatleds 435, 
Na ia aa apo ean: Wiis dl hi@ AGUS EW aI Sale o: viata ieee gieresitaenerere aie 41,752 
i es aa, cores wi ATR al 6.9 0:4 0°49 OWS ox Gc O 8) ole Bebe & ew A opcaaemom 15,000 
RR eee et Petr a eet ee ae ae 35,000 
NN 65 aw. 5d a.8 Sialbe ba ob bo chela cane aeOe ODM Cece 70,000 
I 0 ois. a.tral 6 emiwia/siaie < -6:0 e0-0m waie olen eweueie® 30,000 
te ene winnie da ele oo tdiate die: oor oe. 3 6 %.9.40'6' 04 oe 4 Oey Wee eee 54,000 
EE EI 4 Wd.c'sa he Gicwce 41s GOawsed ces teucdeccdedcesee ead’ 90,000 
TN Jct gilt aqiithe-aitpinealbiMadn~e deehaawee dette sauidaewe 1,970,752 


For the 1925 fiscal year, the maintenance and operating expenses 
must, perforce, continue rather out of proportion, by reason of 
present way below normal condition of track, substructures, and 
equipment generally. Our program contemplates a quite general 
remedying of this. We have inaugurated many devices which wil? 
result in saving labor and financial outlay. Our actual progress and 
increase in freight revenues will not, however, become fully apparent 
until the fiscal year 1926. This will also apply to our passenger 
revenue increases. The result of our advertising and publicity will 
grow rapidly. 

In light of present business prospects, wish to submit as an 
amended statement of our former figures an increase of $50,000 in 1925 
passenger revenues, making total 1925 estimated revenues $1,250,000 
and reducing the 1925 estimated operating expenses as follows: 
PUUNETICO GE WEY GETTIGCUTOR. 66 co.cc ccc cccccccececceccsaces $1,400,000 
Maintenance and equipment 
ee OR ite Cn we Cn tN wd ce ahead nace te tee + eneuaseeme 
Transportation, rail lines 
Miscellaneous operations 


ee 


000 
UR aah gtecscndvceeahseetoecus 683,000 
5,000 


a 


MPR EUT Cr Liesu gure. 2: Gatk.,! cs sce sacce coureenes cenc@an 150,000 
ali Rs Be ate a ate alas a ae gee aaa pare Maoh med 2,518,000 
IES orn, adiad coat acicd 066s Opetaees 0ebecvee’ eee oa ree 1,250,000 
SPL GED SEE. in ecqeuended os ulecd teeweeecescenenstcuek 1,268,000 


Mr, Landis, in response to further questions, said he ex- 
pected that by July 1, 1925, revenues would be running twice as 
large as “they were last July,” and that if that happened, the 
road would be on a self-supporting basis. 

In winding up the hearing of Mr. Landis, Representative 
Cramton said that in the publicity “you give to the public 
as well as to Congress you keep your feet on the earth.” 

Let us have the facts,” said Chairman Madden. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Not Essential to Constitute a “Common Carrier” that It Carry 

Both Passengers and Freight: 

(District Court, D, Oregon.) It is not essential to constitute 
a “common carrier” that it carry both passengers and freight 
or all kinds of freight—Pacific Spruce Corporation vs. McCoy 
et al., 294 Fed. Rep. 711. 
soy ae Determines Status as Common Carrier or Public 

y: 

In determining whether a utility is a common carrier or 
public utility, whether it is operated by a foreign or domestic 
corporation, or whether the corporation is authorized to perform 
a public service by its articles, is not controlling, but the im- 
portant thing is what it does.—Ibid. 

Extent of Use Does Not Determine Common Carrier: 
The extent to which a railroad is in fact used does not de- 
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termine whether it is or is not a common carrier, but the right 
of public use.—Ibid. 


Property Devoted to a “Public Use” Is, to the Extent of the Pub. 
lic Interest, Created, Subject to Public Control: 

When one in effect sets apart his property to a use in which 
the public has an interest, he in effect grants such use to the 
public and as a consequence must submit to be controlled by 
the public for the common good to the extent of the interest he 
has created.—Ibid. 


Railroad Built and Used as Private Carrier Held Not Subject to 
Jurisdiction of Oregon Public Servite Commission ag a 
Common Carrier: 

The United States built a railroad for use in the transporta- 
tion of spruce timber for war purposes only, and later conveyed 
title to a corporation owned by the government. Such corpora- 
tion, pending completion of the road, granted a permit to a third 
party, revocable at any time, to use a portion of the road for 
the carrying of passengers and freight. Subsequently it revoked 
the permit and sold the road to complainant, which bought it 
for use solely as a private logging road. Oregon Public Service 
Commission act (Ore. L., sec, 5829) provides that it shall not 
apply to “logging or other private railroads not doing business 
as common carriers.” Held, that the temporary use of the road 
by the licensee did not impress the propertty with a public use, 
and that the Oregon Public Service Commission was without 
jurisdiction to require its operation as a common carrier.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Bill of Lading on Intrastate Shipment Will Not Be Presumed to 
Be for Interstate Shipment: 


(Court of Appeals of Georgia, Division No. 2.) While a bill 
of lading does not necessarily determine the local or foreign 
character of the shipment, it is prima facie evidence on the 
subject, and, in the absence of proof, direct or circumstantial, 
that an interstate movement was in the contemplation of the 
parties when the goods were delivered for carriage, a bill of 
lading for a purported intrastate shipment will not be presumed, 
without further evidence, to have issued for an interstate ship- 
ment. “There is no presumption that a transportation then com- 
menced is to be continued beyond the state limits.”—Taylor vs. 
Central of Georgia Ry. Co., 121 S. E. Rep. 348. 

No Right of Diversion After Arrival of Goods at Destination 

First Agreed Upon: 

Whatever right of diversion, in the absence of provision 
therefor in the contract, a consignor of goods to himself or 
agent may have under the laws of Georgia, no right to divert 
can be claimed after arrival of the goods at the destination 
first agreed upon. A further shipment will require a new con- 
tract.—Ibid. 


Delivery by Initial to Connecting Carrier on Order of Diversion 
After Arrival at Destination Does Not Extend Liability: 
Where goods have been shipped from one point to another 

in this state, consigned from the shipper to himself, and where, 
on the arrival of the goods at the point of destination, the 
shipper-consignee is afforded an opportunity to receive delivery, 
but névertheless orders the shipment diverted to another carrier 
for further transportation, the liability of the first carrier on 
complying with such order is determined. Having completed 
its contract, it does not extend the relation as carrier merely 
by a delivery to the other carrier designated.—Ibid. 


Federal Acts as to Interstate Transportation Held Inapplicable 
Where Shipper-Consignee Diverted Shipment Into Interstate 
Commerce After Arrival at Destination: : 

In such a case between the shipper and the first carrier the 
acts of Congress in regard to interstate transportation are in- 
applicable, although the second carrier may have received the 
shipment for carriage to a point beyond the state limits.—Ibid. 
Initial Carrier Delivering Goods to Connecting Carrier as Ship: 

per’s Agent Not Liable for Damage on Lines of Connecting 

Carrier: 


The evidence in this case showed, as between the plaintiff 
and the defendant carrier, a contract for an intrastate shipment, 
and that the liability of the carrier was ended when it delivered 
the goods to another carrier for transshipment upon the = 
of the plaintiff, who was both consignor and consignee. a 
damage complained of not having occurred upon the defendan - 
own line, but after delivery by it as the plaintiff's forwarder a 
agent to another carrier, liability as alleged was not prove’, 
and the court did not err in awarding a nonsuit.—TIbid. 
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Held Not to Prove Case Laid on Theory of Breach of Interstate 
Contract of Affreightment: 

Furthermore, a party who lays his case against a railroad 
company on the theory of a breach of an express interstate con- 
tract of affreightment does not establish his case as laid on 
proving that the carriage to the ultimate destination was effectu- 
ated by two separate contracts, one being express and intrastate, 
and the other implied and interstate.—Ibid. 

Measure of Damages for Loss of Interstate Shipments Determined 
by Common Law, as Applied by Federal Courts, and as 
Modified by Federal Statutes: 

(Supreme Court of Mississippi, Division A.) In an action 
for loss of interstate shipment, the measure of damages is a 
federal question and must be determined by the rules of the 
common law, as interpreted and applied in the federal courts, and 
as modified by federal statutes——Yazoo & M. V. R. Co. vs. Delta 
Grocery & Cotton Co., 98 So. Rep. 777. 

Measure of Damages for Loss of Goods During Interstate Trans- 
portation Stated: 

Under the Cummins amendment to the act to regulate com- 
merce (U. S. Comp. St., sec. 8604a), making interstate carrier 
liable for the “full actual loss, damage or injury” to property, 
the measure of damages in wholesale grocer’s action for loss of 
goods during interstate transportation was the market value of 
the goods at the point of destination, and not the invoice price, 
plus freight.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Admission of Telegraph Managers’ Statements Identifying Copy 
of Message Held Not Reversible Error, in View of Further 
Testimony: 

(Court of Appeals of Maryland.) In an action for failure to 
deliver a message, admission of the telegraph manager’s testi- 
mony, identifying a copy of the original as “the same” one shown 
to plaintiff at the telegraph office with her attorney, and as writ- 
ten on the “prevailing form, no other having been used,” held 
not reversible error, in view of his other testimony, and that of 
plaintiff's attorney, further identifying the paper and excusing 
absence of the original—Greer vs. Western Union Telegraph Co., 
128 A. Rep. 447. 


Sender Presumed to Know Operator’s Lack of Authority to Bind 
Company to Send Message Over Own Lines to Foreign 
Country: 


The sender of a message is presumed to know that no oper- 
ator could bind the company by representing that it would send 
the message on its own lines, when it had none to the destina- 
tion named, which was in a foreign country, especially in the 
face of regulations on the blank.—Ibid. 

Sender Bound to Know Rules Limiting Liability Engrafted in 

Contract: ; 

The sender of a message was bound to know the rules and 
regulations ingrafted in her contract against liability of the com- 
pany for delivery by connecting company, whether the message 
was expressly declared subject thereto or not, notwithstanding 
changes made by Hepburn act or Carmack amendment (U. S. 
Comp. St., sec. 8563 et seq. and sections 8604a, 8604aa) in ref- 
erence to initial carriers, in view of Code, art. 23, sec, 363.—Ibid. 
Evidence Held to Show No Negligence in Transmitting Message: 

Evidence held to show no negligence of company, contract- 
ing to send message, in transferring message to connecting com- 
pany.—Ibid. 

Sending Company May Limit Liability to Defaults on Own Line: 

A telegraph company, receiving a message for transmission 
over its own line, becomes sender’s agent to forward it over 
the line of another company, and may by special contract with 
sender limit its liability to defaults occurring on its own line, and 
protect itself against loss occasioned by negligence of connect- 
ing carrier.—Ibid. 

Federal Acts Exclude State Action Invalidating Contracts Limit- 
ing Liability for Unrepeated Telegraph Messages: 

Congress has so far occupied the entire field of interstate 
business of telegraph companies under act June 18, 1910 (U. S. 
Comp. St., sec. 8563 et seq.), respecting interstate telegraph 
tates, as to exclude state action invalidating a contract limiting 
liability for error in sending an unrepeated message to the re- 
finding of the price paid for transmission.—Ibid. 


| Personal Notes | 


; Frank Van Ummersen, acting chairman of the New Eng- 
and Freight Passenger Associations, has been appointed 
chairman, 

V. P. Wall has been made general agent of the Lehigh Val- 


ley, at Los Angeles. M. K. Mix has been appointed general 
‘gent at Denver. 


Fs L. G. Curtis, has been made chief engineer of the Balti- 
te and Ohio, with office in the Grand Central Terminal at 


. 


Chicago, R. L. Sponenberger has been appointed district freight 
representative at Milwaukee. 

W. S. Burton has been appointed foreign freight agent of 
the Western Maryland Railway, headquarters at Baltimore, 
With jurisdiction over export, import and intercoastal traffic 
handled through the port of Baltimore, and will continue juris- 
diction over domestic traffic at Baltimore stations and stations 
Glyndon, Md., and east. E. L. McCaulley has been made asgsist- 
ant general freight agent, headquarters at Baltimore, with 
jurisdiction over the issuance of freight tariffs and construction 
of percentage divisions. 


Edwin F. Cavaleri has been appointed traveling freight 
agent of the Merchants’ and Miners’ Transportation Company, 
with headquarters at Atlanta, Ga. 

A banquet was given in honor of Henry Chapman Shepard 
marking his retirement to the pension roll of honor of the 
Pennsylvania, at the Union Club, March 27. He has been divi- 
sion freight agent at Indianapolis for 20 years. The affair 
marked Mr. Shepard’s seventieth birthday and was attended 
by 75 Pennsylvania officials from Chicago and St. Louis. 

P. C. McCormick has been appointed district freight agent 
at Chicago of the Baltimore and Ohio. 

R. H. Dutiel has been appointed general agent of the Ann 
Arbor, at Minneapolis. 


B. O. Searles has been made division freight and passenger 
agent of the Chicago, Milwaukee & St. Paul, at Sioux City, Ia. 


G. C. Armstrong has been appointed general agent at Cin- 
cinnati. 


DOINGS OF THE TRAFFIC CLUBS 


The following officers were chosen at the annual election 
of the Traffic Club of Chicago, March 25: President, Geo, A. 
Blair, G. T. M., Wilson & Co.; first vice-president, Fred A. But- 
terworth, A. G. 
F. A., Pere Mar- 
quette Railway 
Company; second 
vice-president, W. 
H. DeWitt, Jr., G. 
T. M., Western 
Electric Com- 
pany; third vice- 
president, E. S. 
Buckmaster, A. 
G. A., American 
Railway Express 
Company; secre- 
tary, H. E. Mac- 
Niven, T, M., Ed- 
ward Lasham 
Company, ware- 
house; treasurer, 
R. J. Wallace, T. 
M., Jaques Manu- 
facturing Com- 
pany. Director to 
fill unexpired 
term of W. H. 
DeWitt, Jr., M. H. 
Kennelly, presi- 
dent, Werner 
Bros. Fireproof 
Storage and Fort 
Dearborn Fire- 
proof Storage Company. Directors for two years, BE. K. Flem- 
ing, G. A., Chicago, Burlington & Quincy Railroad; George BE. 
White, G. F. A., Rock Island: Lines; W. L. Taylor, secretary 
and treasurer, Trans-Continental Freight Company; George B. 
Hild, the Henry O. Shepard Company. The result of the elec- 
tion was announced at the annual meeting, held in the evening, 
with a dinner and vaudeville entertaiment. George A. Blair, 
the incoming president, in his brief remarks on assuming office, 
made reference to the attack on the traffic clubs, made by 
Charles F, Rippin of St. Louis, by saying that, in view of 
recent charges that the traffic clubs were dominated by cer- 
tain influences, it was more than ever incumbent on members 
to see that the Chicago club maintained the high standard set 
in the past, and he called on them to realize their responsi- 
bilities. George A. Blair, traffic manager for Wilson & Co., 
whose picture is herewith presented, is also chairman of the 
freight claims committee of the National Industrial Traffic 
League and a member of the executive committee and the board 
of directors of that organization. Before severing his connec- 
tion with the railroads, he was, for two terms, president of the 
American Association of Freight Traffic Officials. He began 
his transportation career as a clerk with the old Ohio & Mis- 
sissippi Railroad, after several years of law study, and pro- 
gressed rapidly through various positions, including that of 
general traffic manager for the Chicago & Alton, and assistant 
freight traffic manager for the C. M. & St. P., which latter 
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position he was holding, in 1918, when he left railroad work 
to become traffic manager of the packing company. 





The Denver Commercial Traffic Club met jointly with the 
Traffic Club of Denver for the purpose of entertaining the traf- 
fic class of the Y. M. C. A. Fred Farrar, vice-president of the 
Colorado Fuel and Iron Company, chairman of the local traffic 
committee, spoke on rates in relation to the Panama Canal and 
the Pacific Coast. E. L. Copeland, secretary and treasurer of 
the Santa Fe, talked on financing and operation of railroads. 





The Indianapolis Traffic Club will hold “Nickel Plate Road 
Night” April 24. John J. Bernet, president of the Nickel Plate, 
will be the guest of honor and W. A. Colston, vice-president 
and general counsel, will make the principal address. Albert 
J. Beveridge, former United States Senator from Indiana, will 
be toastmaster. At noon of the same day, a special luncheon 
will be given in honor of the visiting guests. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its spring meeting and Smoker, March 31. G. R. 
Entwistle, radio editor of the Boston Herald and Traveler, will 
speak on “Broadcasting and Its Development.” The associa- 
tion will hold its annual “Ladies’ Night” April 28. 





The Traffic Club of the Jamestown Chamber of Commerce 
met March 19. A discussion was held of the question, “Should 
not the Classification Committee, representing the carriers, 
permit furniture when shipped in carload lots to be crated with 
less crating than required on less than carload shipments?” 
Following the arguments, H. W. Chapman of the transportation 
department was instructed to take the matter up with A. C. 
Brown, of Grand Rapids, secretary of the National Alliance of 
Furniture Manufacturers, with the view to presenting the mat- 
ter to the traffic council of the alliance for further action. 





The Toledo Transportation Club will hold a stag party 
April 2. 





The Transportation Club of Buffalo held its annual meeting 
December. 23. The officers elected were: President, Walter S. 
Randolph; first vice-president, Ralph S. Brennesholz; second 
vice-president, Wilson D. Sanderson; secretary and treasurer, 
Melchor B. Mason. 





The Traffic Club of New York met March 25. Robert J. 
Cary, general counsel of the New York Central Lines, spoke on 
“Railroad Transportation Problems in Port Authority Territory.” 
Dr. Thomas J. Travis talked on Canada and presented slides 
and motion pictures. 





The Traffic Club of Kansas City will meet April 7. Daniel 
_ Upthegrove, president of the St. Louis Southwestern, will be 
the guest of honor. The club met March 25, and was addressed 
by Frank H. Cromwell, mayor of Kansas City. 





The Transportation Club of Louisville will meet April 1. 
Dr. Solomon Voynichoff, M.S., formerly of Petrograd, will talk 
on Mammoth Cave, which he is now studying. The club met, 
March 17, when the members were entertained by a St. Patrick’s 
Day program. James J. Donohue, general claims attorney of 
the Louisville and Nashville, speaking on, “Is the Menace of 
Government Ownership Real or Imaginary?” said, in part: 


In order to keep pace with the ever-growing country, said 
Mr. Donohue, the railroads this year and for a period of years 
heréafter, will have to expend, for additions and betterments, be- 
tween $750,000,000 and $1,000,000,000. The greater part of this money 
will have to be borrowed. Government ownership advocates, in 
keeping with their policy to make private operation unsuccessful, 
are directing their energies toward making new financing impossible, 
through the spreading of vicious propaganda and through inimical 
legislation—knowing that credit, plus good will, is the keystone of 
the arch of the success of any privately operated institution. Hence 
it is, he said, that since congress convened in December, more than 
one hundred bills have been introduced, practically all of them con- 
templating doing something to the railroads, not one of them 
something for the railroads. In addition, Senator LaFollette has in- 
troduced Resolution 62, instructing the Interstate Commerce Com- 
mission to reduce rates, forthwith, on agricultural products and agri- 
cultural implements to pre-war levels. 

Let the bill to repeal the transportation act, the bills to change 
the method of be coagy railroad property, or the bills divesting the 
Interstate Commerce Commission of the very limited control it now 
has over intrastate rates, be enacted into law, and capital, always 
timid, will shun railroad securities, Private management will be 
unable to furnish the facilities demanded by the country’s transpor- 
tation needs, congress will be forced to take cognizance of the situa- 
tion, the railroads may again be taken over—not as a war measure, 
but as a property-saving measure. And if they are taken over the 
next step will be governmental ownership. There will be no turning 
back to their owners as before. I doubt that railroad security- 
holders would care to have that done. And as long as these and 
other bills are pending, supported, as they are, by a militant minority 
in congress, the menace of government ownership is surely real, and 
not imaginary. 





The Traffic Club of Minneapolis held a special meeting, 
March 24, when the subject of changing the articles of incor- 
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poration and the by-laws was discussed. The club’s orchestra 
broadcasted a program from station WLAG, March 29. A dip. 
ner and smoker will be -held, March 31, when prizes will be 
given to winners in the club’s bowling league and organization 
perfected for next year’s league. 





The Railway and Steamship Traffic Association of New 
York will hold its second annual dinner-dance at the Hotel 
Astor April 24. 





The Traffic Study Club of Akron met March 24 and cop- 
sidered the problem of regulation of the railroads. H. O. Por. 
ter, the B. F. Goodrich Rubber Company, handled the subject, 
“Railway Discrimination,” and H. E. Fox, the Cotter Warehouse 
Company, dealt with “Regulation by the States.” 





The Traffic Club of St. Louis held its “Ford Motor Company 
Day” at the meeting March 24. 





The Transportation Club of Decatur held its fourth annual 
banquet March 20. Former Vice-President of the United States, 
Thomas R. Marshall, spoke on governmental conditions at the 
present and expressed the opinion that transportation problems 
should be handled by men who knew transportation. 





The Border Cities Transportation Club held its third meet- 
ing of the year at Windsor, Ontario, March 19. Frank J. 
Mitchell, mayor of Windsor, talked on “Amalgamation of the 
Border Cities.” 





The Traffic Club of Baltimore will meet April 1. T. V. 


ee chairman of the United States Shipping Board, will 
speak. 





The Savannah Traffic Club held a banquet and business 
meeting March 24. Following this, the formal opening of the 
new club rooms in the De Soto Hotel, was held. C. E. Boul- 
lineau; Edgar Watkins, general counsel of the Atlanta Freight 
Bureau; W. M. McGehee, general counsel of the Southern Rail- 
way; Colonel Gordon Saussy, Savannah, and Judge Henry 
Thurtell, counsel for the Seaboard Air Line, were the speakers. 





The Traffic Club of Brooklyn met March 21. John H. Hyde 
spoke on “Sea Breezes from the South Sea Isles.” The 
secretary of the club was instructed to write Brooklyn repre- 
sentatives in Congress urging favorable action on the bill in- 
troduced to amend paragraph 3 of section 16 of the Interstate 
Commerce Act, to meet the situation growing out of the deci- 
sion by the Supreme Court in the Wolf case. 


NEW YORK SHIPPERS’ CONFERENCE 


The New York Shippers’ Conference held its annual meet- 
ing and dinner at the New York Traffic Club, March 18. The 
members discussed section 28 of the Jones act, and decided to 
delay any action until the April meeting. R. W. Barrett, general 
counsel for the Lehigh Valley, spoke on the relationship be- 
tween the shipping public and the carriers. Officers elected are: 
Chairman, J. A. Hoffman; vice-chairman, J. A. C. Jansen; sec 
retary and treasurer, P. W. Moore; member of the board of 
governors, for the three-year term, L, M. Porter. The chairmen 
of committees were appointed as follows: Speakers, Walter 
J. L. Banham; rate construction and tariffs, W. H. Connell; 
classification, Frank Grace; freight terminal, B. J. Tarof; bill 
of lading, D. T. Waring; express and parcel post, H. M. Freer; 
export and import, C, E. Holtz; publicity, George T. Stuffilebeam; 
membership, Charles Milbauer; reception, F.. B. Fitzgerald; mo- 


tor transport and drayage, George Daniels; legislative, Joseph 
Abbott. 





WISCONSIN TRAFFIC ASSOCIATION MEETING 


The Wisconsin Traffic Association, an organization made 
up of pulp and paper manufacturers, held its annual meeting, 
March 25, at Chicago. The following officers were elected: 
President, W. C. Wing, president, the Fox River Paper Com- 
pany, Appleton; vice-president, C. S. Boyd, president, the AD 
pleton Coated Paper Company; secretary and treasurer, J. 2. 
Bryan. The following were elected as members of the ex 
ecutive committee: Guy Waldo, secretary and manager, the 
Flambeau Paper Company, Park Falls; L. BE. Nash, vice-presi- 
dent, Nekoosa-Edwards Paper Company, Port Edwards; W. H. 
Ryan, purchasing agent and sales manager, Kimberly Clark 
Company, Neenah; J. N. Bergstorm, vice-president, the Berg- 
strom Paper Company, Neenah; H. C. Hanke, treasurer and 
manager, the Rhinelander Paper Company, Rhinelander. 


PALMER ON LEVIATHAN 
President Palmer of the Fleet Corporation, accompanied by 
Commissioner Hill of the Shipping Board, went to Boston, March 
28, to inspect the offices there and to board the Leviathal, 
which has been undergoing repairs at Boston, for the returl 
trip to New York, March 24. 
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INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


The first session of the special House committee appointed 
to investigate the Shipping Board and Emergency Fleet Cor- 
poration was held March 22 with President Palmer, of the Fleet 
Corporation, as the first witness, 

Replying to questions, Mr. Palmer said he was not familiar 
with the details of the sale of the seven vessels to the Dollar 
Line as that transaction took place before he became head of 
the corporation, and he outlined the negotiations that were 
under way with respect to possible sale of the ten “535” vessels 
being operated by the Pacific Mail and the Admiral Oriental 
Line out of Pacific coast ports. 

Questioned by Representative Davis, of Tennessee, relative 
to the operating policy of the corporation, Mr. Palmer said the 
purpose was to maintain essential trade routes. He said that 
consolidation of services was proposed to provide a more flexible 
and a better paying service. 

The scope of the investigation was indicated in the infor- 
mation called for by the committee through Representative 
Davis. Mr. Davis submitted to the board a statement outlin- 
ing the information desired. The committee asked for data 
relating to organization; present personnel and salaries; past 
personnel and salaries; inventory of vessels now owned; in- 
yentory of all vessels sold; prices paid therefor and terms of 
sale; pioneer ship sales; detailed information as to bids received 
for vessels; intangible assets owned and sold; docks, piers and 
warehouses, etc., owned; all other property owned; other proper- 
ties sold; managing operator contracts; husbanding fees; list of 
all managing operators, their ships and routes; managing opera- 
tor accounts; bareboat charter contracts and operation; claims 
settleménts; disbursements for advertising; free passes; steve- 
doring policy; ship repairs; ship supplies; galley and steward 
supplies and construction loan fund. 

The special committee investigating the Shipping Board 
held a brief session March 24 and then adjourned to the call 
of Chairman White. The chairman said before hearings would 
be resumed a plan for conducting the inquiry in an orderly 
manner would be perfected. The data in the hands of the com- 
nittee will be inspected and a program mapped out for the inves- 
tigation. The chairman said he believed time would be saved 
by that method of procedure, 

Chairman O’Connor, of the Shipping Board, was the only 
witness heard March 24, the chairman having requested per- 
mission to make a statement. An indication of the cost of the 
investigation was given when the chairman informed the com- 
mittee that it would cost from $300,000 to $400,000 to prepare 
a complete list of the present and past employes of the board 
and Fleet Corporation. It was suggested that part of the in- 
formation on that subject could be obtained from the records 
of the Walsh investigating committee which made a thorough 
inquiry into the boards affairs several years ago. 

The statement made by Chairman O’Connor follows: 

I was designated chairman of the United States Shipping Board, 
by President Coolidge on February 5, 1924. I have been a commis- 
sioner of that board since June 15, 1921. Commissioner Edward C. 
Plummer is vice-chairman of the board. The United States Shipping 
Board is composed of seven members, appointed under the law, two 
from the states touching the Atlantic ocean, two from the Pacific, one 
from the Gulf, one from the Great Lakes and one from the interior, 
with its membership from both political parties, creating, therefore, 
both a regional and non-partisan administration. Both for con- 
venience and to expedite its duties, administrative problems are re- 
ferred to members of the board for intimate study and review and 
report to the board prior to collective review and action by the board. 
Among the most prominent divisions are the following: 

1. Bureau of Operations of which I am the head. 

2. Bureau of Traffic of which Commissioners Thompson and Plum- 
mer are the heads: 

3. Bureau of Construction of which Admiral Benson is the head. 

4. Bureau of Law of which Commissioner Haney is the head. 

5. Bureau of Research of which Commissioner Lissner is the head, 

6. Bureau of Finance of which Commissioner Hill is head. 

The present board with two exceptions became fully organized in 
the late summer of 1921. At that time the number of employees was 
8,324 with an annual salary roll of $15,861,108. At the present time the 
humber of employees is 3,962 with an annual salary roll of $8,251,060 
thus showing a reduction in personnel of 4,362 in number and annual 
economy in salaries of $7,610,048. At that time also there were 110 
8. B. operators of government vessels. At present time the number 
of operators has been reduced to 38, creating a higher standard of effi- 
ciency and co-ordination. 

The fleet owned by the United States Shipping Board as trustees 
for the government consists of 1,261 steel vessels of which 568 vessels 
are in actual operation. Twenty-one of the vessels in operation are 
tankers. The remainder of the vessels are tied up at various points on 
the United States coast line. The Shipping Board yet owns certain 
Tagmentary pieces of real estate and a small amount of personal 
oa ah A Most of the real estate and personal property has been 
Sh The operation of the fleet under the direction of the United States 
& ipping Board is carried on by the United States Shipping Board 
le ency Fleet Corporation, of which Admiral Leigh C, Palmer was 
lected president by the Shipping Board, the law permitting the fleet 
» be operated either directly by the board or by the board through 
ties agency of the Emergency Fieet Corporation. The Fleet Corpora- 
je is divided into several divisions; namely: division of ship sales, 
a operations, and of repairs, as well as the executive office, the treas- 
bathe Office, the comptroller’s office and the various subordinate 


. The legal i i 
ping Board department is directly under the control of the Ship 
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The total amount of the claims pending on July 1, 1921, and filed 
since that time is $159,199,769.19. laims aggregating $156,432,308.10 


have been disposed of by the board, awarding the aggregate sum of 
$14,280,588.02.. 


The remainder, aggregating $2,767,461.09 remains un- 
settled. More than 95 per cent of the claimants have accepted the 
awards of the board and have given final releases. 

The foregoing statement of claims does not include adjustments 
of contract obligations made in regular course of business by admin- 
istrative officers, 


There is pending in the various courts of the country litigation 
against the Shipping Board or the Fleet Corporation Ngereege 3 cases 
in the Court of Claims arising from matters in whieh the Shipping 


— or Fleet Corporation are involved), in the total of $365,432,- 


There is pending in such courts litigation in which the Shipping 
Board or the Fleet Corporation is plaintiff in the total of $36,178,- 
150.35. This does not include amount of counterclaims set up in 
cases where the Shipping Board or Fleet Corporation is defendant. 

The appropriation of Congress for the fiscal year beginning July 1, 
1923, was one hundred million dollars ($100,000,000). Fifty million 
dollars ($50,000,000) of this was for operation of ships and related 
activities. Fifty million dollars ($50,000,000) was for the payment of 
claims and other outstanding obligations. Of this amount thirty 


million dollars ($30,000,000) was made available for settlement prior 
to July 1, 1923. 


The gross anereting revenues for the year ending June 30, 1923, 
were approximately ninety-seven million dollars ($97,000,000). The 
gross operating expenses were approximately one hundred and forty 
million dollars ($140,000,000). There was an operating loss of about 
forty-three million dollars ($43,000,000). The remainder of the fifty 
million dollars ($50,000,000) appropriation was used in the care and 
preservation of the laid up fleet and administrative expenses inci- 
dent to the liquidation of assets. 


These amounts were appropriated to the United States Shipping 
Board for the Emergency Fleet Corporation. For the Shipping 
Board itself there was a separate appropriation of four hundred and 
fifty-nine thousand dollars ($459,000). 

The receipts from all sales were approximately sixty-three million 
dollars ($63,000,000) of which twenty-five million dollars ($25,000,000) 
was placed in the construction loan fund and the balance returned to 
the general fund of the treasury. 

The United States Shipping Board, when advised that your com- 
mittee was to be appointed, designated one of its attorneys as the 
official to collect and furnish to you such documents, evidence, or in- 
formation as it may possess which you may require, and I advise 
you that the Shipping Board will cheerfully upon request at the 
earliest moment furnish all available data in its possession, and that 
its commissioners, officers, agents, and employees are ready to co- 
ps aoa to the fullest extent in speedily giving assistance to this com- 
mittee. 


OCEAN RATE TREND UPWARD 
The Trafic World New York Bureau 


The ocean freight rate situation was strong but inactive 
last week and most of the interest was centered in the purposes 
and results of the King resolution in the Senate calling on the 
Shipping Board for full information on rate agreements in the 
North Atlantic-United Kingdom trades. The general opinion 
in New York was that there might be a flare-up in the Senate 
over the conference agreements but that nothing definite would 
result, as these are legalized by the shipping act of 1916. 

The charter market, despite the absence of shipments, 
showed a strong trend and further demonstrated the lack of 
available vessels. Shipowners held out for top prices and, 
when shippers refused to meet their demands, the net result was 
failure to close the deals. The few fixtures completed were 
made at the prevailing high levels. 

Rates on the regular lines were firm, and it is generally 
expected that future changes will be upward. President R. H. 
M. Robinson, in the annual report to stockholders of the Amer- 
ican Ship & Commerce Corporation, said further improve- 
ment in the ocean freight situation was expected and his views 
were in line with opinions elsewhere. 

The coal trade was most active in the charter market. 
Several vessels were fixed to European ports at increased prices. 
Boats were chartered to the French Atlantic at $3.00 to $3.25 a 
ton, to West Italy at $3.60 a ton, all for April loading, and to 
Venice at $4.00 a ton. Shipowners showed interest in the 
business at these figures and it is probable that additional ves- 
sels will be chartered. 


The grain and sugar trades were unchanged. Nominal 
quotations for Mediterranean ports were 17% to 19 cents a 100 
pounds, and for Sweden 20 to 21 cents. Sugar was nominal at 
23 shillings, six pence to 24 shillings a ton from Cuba to the 

nited Kingdom and the Continent. 
' Pacific Coast rates to the Orient continued weak as a 
result of the slump in trade and the surplus of vessels, 

The Ward Line has received information, confirmed by the 
Mexican consul in New York, that the Federal forces have cap- 
tured Puerto Mexico and that steamship services will be re- 
sumed. The first sailing from New York will be the steamer 
Antilla on April 12. 

Officials of steamship companies in the South American 
route report that trade is improving, following the slump in 
January and February. The relatively slow movement of the 
last two months was attributed to the heavy shipments in De- 
cember in anticipation of the 25 per cent increase in Brazilian 
customs duties, and also to the readjustment of freight rates 
effective January 1. It is expected that traffic will continue to 
expand until fall. 

Effective with the sailing of the steamer Copan on April 2, 
the Atlantic Navigation Company is inaugurating a weekly 


— 
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freight and passenger service direct from New York to Puerto 
Cortez, Honduras, 

Recent improvement in the oil industry is reflected in the 
larger demand for tankers. All of these vessels owned by the 
Standard Oil Company of New Jersey and also the New York 
company are now fully employed. Many are carrying fuel to 
Japan to replenish supplies destroyed by fire. 

Following their selection by the Fleet Corporation as man- 
aging agents for the North Atlantic-Scandinavian services, Moore 
& McCormack are now selecting the eight out of twelve vessels 
-which will be kept in operation. A fortnightly schedule will be 
maintained. The first sailing under the consolidation will be 
early in April. 

The Admiral Oriental Line, through its general agent in 
New York, T. J. Kehoe, announces that it has closed an agency 
contract with Swayne & Hoyt to operate a regular freight serv- 
ice from Seattle to Australia and New Zealand. The first sailing 
will be the West Katan from Seattle on April 1. Sailings will 
be maintained monthly thereafter. 

The Garland Line, which has transferred its seven vessels 
from the intercoasal to the trans-Pacific trade, this week moved 
its headquarters from New York to San Francisco. William 
Campion, vice-president, and a number of members of the local 
staff have left for the west coast. 

A record of 25 voyages of the American-Hawaiian inter- 
coastal fleet, beginning with the Californian on August 9 last 
and ending with the same vessel in January, shows an excep- 
tional maintenance of schedule. The report, covering westbound 
sailings, follows: Los Angeles, 16 voyages on time, 6 one day 
ahead, 1 one day late, 1 two days late, and 1 three days late; 
San Francisco, 7 on time, 11 one day ahead, 4 two days ahead, 
2 one day late, and 1 two days late. Seattle and Portland show 
a similar comparison. 

Changes in the intercoastal freight regulations, eastbound, 
were made last week at a meeting of the Pacific Coast branch 
of the intercoastal conference. The truck handling charge at 
San Pedro was withdrawn and former regulations were replaced 
by a new rate of 25 cents a 100 pounds to apply on less-than- 
carload shipments. Proposals to increase the rate on canned 
goods were voted down. 


OCEAN CONFERENCES UNDER ATTACK 
The Trafic World Washington Bureau 


Without debate the Senate has agreed to the resolution 
introduced by Senator King of Utah calling on the Shipping 
Board for a report as to ocean rate conferences participated in 
by the Emergency Fleet Corporation. The text of the resolu- 
tion was published in The Traffic World of March 1, p. 542. 


i tedbennenel 


The Trafic World New York Bureau 


Adoption by the Senate of the resolution of Senator King 
for information from the Shipping Board on ocean freight rates, 
conference agreements, discriminations, and other marine mat- 
ters caused considerable surprise in New York steamship cir- 
cles. From the phrasing of the resolution it was assumed that 
a movement against conference rate agreements might be 
initiated, though it was doubted if a new attack on the Shipping 
Board was intended. 

Inquiries among members of the conference lines showed 
that the Shipping Board is not officially a member of the North 
Atlantic-United Kingdom Conference, but it has a representative 
at each meeting and usually charges the same rates as essential 
to stability. 

Under the shipping act of 1916, conference agreements on 
rates are legal when filed with and approved by the Shipping 
Board, which, in this matter, has very much the same authority 
as the Commission over railroad tariffs, All the minutes of 
the conference meetings are on file with the Shipping Board 
Bureau of Regulations in Washington, where they are open to 
public inspection. 

The demand of the Senate for information on discrimina- 
tions and deferred rebates, especially on the eastbound routes, 
was also a surprise. Under the shipping act such practices 
are subject to severe penalties and the board has authority to 
bar from American ports the vessels of any company thus dis- 
criminating against American ships. 


FLETCHER ON MERCHANT MARINE 


The Trafic World Washington Bureau 


Senator Fletcher, of Florida, in a speech in the Senate on 
the merchant marine, said he questioned whether much would 
be accomplished by the special committees appointed by Presi- 
dent Coolidge to study the needs of the merchant marine be- 
cause “the whole collection of material, studies and research 
on this subject of shipping, from Noah’s Ark down to date, can 
be found in the Shipping Board’s records and files.” He added, 
however, that he had no objection to a further study being made 
of the subject. 

The senator referred to the action of the Shipping Board 
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in rejecting bids received by it for the purchase of the William 
Penn, a motor ship, the board having received two bids in the 
neighborhood of $600,000 for the ship. These remarks were 
made in connection with a reference to a press item to the effect 
that the Roosevelt Lines, one of the bidders for the William 
Penn, had ordered four motor ships abroad and that Kermit 
Roosevelt had said his company had tried to buy some ships 
from the Shipping Board, but were unsuccessful. The senator 
compared the action of the board in the William Penn case with 
that in the case of the sale of seven vessels to the Dollar Line, 

Referring to the application of section 28, Senator Fletcher 
said that that was an important step and would result in benefit 
to the merchant marine. He said the fact that putting into effect 
the section aroused some criticism and opposition on the part 
of “our competitors” did not particularly disturb him. 

Senator Walsh, of Massachusetts, asked whether there was 
any chance for shipping legislation at the present session, adding 
that he found that the people along the Atlantic coast were 
dissatisfied with the present policy of the government, and that 
they desired that there be a definite, fixed policy with respect 
to the merchant marine. 

Senator Fletcher replied that he did not see much hope for 
legislation along the lines indicated. 

“What is the reason?” asked Senator Walsh. “Is it because 
private shipping interests have influence enough to prevent our 
government from declaring an independent policy of its own?” 

“I think undoubtedly that is the great influence that is be 
ing exercised,” replied Senator Fletcher. 

“Hidden, subtle, indirect influence?” asked Senator Walsh, 

“I think so, in a measure, unquestionably,” said Senator 
Fletcher. 

“Preventing affirmative action by our government in develop- 
ing a merchant marine?” asked Senator Walsh. 

“I would not be surprised, if we could get to the bottom 
of it, to find that underneath and underlying that influence the 
senator mentions are foreign shipping interests and foreign 
financial interests,” repleid Senator Fletcher. 

Senator Fletcher submitted data from the Shipping Board 
relating to ocean rate conferences. He said ocean rate confer- 
ences might be considered essential to the stability and regula- 
tion of ocean rates, but that they should not be permitted to 
create and perpetuate discriminating adjustments as between 
ports. He said he appealed to the Shipping Board to put a stop 
to rate conferences that resulted in such discrimination. 

The senator said he was convinced that the North Atlantic 
conference was now under the absolute control of British in- 
terests, dictated from London, and that that was the conference 
that was fixing the ocean rates. 


SERVICE FOR HAMPTON ROADS 


The Trafic World Washington Bureau 


A delegation of representatives of ports in the Hampton 
Roads district in a conference with President Palmer, of the 
Fleet Corporation, urged that to those ports be accorded ade- 
quate service when the Shipping Board’s services between North 
Atlantic and United Kingdom ports are consolidated. President 
Palmer said the Fleet Corporation was as much interested in 
the Hampton Roads ports as in any other ports and that it recog- 
nized the necessity of giving them adequate service. In con- 
nection with the conference, Mr. Palmer said a report had been 
brought to his attention to the effect that the corporation planned 
to establish a repair plant for ships at Norfolk, but that there 
was no foundation for the report. The delegation representing 
the Hampton Roads district was made up as follows: 

Senator Swanson, of Virginia; Representative S. O. Bland, 
Newport News; Representative Joseph T. Deal, Norfolk; Thomas 
P. Thompson, president, Norfolk-Portsmouth Chamber of Com- 
merce; Edward E. Palen, president, E. E. Palen Company, S. §. 
agents, Norfolk; W. A. Cox, Norfolk Port Commission; Col. 
W. B. Causey, city manager, Norfolk; H. M. Thompson, secretary, 
Hampton Roads Maritime Exchange, Norfolk; L. C. Neff, Hamp- 
ton Roads S. S. Co., Norfolk; Harry A. Keitz, representing New- 
port News; O. A. Reynolds, secretary, Chamber of Commerce, 
Newport News, and W. F. Taylor, Export Transportation Com- 
pany, New York. 

President Palmer said the consolidation plan to be applied 
to the horth Atlantic-United Kingdom services should be ready 
within the next two weeks. President Potter, of the United 
States Ship Operators’ Association, will confer with Mr. Palmer 


soon in regard to the revision of the managing agency agree 
ments. 





INTERCOASTAL TRAFFIC 


The development of traffic by water between the Pacific 
coast and the Atlantic and Gulf coasts is shown by a survey 
of water-borne intercoastal trade in the calendar year 1923, 
made by the Bureau of Research, United States Shipping Board. 
A summary of the survey issued by the board follows: 


The total cargo movement in tons of 2,240 pounds was nearly 
12,400,000 tons, the eastbound tonnage being 9,600,000 tons and the 
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westbound 2,800,000 tons. Crude petroleum shipments from the Cali- 
fornia fields aggregated 7,435,000 tons, and 7,300,000 tons of this total 
moved through Los Angeles. The petroleum movement was carried 
in 680 tanker cargoes, with an average of more than 10,000 tons per 
cargo. Tse remainder of the eastbound traffic was carried in 449 
cargoes With an average of 4,800 tons per cargo. Of 1,166 vessel 
movements westbound, 622 were tankers, practically all of which were 
in ballast, while 544 voyages of general cargo veSsels carried an 
average of 4,800 tons per cargo. 

Nearly 70 per cent of the total intercoastal trade passed through 
Los Angeles, which had a total, inbound and outbound combined, 
of over 8,600,000 tons. New York ranks second, with 5,876,000 tons, 
more than 4,000,000 tons of this total being petroleum shipments from 
Los Angeles. San Francisco Bay (including Oakland) is third, with 
1,572,000 tons, followed by Baltimore and Philadelphia, with 1,552,000 
tons and 1,549,000 tons, respectively. The Puget Sound district shows 
a total of 1,320,000 tons. Of this 548,000 tons were handled through 
Seattle, 313,000 through Tacoma, 257,000 tons through Everett and 
202,000 tons through various other Puget Sound peate. 

The following table shows the tonnage handled by the principal 
ports engaged in intercoastal trade: 


Total Inbound Outbound 

tons tons tons 
St EE — cinch e dre wseeecescnwe 8,623,036 1,177,463 7,445,573 
SS MEE ok ies 0 bd: Cece wuiegie eweses 5,876,689 5,239,976 36,713 
NS PEE = Rt 1,552,681 00,634 952,047 
ESSE eee ear ren 1,549,169 1,071,808 477,361 
Bee PVAMEINOD. ccccscccccccsccaes 1,472,036 827,728 644,308 
CIEE oierv.o 4 xb 4:0/6-01e- 8's eeieneiew 907,774 744,594 163,180 
PICO, MEME oc cccwccsuseéees 617,721 617,721 7 
rer res re 547,888 283,458 264,430 
RS | Sarena on iaeansieesk Oe onee 511,817 421,336 90,481 
OS Se rrr eee 473,600 269,852 203,748 
MENG; a/c Tae saih PERISIC Ce eawiawieeaee 313,146 33,464 279,682 
BENE. | cGurdi0~- sal Weve sie eee s co wee’ 256,955 2,01 254,938 
SE, Gis. givate see ee nya Cue ones euesine 208,061 22,223 185,838 
ee Re rn ere ree 172,43 351 172,083 


*No shipments outbound. 


WATER-BORNE FOREIGN COMMERCE 


The monthly summary of foreign commerce of the United 
States, issued by the Department of Commerce, shows the fol- 
lowing as to water-borne foreign commerce by value and ton- 
nage of vessels for January and the seven months ended with 
January: 





Groups. January 
Water-Borne Foreign Com- -—————1923 —_ -——192 - 
merce. Dollars Per cent Dollars Per cent 
Imports: 
In American vessels..... 98,960,893 34.17 81,655,839 31.72 
In foreign vessels........ 190,596,190 65.83 


175,732,828 68.28 








Total (except in land 
vehicles and parcels 








WEN Saicawceeena ts 289,557,083 100.00 257,388,667 100.00 
Exports: 
In American vessels... .107,326,122 37.77 134,116,756 38.55 
In foreign vessels....... 176,809,434 62.23 213,783,446 61.45 
Total (except in land 
MOTRIN secs eseeeSs 284,135,556 100.00 347,900,202 100.00 
Tonnage of Vessels. 
Entered: 
MINTOUINE - Siocc zion chews 2,021,325 41.93 1,777,816 41.06 


OPN. 2 vc. wossceesaeess 


2,799,419 58.07 
4,820,744 


2,551,152 58.94 














Total entered ......... 100.00 4,328,968 100.00 
Cleared: 
PEIEIOTICOM 54.55 6.c.0/ogin-s:ie's'« 1,873,220 41.16 1,812,460 39.14 
POUND §.5cok eee deeded 2,678,372 58.84 2,817,952 60.86 
Total cleared ......... 4,551,592 100.00 4,630.412 100.00 
Groups. Seven Months Ending January 
Water-Borne Foreign Com- -————1923-—___-_ -—____ - 
merce. Dollars Per cent Dollars Per cent 
Imports: 


In American vessels.. 585,413,927 83.78 


553,132,588 32.03 
In foreign vessels..... 1,146,950,853 66.22 


1,173,784,281 67.97 








Total (except in land 
vehicles and par- 


PD 
m COlp POBt). ...0....0< 1,732,374,780 100.00 
Exports: 


In American vessels.. 774,555,097 38.71 
In foreign vessels. ...1,226,142,058 61.29 


1,726,916,869 100.00 


882,374,933 39.02 
1,379,069,540 60.98 








Total (except in land 














Vehicles) ...cecses 2,000,697,155 100.00 2,261,444,473 100.00 
Tonnage of Vessels. 
Entered: 
American er ee ee 20,195,999 48.56 16,975,379 41.88 
POON So sseivivionce aun 21,396,080 51.44 23,555,735 58.12 
. Total 9 
Cleared: entered ...... 41,592,079 100.00 40,531,114 100.00 
American we edea awe - 19,909,386 48.80 17,189,657 42.02 
NE. “cinciarycdiguaioncits 20,892,733 51.20 23,724,240 57.98 
Total entered ...... 40,802,119 100.00 40,913,897 100.00 





UNITED AMERICAN LINE GAINS 


The Trafic World New York Bureau 


a of the most important features of the annual report 
“ e American Ship & Commerce Corporation for 1923 was 
~ eg profit of $160,826 from its shipping operations compared 
cs a deficit of $141,678 for the year before. This improve- 

ent of $302,498 was due partly to economies and partly to 


. 
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the slight gain in overseas passenger and freight business. 


The United American Lines are operating agents for the cor- 
poration. 

The report pointed out that ocean rates are now increasing 
and passenger travel improving, with the result that the outlook 
for 1924 is more favorable. 

Consolidated income account for 1923 shows a profit of 
$680,510 compared with $1,790,610 for 1922. The aggregate net 
income of the American Ship & Commerce Corporation and 
as subsidiaries was a profit of $1,046,476 against $2,545,770 in 
1922. The consolidated balance sheet showed current assets 
of $7,658,837 and current liabilities of $6,640,138, the latter 
including notes of $3,800,000 in payment for the passenger 
steamers, Reliance and Resolute. A new loan of $1,000,000 was 
contracted during the year in financing the purchase of the 
new liner, Cleveland, The corporation reported satisfactory 
results from its subsidiary shipbuilding, engine and machinery 
eee. though the net return declined as compared with 

922. 

The report said that the corporation was well satisfied 
with its working agreement with the Hamburg-American Line, 
with which it maintains joint steamship services. 

President R. H. M. Robinson, in his report to the stock- 
holders, said that trans-Atlantic passenger business was not as 
satisfactory in 1923 as in 1922, due to restriction of travel on 
the continent, keener competition, and immigration regulations. 

“The freight rates in 1923 were at a minimum and the 
movement of cargo was restricted in all fields on account of 
economic conditions,” said Mr. Robinson. “In the latter months, 
however, there was a noticeable tendency toward improvement 
in the world’s freight market. Progress was made toward a 
stabilization of the situation in the settlement of trans-Atlantic 
and intercoastal rate disputes. 

“Every indication points to a further hardening of the 
world’s freight market and while a tremendous supply of laid-up 
tonnage is still available, much of it is so deteriorated that it 
is doubtful if it is suitable for active service. As new ship- 
building, both in the United States and abroad, is a negligible 
quantity, it is to be hoped that the year 1924 can offer a con- 
siderably more favorable showing for your freight steamers.” 


FLEET CORPORATION LOSSES 


With the submission this week of the independent offices 
appropriation bill for the fiscal year ending June 30, 1925, by 
the House committee on appropriation, detailed figures showing 
the losses incurred by the individual shipping lines of the Fleet 
Corporation became available for the first time. ; 

The information as to the losses was put into the record of 
the hearings before the committee by President Palmer, of the 
Fleet Corporation, at the request of Representative Wood, chair- 
man of the sub-committee in charge of the appropriations for 
the Shipping Board and Fleet Corporation. 

The statement submitted by President Palmer follows: 


Statement of operating losses Ld routes and services, includ- 
ing insurance, repairs and administrative expenses, for fiscal 
— ended June 30, 1923, and period uly to December 1923, in- 
clusive. 


Fiscal yearended Period July to 
July 30, 1923. December, 1923. 
North Atlantic to United Kingdom: 


Baltimore Steamship Co. ........... $1,217,092.35 $419,169.81 
ae, AE 5. ee eee 681,633.02 464,765.70 
Export Transportation Co. ....... 1,395,613.26 910,211.08 
Moore & McCormack ............. 0,513.96 188,439.82 
Winchester, J. H., & Co....cccccer 796,243.97 477,772.99 
Harris Magill & Co..........e.e0- 40,967.80 a Sa 
United States lines— 

SEE corsselgitte ss wa-hlajewy eee eee 2,099,622.82 811,034.21 
IY sid cctesececeicne || —telemanine 79,151.29 
| eR nso oe ree Leer 6,891,687.18 3,350,544.90 

Gulf and South Atlantic to United Kingdom: 

Se IL 86.5 ob B45 0.6 lasis 00 6 oe ee w 80 586,576.11 384,845.99 
SPOON We OE 5 o6 oss 0.6 6.0100 0 60 974,945.76 477,592.52 
Trosdale, Plant & LaFonta ...... 1,433,300.07 628,577.63 
Waterman Steamship Co. ........ 935,597.97 438,124.69 
EE «a. eUNCR Ade eee Se auras 3,930,419.93 1,929,140.84 
North Atlantic to Continental Eu- 

rope, north of Bordeaux: 
Barber Steamship Line .......... Se A SSA 
Black Diamond Steamship Co. .... 2,059,915.90 1,061,497.10 
Cosmopolitan Shipping Co. ...... 1,602,010.73 797,399.84 
pS eee 85,157.39 181,339.48 
Kerr Steamship Co: ......-ccccees 2! 3: eee 
Moore & McCormack ............ 441,238.24 227,998.15 
SE ea rr 692,289.81 485,064.69 
I SR NN ii ieis di. sveceiawie wes 734,183.45 291,751.62 
SURLOS BUGTING COs. ..ncccccviccevceces 30,734.93 Lee oi 
Susquehanna Steamship Co....... 457,852.50 ee eee 
United States Lines, Bremen!’ 1,788,475.57 218,671.77 

ROIS = See o.cia Sas eo <a we TE ewer 8,321,659.30 2,826,379.11 
Gulf and South Atlantic to Con- 

tinental Europe, north of 

Bordeaux: 
oS RE ae a ee ee 320,823.07 168,582.15 
ae EE «9.60 0 6 0 0bs wows We ree 2,183,450.90 1,291,373.31 








820 


eee ereee 


Sgitcovich Ba <n tall enk-aaa x aide @ 
Tampa Interocean Steamship Co.. 
Waterman Steamship Corporation. 


Total 


North Atlantic to Continental Eu- 
rope, south of Bordeaux and 
including all Mediterranean 
and Black Sea: 

i hs Me a. a cee wee et ole aie 
snpore Steamship Co. 
Ma 


eee eee eee eee eee erase eeee 


lory Transport Lines 
Total 


eee eeene 


Ce ed 


Gulf and South Atlantic to Continen- 
tal Europe, south of Bor- 
deaux and including all Medi- 
terranean and Black Sea: 

Tampa Interocean Steamship Co.— 
Spain and Portugal 
aaa eee 

Trosdale, Plant & La Fonta— 
Mediterranean 
Black Sea 


Total 


es 
eee eee eee wee eeeense 
| 


Atlantic Coast and Gulf Coast to 
Eastern Coast, South Amer- 


ica: 
International Freighting Co. 
Mississippi Shipping Co. 
Munson Steamship Lines?......... 


ND a Bi Sie SU nwrewee doce erg 


Atlantic Coast and Gulf to Orient and 
Philippines: 

Barber Steamship Lines ......... 

Tampa Interocean Steamship Co.. 


rete sects Se neioccs &% 6-48 4m 


Atlantic Coast and Gulf to Inda and 
Dutch East Indies: 
Kerr Steamship Co.— 
India 


I FPR A ice is’ ad's we DIAN oho. Kelis 

Atlantic Coast and Gulf to Australia 
and New Zealand: 

Barber Steamship Lines .......... 

United States & Australasia Lines 


Total 


a a 


Atlantic Coast and Gulf to South and 
East Africa: Mallory Transport 
Ess. 6. ii kas in wien Gu POW oye Sik 
Atlantic Coast and Gulf to West 
Africa: Bull, A. H. & Co......... 
Pacific Coast Ports to East Coast of 
South America: Swayne and Hoyt? 
Pacific coast ports to west coast of 
South America: General Steam- 
Me MG os Oy wii bcmer boo 6 ke eee nat 


North Pastas to Orient and Philip- 
pines: 
Admiral Oriental Lines*......... 
Columbia Pacific Steamship Co.... 


Total 


South Pacific to Orient and Philip- 


pines: 
Struthers & Barry— 
NIT ote Ud as Ube e'p0<.5.6,0,020:0c0.0 
CO ES ee ee 
Pacific Mail Steamship Co.'....... 


NE aia 0 69 eww ov 69-0 nb. ba wea 

Pacific coast ports to Australia: 
General Steamship Co. ........... 
oS SO ER eee 


DE alae dele ONGICe nb 66 ahs e Mbeloe 
Intercoastal service: 
SS Serre eee 
North Atlantic & Western Steam- 
PPR i Gwdad Hutiaeseneearedqes 


EE > Arb os ie wie Gis) a eubo.a Wem & és 6 
Coastwise: Clyde Steamship Co..... 
Pacific to Hawaii: Los Angeles Steam- 

TS a ek See 8S Oe Se + od se 
Oriental feeder service: 
Admiral Oriental Line 


IEE Ss at hinlw ila vee a we oeactiosteie 


West Indies and Caribbean: 
Civgde Steamship Co. ...........%. 
Columbian Steamship Co. ........ 
SE ee NE Serethare Wc b 0-0 wie'sfece cae 
Total 


North Atlantic to west coast of South 


374,790.23 
633,070.54 
850,395.83 
576,591.38 
355,663.71 
152,077.61 


5,446,863.27 


347,141.93 
551,112.30 
674,047.66 


1,572,301.89 


268,514.21 
368,486.85 


465,806.40 
308,915.21 


1,411,722.67 


885,355.89 
564,590.00 


1,783,427.50 
3,233,373.39 


839,267.72 
945,858.80 


1,785,126.52 


876,878.24 
40,844.94 
677,267.91 


1,594,991.09 


103,312.80 
733,294.52 


836,607.32 


544,725.53 
658,434.41 
661,827.23 


89,110.61 


1,1,122,104.06 


908,476.67 


2,030,580.73 


875,845.13 
179,986.64 
743,325.77 


1,799,157.54 


44,025.33 
476,992.96 


521,018.29 


134,570.61 
485,567.91 


620,138.52 


431,103.16 


368,162.53 


124,338.98 
112,561.52 


236,900.50 


240,432.35 
17,042.17 
89,605.00 


347,079.52 
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188,056.44 
285,242.23 
440,098.54 
420,838.83 
173,129.52 
104,679.77 


3,062,000.79 


120,696.21 
388,216.02 
406,331.95 


(915,244.18 


“185,136.13 
204,140.04 


380,947.87 
130,798.65 





901,022.69 


290,159.88 
338,344.82 
1,002,503.42 


245,944.36 
350,655.52 


596,599.88 


278,817.78 


278,817.78 


511,496.92 
363,262.81 
505,723.61 


4,803.77 


392,628.09 
279,680.95 


112,947.14 


266,624.30 ~ 


see teens 


110,355.98 


"110,355.98 


104,244.06 
199,868.03 


304,112.09 


44,471.09 


Ss 


12,142.66 
35,385.40 


47,528.06 


132,031.34 
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America: Wessel Duval & Co..... 194,909.53 168,301.71 
Around the world: Barber Steam- 
ship Lines ...... ike aes ibe einai oon aah wyneeeee 
AAD a hae eRe wd ee 
Total freighters and passenger 
and cargo services ......... 44,430,601.49 18,435,850.46 
Tanker Operations 
From Atlantic ports: 
Columbus Shipping Co. ........... = i ies SE Bel ae 
pe Nee a 144,123.57 226,998.93 
bo OR FR eer ee 337,608.35 177,194.10 
United States Shipping Board.... I oe ae ss a8 
‘iehianalsiiiaesicicataits as ee See 
SE Sw digit dt cede eee ea ven 553,130.32 404,193.03 
ctpuciantchaljiasindiidadiciane EET ee Pahari 
From Pacific ports: Struthers & 

Sl. derwes beh See cUR ss behs ceed at 48,162.61 22,065.07 
TOCA) CAONE 558 hoe Sti eed hs 601,292.93 382,127.96 
POCRs CUE SONGS 6 sae ceed 261,841.85 31,283.74 
Grand total, freighters, pas- 

senger and cargo, tankers 
"> Ree 44,091,150.41 18,085,006.24 


_—_ 


Summary 


NEG WII eon 5. vec wc ee wv e-tete 36,899,463.76 17,355,536.08 


Passenger and cargo service ...... 7,531,137.73 1,180,314.38 
MEE UNEPUEEE 6 cies d 0 6.0.6 6 oc hee pweiteces - 601,292,93 382,127.96 
PE MII as oases wo bal Jah one Vises. pie Ga 261,841.85 - $1,283.74 


NN: avece bigs ew «ose vice omtisie maken 44,091,150.41 » 


1Passenger and cargo service only. *Passenger and cargo and 
freighter service combined. All others freighter service combined. 

*Passenger and cargo and freighter service combined. All 
others freighter service only. 


The eight voyages of the Leviathan in 1923 resulted in a 
total net loss of $70,897.87, President Palmer. informed the com- 
mittee. ; 

“The first voyage, which was from July 1, 1923, to July 25, 
1923, showed a profit of approximately $104,000,” President 
Palmer said. “The second voyage showed a profit of $31,000; 
the third voyage showed a profit of $138,000; the fourth voyage 
showed a loss of $6,000; the fifth voyage, coming in September, 
showed a profit of $5,000; the sixth voyage showed a loss of 
$6,000; the seventh voyage showed a loss of $174,000. That was 
in November. The eighth voyage showed a loss of $164,000, 
making a total net loss for the eight voyages of $70,897.87.” 

The committee, in its report accompanying the bill, made 
the following explanation of the appropriations recommended 
for the Shipping Board and the Fleet Corporation: 


The committee recommends an appropriation of $344,000 for the 
United States Shipping Board for 1925. ‘This amount includes an 
appropriation of $5,000 for printing and binding for the board and 
is $67,500 less than the total available during the current fiscal year, 
but is the amount estimated for 1925. The committee also recom- 
mends that provision be made for the employment of one admiralty 
counsel at $10,000 per annum and one special expert at $8,000 per 
annum. It is necessary to appropriate specifically for these posi- 
tions, as the classification act provides only for a maximum salary 
of $7,500 per annum, ‘ 

It is also recommended that the paragraph providing that no par 
of the moneys appropriated in the act should be used in the repair 
or reconditioning of any vessel if the cost was in excess of $100,000 
until the government navy yards or arsenals had opportunity to 
estimate upon the cost and performance of the work, be eliminated 
from the bill, and that this matter should be left discretionary wit 
the Shipping Board or the Emergency Fleet Corporation in all cases. 
Following is an example of what prompted the committee to — 
this recommendation. Recently an army transport was sent to be 
New York navy yard for reconditioning. It was believed that ample 
time was given for this work, and upon assurances of the yard that 
the date set for completion would be met, freight was booked and a 
schedule made out. Unfortunately, the ship was not delivered until 
the day after she was to have sailed from New York, and the origi- 
nal estimate of $390,000 for reconditioning was exceeded by over 
$100,000. 


An appropriation of $30,000,000 is recommended for the Emergency 
Fleet Corporation. This is the amount of the estimate, and repre- 
sents a decrease of $20,000,000 compared with the amount appropri- 
ated for the current fiscal year. In addition to the above-mentioned 
appropriation. of $30,000,000 for 1925, the committee recommends there 
be made available for the use of the Fleet Corporation the amount 
on hand July 1, 1924, but not in excess of the sums sufficient to —_ 
all obligations incurred prior to July 1, 1924, and then unpaid, and the 
amount received during the fiscal year ending June 30, 1925, from 
the operation of ships. A new section to the paragraph is also = 
ommended which permits not to exceed $6,000,000 derived from the 
liquidation of assets to be used for the expenses of liquidation, ~ 
cluding also the cost of tie-up and salaries and expenses of personne, 
directly engaged in liquidation, and it is also provided that no part 0 
this sum shall be used for the payment of claims. é - 

None of the limitations in the current law have been omitted, 8 
though one has been amended to permit the payment of compensa “e 
to employes in excess of $11,000 per annum as follows: One at je 
to exceed $25,000, two at not to exceed $20,000 each, and four at = 
to exceed $18,000 each. The limitation carried in the currrnt act Ph 00 
vided for the employment of six persons at not to exceed $25, 
each, and two at not to exceed $20,000 each. a 

During 1928. there were tied up approximately 900 vessels, a 
their upkeep and maintenance, together with the costs of liquida = 
amounted to over $7,000,000. During that year there were 2,087 pw 
sel terminations, transporting 131,684 passengers, and 18,786,060 = 
of cargo, at a total loss of over $42,000,000. uring the a 5 
months of the current fiscal year there were 921 vessel termina 2 
the transportation of 102,580 passengers, and 5,969,635 cargo tons, 

a loss of $19,339,144.33. * 5 a 

The Emergency Fleet Corporation is at the present time 
taining 78 services operating 374 vessels. Of the total beget wa 
trade, exports and imports, measured by weight, only 41 per cen 


18,085,00624/ 
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carried in United States vessels. Divided between exports and im- 
ports, United States vessels carried 32 per cent of the exports and 
53 per cent of the iniports. 

The cost of operation of the fleet for the current fiscal year is 
estimated at $140,000,000. For 1925 it is estimated that the receipts 
from operation will be _ $90,000,000, the appropriation of. $30,000,000 
carried in this bill, and $6,000,000 for expenses of liquidation will 
make a total cost of operation of the fleet of $126,000,000. In order 
to bring the expense of operation within this figure, which is $14,- 
000,000 less than the amount estimated for this year, a consolidation 


of routes will have to be put into.effect, by placing certain routes. 


under one operating manager, and by reducing the total number of 
ships on the routes. At present the loss is more than $25,000 on an 
average for each cargo vessel on each voyage. An increase in the 
price of oil, not taken into consideration when the estimate of ap- 
propriation was prepared, may make it necessary to ask Congress 
for a deficiency appropriation during the next year on that account. 
Any reduction in the appropriations recommended in the bill may 
have the effect of forcing a suspension of American-flag operation 
and a chaotic condition adversely affecting American manufaeturers 
and consumers through the interruption of well-established and 
efficient services now in effect. 


President Palmer informed the committee of his plans for 
effecting consolidation of routes and for elimination of em- 
ployes that do not add to the efficiency of the organization. 
Declaring that he was “pressed on all sides” to take on people 
or to reinstate those who had been let out because there was 
no further use for them, President Palmer said “unless we get 
on a basis that will be economical and businesslike, both by 
reduction in the number of ships now netting an average of over 
$25,000 loss per voyage for each ship and by reductions in per 
sonnel and other economies, we are going to get nowhere with 
the merchant marine, and the figures next year will show an 
enormous deficit.” 


SHIPOWNERS DELAY PLANS 
The Trafic World New York Bureau 


Plans of the American Steamship Owners’ Association and 
others interested in the removal of economic and legislative 
handicaps on the merchant marine have been held up tempo- 
rarily until conditions in Congress are more favorable. The 
difficulty of arousing interest in the House and Senate in any- 
thing except sensational investigations has discouraged efforts 
to formulate and put forward constructive marine laws. 

It was learned this week that the shipowners’ committee on 
national shipping policies has no plans for further meetings until 
there is some indication that Congress is in a mood to discuss 
marine affairs. This committee has made a study of several 
measures, including section 28, the Edge and Edmonds bills, but 
believes that a report at this time would be academic only, so 
far as the effect of the shipowners’ opinions in Washington are 
concerned. 

The shipowners also are awaiting the results of enforcement 
of section 28. The principle of the section, restricting pref- 
erential railroad rates to exports and imports in American ves- 
sels, is generally favored, but also there are a number of ship- 
ping men who feel that the law should be applied on specific 
trade routes where the American steamship services are clearly 
adequate, rather than in a sweeping order that includes many 
doubtful lines. Some fear is expressed that the weakness of 
the move in applying the section indiscriminately may tend to 
defeat its purpose by giving shippers and foreign steamship 
interests basis for their claims that trade would be seriously 
disrupted. 

Shipping men here who are in close touch with the con- 
gressional situation say that the bill permitting the Shipping 
Board to utilize the construction loan fund for converting steam- 
ers to motorships is on the calendar and will reach a vote before 
adjournment. As there is no opposition to the measure, it is 
expected to pass quickly. 

It is understood also that the commercial treaty with Ger- 
many will go over until the next session, when defeat of the 


oo objectionable to the shipowners will probably be elimi- 
ed. 


FLEET CORPORATION SALARIES 


_ The sub-committee of the House appropriations committee 
in charge of the independent offices appropriation bill has de- 
cided to limit the salaries of Fleet Corporation officials to the 
amounts recently fixed by President Palmer of the Fleet Cor- 
poration. The recommendation is that provision be made for 
one salary not in excess of $25,000, for two salaries not in excess 
of $20,000, and for four salaries not in excess of $18,000. The 
Maximum for all other officials ill be $11,000. 


VESSELS IN SERVICE AND SECTION 28 
Inquiries at the Shipping Board as to adequacy of service 
ow the American flag when section 28 goes into effect May 20 
ent out from board officials that the Fleet Corporation has 
« service 379 vessels of approximately 2,216,742 gross tons 
6a 3,325,113 deadweight tons, and that, in private operation, 
: ere are in service that will be affected by section 28, 271 


€ssels of 1,389,817 gross tons, making a total of 650 ships in 
Service, 
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The Fleet Corporation has tied up 866 vessels with a dead- 
weight tonnage of 5,510,354, and of 4,676,906 gross tons. Private 
owners have tied up 170 vessels of 546,555 gross tons. 

It was declared at the board by officials that there was no 
doubt as to the adequacy of tonnage for general freight service, 
although there appeared to be some doubt as to the facilities 
for special or high-grade commodities. The latter question is 
being inquired into by the board, it is understood. 


ROUTING OF PAPER 


An attack is made on the restriction of routing of paper 
shipments from Kalamazoo, Mich., to points in Illinois and Wis- 
consin, under the New York Central’s Supplement 22 to I. C, C. 
1047 in I. and S. 2063, heard before Examiner C. W. Griffin, 
March 25, at Chicago. 

M. S. O’Connor, chief of the tariff bureau of the New York 
Central, explained the point in the suspended tariff which was 
protested. A circle symbol appear ing opposite item 4260-B on 
page 12 refers to the note, which reads, in effect, that the rates 
apply only when shipments are delivered by the New York Cen- 
tral, the E. J. & E., or the Indiana Harbor Belt, direct to carriers 
serving the destination. 

He said the contention of the protestants that Mount Morris, 
Ill., was entitled to an intermediate rate on shipments from 
Kalamazoo was opposed because it was not intermediate 
on the lines party to the restricted routing. He contended that 
there was no advance in rates, despite the symbol for the 
advance used in the tariff and that the only change was in 
routing. The symbol for an advance had to be used, since 
— was no reduction and the tariff allowed but the two sym- 

ls, 

The restriction, he went on to explain, was made to gain 
workable route and to prevent the spread of lower rates through 
the use of unduly circuitous lines. 

W. S. Short, traffic manager of the Seaman Paper Company, 
Chicago, testified that his company’s interest in the proceeding 
began when its customers in Mount Morris asked aid in getting 
the rate that applied to Freeport, which was 21% cents, as 
compared with the Mount Morris rate of 24% cents. 

He said he had interviewed freight officers of the different 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the tions touch with each other. e@ rates for 

ents are as follows: First ins 








free correspond: held in strict co 
TRAFFIC WORLD, 418 South Market Street, Chicago, I. 
POSITION WANTED—Experienced Traffic Manager, I. C. S. grad- 


uate with general office experience, wishes to locate with small grow- 
ing concern. Address Box 639, Traffic World, Chicago, Ill. 


POSITION WANTED—As Traffic Manager or Assistant, familiar 
. C. C. procedure, rates, tariffs, classifications all territories, and 
traffic problems in general, first-class record, employed but wish to 
make change for greater responsibilities. Address ‘“JGC,’’ Traffic 








World, Chicago, Ill. 


TRAFFIC MAN—Seven ’ experience in all details pertaining 
to traffic, shipping and han men; last three years served wi 

large manufacturer; can furnish best references. Address I. G. N. 
589, Traffic World, Chicago. 


SITUATION WANTED—Traffic manager or assistant; seventeen 
years’ industrial-railroad experience; through knowledge rates, claims, 
I. C. C. law; executive ability; single; correspondence-interviews 
solicited. Address Box 635, Traffic World, Chicago, Ill. 


EXPERT SHORT LINE RAILROAD EXECUTIVE—Open for posi- 
tion due to present connection consolidating. Twenty years’ experi- 
ence with Class II line; six years as Traffic — 4 and last eight as 
General Manager. Age 42. Qualified to handle all departments. 
Guarantee efficient and economical operation of short line property 
one de gpa of territory. Address Box 631, Traffic orld, 

cago, 
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MANUFACTURERS WAREHOUSE CO. 


1716 West Latayette Boulevard 


Commercial and Bonded Warehouse 
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railroads that would be involved in shipments from Kalamazoo 
to Mount Morris and obtained an expression of willingness to 
give to 21%-cent rate. This willingness was later confirmed by 
letters, three of which he introduced as evidence. 

He testified that the Seaman Paper Company met competi- 
tion from Wisconsin sources in its trade at Mount Morris. The 
reason for the paper moving from Michigan despite the higher 
rate, he explained, was due to a superior quality. 

James F. Dougherty, traffic manager of the Michigan Paper 
Mills Association, introduced ‘exhibits showing the routes from 
Kalamazoo to Freeport and to Mount Morris, which, he con- 
tended, was intermediary. He said the route eliminated by the 
suspended tariff, via the New York Central-C. B. & Q-Illinois 
Central, was about 129 miles, as compared with the route al- 
ae by the tariff, via the Chicago, Milwaukee & St. Paul, 132 
miles. 

In regard to Mr. O’Connor’s statement that the restriction 
was made to prevent the spread of the lower rate, he said the 
carriers had voluntarily given a lower rate to Hamilton, O. 

Under cross-examination by D. P. Connell, representing the 
respondent, it was brought out that some shipments had moved 
to Mount Morris on both the 21% and the 24% cent rates. An 
argument developed as to whether the one was an undercharge 
or the other an overcharge. 

Mr. Dougherty concluded his testimony by expressing the 
opinion that the sixth class rate, on which paper moved, was 
not a proper basis in view of the fact that many competitors in 


different parts of the country had the advantage of a commodity 
rate. 





REPARATION ON PAPER 


Reparation is sought on nineteen carloads of paper bags 
shipped from Marinette, Wis., between August 6, 1920, and 
May 19, 1922, to points in Texas, in Docket 15484. The Victory 
Bag and Paper Company against the Santa Fe et al., heard 
before Examiner C. W. Griffin, March 26, at Chicago. 

Miss F. A. Gray, secretary and treasurer of the Victory 
Bag and Paper Company, testified that the complainant met 
competition in the Texas territory from points on the Atlantic 
Seaboard, St. Louis, and Orange, Texas, She said all ship- 
ments were sold delivered—that is, with freight charges paid— 
and that a difference of five per cent in the price of the product 
would lose the sale in Texas, a difference that was made almost 
necessary by freight charges, 

James A. Hackett, assistant traffic manager for the Victory 
Bag and Paper Company, testified that, at the time of the 
shipments, the tariff gave two rates that were applicable, one 
a $1.17% rate and the other 1.241%. The first had a valuation 
restriction, while the latter did not and was the one applied. 
He said the Commission had ruled that valuation features 
were invalid, but the rates, in such instances, should stand. He 
contended that the $1.171%4 rate should have applied. , 

R. C. Trovillion, assistant general freight agent of the 
M. K. & T., said the position of the carriers was that “the 
rates grew out of the decision and order in Docket 11950, 
which brought about a general readjustment, He contended 
that reparations were not warrantable under a general readjust- 
ment. He introduced an exhibit comparing the commodity rates 
on paper bags and wrapping paper from Marinette to Texas 
points with commodity rates to the same destinations from St. 
Louis, New York and Baltimore, a comparison which, he main- 
tained, was favorable to the complainant. 


HEARINGS ON LABOR BILL 


The Trafic World Washington Bureau 


Further trial of labor provisions of the transportation act 
and of the Railroad Labor Board was urged, March 28, before 
the Senate interstate commerce committee, by Hale Holden, 
chairman of the Association of Railway Executives, and Daniel 
Willard, president of the Baltimore & Ohio, when they appeared 
in opposition to the Howell-Barkley railway labor bill. Holden 
said the bill proposed radical changes in present established 
methods of dealing with railroad labor questions and that, in 
important features affecting the public interest, it proposed back- 
ward steps. He said the measure proposed to adopt the war- 
time scheme of national boards of adjustment and that the rail- 
roads opposed the creation of such boards. He said nominations 





to the boards were provided for in a manner that would effec- 


tively establish the closed shop on American railroads and de- 
prive hundreds of thousands of rail employes, not members of 
the regular organized railroad unions, from voice in the selec- 
tion of representatives or force then into the unions. 

Willard, concurring in Holden’s statements, said he consid- 
ered the labor provisions of the transportation act, as a whole, 
the best scheme that had been thus far set up for dealing with 
the railway labor problem, and that, if the managements and 
employes would earnestly try to compose their differences by 
the aid, when necessary, of the machinery provided by the law, 
just as good results could be obtained as could be expected under 
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any other possible scheme. He said he was convinced the 
scheme proposed by the bill would not only not work better than 
the existing provisions, but would fall far short of obtaining 
the results. the public at least had a right to expect from legis. 
lation of the character. 


C. OF C. REFERENDUM 


The Trafic World Washington Bureay 


A proposed national policy of transportation development, 
looking to the co-ordination of rail, water, and highway trans. 
port, was submitted March 24 to the 1,200 organization mem- 
bers of the Chamber of Commerce of the United States. 

The policy is formulated in a series of fourteen recom- 
mendations made by a special committee on transportation of 
the national chamber, of which Harry A. Wheeler, of Chicago, 
is chairman. They are based on conclusions reached by six 
committees, which made an exhaustive study of various aspects 
of the transportation problem, and on the conclusions of the 
National Transportation Conference held in Washington last 
January, under the auspices of the national chamber. 

Among the questions submitted to the judgment of the 
business interests of the country are the retention of the trans. 
portation act without substantial change, railroad consolida- 
ion, the relative readjustment of freight rates, a national sur- 
vey of inland waterways and the establishment of store-door 
delivery by rail and motor carriers. 

The recommendations on which the referendum vote is be 
ing taken are: 





1. The'national transportation policy should aim at development 
and maintenance of an adequate system of rail, water and highway 
transportation with full co-operative service of all agencies that will 
contribute to economy and efficiency. 

4 he important principles of the transportation act of 1920 
should be continued without change until there has been further 
experience. ; 

3. The principle of recapture of a fair proportion of excess rail- 
road earnings should be maintained in the public interest as essential 
to the rule of rate making. 

4. Supplementary legislation should be enacted in harmony with 
the general principles of the transportation act to facilitate consolida- 
tions by voluntary action subject to the approval of the Interstate 
Commerce Commission. 

5. The policy of connecting and co-ordinating terminal facilities, 
with provisions for joint use prescribed by the Interstate Commerce 
Commission, be applied as rapidly as practicable. 

In place of any attempt to deal with rates and other prob- 
lems of regulation of common carriers through legislation—neces- 
sarily inelastic—such problems be handled by properly constituted 
federal and state administrative agencies. 

7. Instead of any attempt at general reduction at the present time 
the existing administrative agencies, under their established methods 
and with all possible dispatch consistent with proper study and in- 
vestigation, proceed with readjustment of relative freight rates. 

Congress should direct the army engineers to make a com- 
prehensive survey and present a definite plan and schedule of prior- 
ities for waterway development. 

9.To determine more fully the possibilities of inland waterway 
transport under private operation and thus enable the government 
the sooner to dispose of the lines, the secretary of war be given 
authority and funds to continue operation of the barge lines on 
the Mississippi and Warrior Rivers in accordance with good com- 
mercial practice. F 

10. Waterways service, including through rail-and-water routes 
and rates with suitable divisions of rates between the two types of 
carrier, be facilitated by public and private agencies wherever econ- 
omically warranted and in the public interest. 

11. Optional store-door collection and delivery with reasonable 
and separately itemized trucking charges in the published tariffs be 
established as rapidly as practicable by agreement between carriers 
and shippers, beginning at the centers of greatest congestion. 

Wherever experience indicates that it will be in the public 
interest, regulatory bodies should facilitate the utilization of motor 
transport to replace uneconomical forms: of rail service, to relieve 
yard and terminal congestion, and to extend existing steam and elec- 
tric railway services. ht 

13. The rates and services of motor common carriers, both freig 
and passenger, should be subject to regulation by the state and fed- 
eral commissions which have jurisdiction over the operation of other 
common carriers having particularly in view insuring to the public 
adequate, economical and continuous service. 

14. In addition to bearing an equitable share of the general ts 
burden, the road users should pay the entire cost of maintenance 0 
highways through special taxes levied against them, such special taxes 
being applied exclusively to that purpose. 


“The fourteen recommendations represent the first attempt 
that has been made to formulate a policy covering all three 
agencies of transportation—the railways, the highways and the 
waterways,” the chamber said. “They are the result of de- 
liberations in which shippers and carriers, representatives of 
agriculture, industry, mining, banking, insurance and commerce 
have participated, as members of the committees which made 
the preliminary studies and of the Transportation Conference 
which considered them.” 

In addition to Harry A. Wheeler, chairman, the members 


of the special committee on transportation who signed the re 
port are: 


John E: Blodgett, president of the National Lumber Manufactur- 
ers Assn., Grand Rapids, Mich. ; ie 
H. W. Bramley, vice-president, Sibley, Lindsay & Carr Co., Ro 
ester, N. Y. iflard 

W. J. Dean, of Nicols, Dean & Gregg, St. Paul; F. C. Di So. 
Sherman, Tex.; Paul J. Kruesi, president, Southern Ferro Alleys, ai 
Chattanooga, Tenn.; George W. Niedringhaus, president, Nation 
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March 19, 1924. 


PORT OF HOUSTON 


The Second Cotton Export Port of the United States. 
Tonnage through the Port of Houston continues to increase. 
The statistics below speak for themselves: 


The first two months of 1924—two hundred and forty-five arrivals and departures, handling 
632,882 tons of import, export, and coastwise freight. 


During the same period of 1923—one hundred and ninety-eight arrivals and departures, handling 
401,527 tons of freight, and in 1922 there were one hundred and twenty-one arrivals and depart- 
ures, handling 259,049 tons of freight. 


A first two months of 1924 show an increase in tonnage of 144% over 1922, and 58% over 


Why has the tonnage thru this port continued to increase? 


Because reliable steamship lines furnish dependable and regular service to most leading ports 
of the world. 


Seventeen railroads serve the Port of Houston and connect with the Public Wharves through 
the Public Belt Railway. 


Trunk Lines in all directions to main and assembly and distributing points. 

Modern wharf facilities designed to give quick’service to both ship and shipper. 

Contractors are busy constructing four new concrete wharves to accomodate our rapid increase 
= mga and private corporations are contemplating the early construction of additional wharf 
acilities. 


For these reasons and many others, direct your shipments via Houston. 


Tariff and Particulars mailed upon request. 


DIRECTOR OF THE PORT, 










5th Floor, Court House, Houston, Texas 






14 Buildings in Downtown Wholesale District for Merchandise Storage 
L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE C0., MINNEAPOLIS 
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Enameling and seacening. Co., Granite City, IlL; Charles L. Sanger, 
vice-president, Sanger Brothers, Dallas, Tex.; Henry D. Sharpe, 
Brown & Sharpe tg. Co., Providence, R. L.; H. D. Trunkey, vice- 
president, McClintock-Trunkey Co., Spokane, Wash.; J. J. Wait, 
Hibbard, Spencer, Bartlett & Co., Chicago, IIL 





I. C. C. APPROPRIATION FOR 1925 
The Trafic World Washington Bureau 


The House committee on appropriations, in reporting this 
week the independent offices appropriaation bill for the fiscal 
year ending June 30, 1925, made provision for the payment of 
annual salaries of $10,000 each to the Commission’s chief counsel, 
director of valuation, one supervising engineer, and one super- 
visor of accounts, because under the classification act the Com- 
mission would be required to reduce all salaries to a maximum 
of $7,500 July 1, 1924. In its report, the committee said: 


Appropriations for the Interstate Commerce Commission are rec- 
ommended in accordance with the estimates submitted in the budget 
for 1925. The total of the appropriations in the accompanying bill is 
$2,262,284, which amount is $641,576 less than the total of the appro- 
priations for the current fiscal year. 

Under the general expense and salary appropriation the commit- 
tee recommends that provision be made for the employment of one 
chief counsel, one director of finance, and one director of traffic, at 
$10,000 each per annum. Under the classification act the maximum 
rate of compensation aupthorized is $7,500 per annum, and unless 
specific authority is granted to continue the present rates as carried 
in the bill, they will have to be reduced on July 1 to the maximum 
rate under the classification act. The chief counsel has been em- 
ployed by the Commission for 21 years, and is a man of exceptional 
ability. It is his duty to prepare or supervise the preparation of 
briefs of all cases in the federal courts, and in addition averages 30 
Opinions a month on legal propositions presented to him by the mem- 
bers of the Commission and by the various bureaus. 


The transportation act gave the Commission authority over the 
issuance of securities by the railroads. This requires a careful sur- 
vey of the financial standing of the carrier itself, and of its needs 
for the issuance of additional securities and all other attendant facts 
and circumstances. Securities to the extent of over $1,000,000,000 a 
year must be passed on by the director of finance, and in addition 
he also ppenee upon certificates of convenience and necessity for the 
construction of new lines or additions to existing lines and passes 
upon certificates of abandonment of lines. 

The responsibility of the Commission with reference to traffic 
was largely increased by the transportation act anda director of 
traffic who had experience with carriers in traffic matters was se- 
cured. It is his duty to meet traffic officials in all parts of the coun- 
try, not only of the carriers, but also of the chambers of commerce, 
traffic bureaus, etc., and by reason of his experience and wide 
knowledge of traffic matters, has been able to reconcile differences 
of opinion, thus preventing the necessity of filing formal complaints 
before the Commission. 

In the paragraph appropriating for the valuation of the property 
of carriers, provision is made for one director of valuation, one 
supervisor of land appraisals, one supervising engineer, and one 
supervisor of accounts, at $9,000 each per annum, because of the 
limitation of $7,500 in the classification act. All of the men occupy- 
ing these positions have been with the Interstate Commerce Com- 
mission since the beginning of the valuation work in 1913, and have 
acquired invaluable experience and training. In addition their serv- 
ices as witnesses in the hearings on protests and in the cases in 
court where the valuation reports are being assailed, make their 
especial talents valuable to the government. 


The bill provides for the following appropriations for the 
Commission: 


- rte steven commissioners, at $12,000 each; secretary, $7,500; in 
all, ,500. 

For all other authorized expenditures necessary in the execution 
of laws to regulate commerce, including one chief counsel, one direc- 
tor of finance, and one director of traffic at $10,000 each per annum, 
and per diem in lieu of subsistence when allowed pursuant to sec- 
tion 13 of the sundry civil appropriation act approved Aug. 1, 1924, 

2,148,000, of which sum there may be expended not exceeding 
50,000 in the employment of counsel; not exceeding $3,000 for neces- 
ks, reports, and periodicals; not exceeding $100 in the open 
market for the purchase of office furniture similar in class or kind 
to that listed in the general supply schedule; and not exceeding 
75,000 for rent of buildings in the District of Columbia: vided, 
hat this appropriation shall not be available for rent of building in 
the District of Columbia if suitable space is provided by the Public 
Building Commission. 

To enable the Interstate Commerce Commission to enforce com- 
pliance with tion 20 and other sections of the act to regulate com- 
merce as amended by the act approved June 29, 1906, and as amended 
by the transportation act, 1920, including the employment of neces- 
sary special accounting agents or examiners, and including ta diem 
in lieu of subsistence when allowed pursuant to section 13 of the 
sundry civil yy ee act approved Aug. 1, 1914, $537,524. 

To enable the Interstate Commerce Commission to keep informed 
regarding and to enforce compliance with acts to promote the safety 
of employes and travelers upon railroads; the act ns com- 
mon carters to make reports of accidents and authorizing investi- 

ations thereof; and to enable the Interstate Commerce Commission 
o investigate and test block-signal and train-control systems and 
appliances intended to promote the safety of railway operation, as 
authorized by the joint resolution approved June 30, 1906, and the 
provision of the sundry civil act approved May 27, 1908, including 
the employment of inspectors, and per diem in lieu of susbsistence 
when allowed pursuant to section 13 of the sundry civil appropriation 
act approved Aug. 1, 1914, $375,000. 

For all authorized expenditures under the provisions of the act 
of Feb. 17, 1911, “‘To promote the safety of employes and travelers 
upon railroads by compelling common carriers engaged in interstate 
commerce to equip their locomotives with safe and suitable boilers 
and appurtenances thereto,” and amendment of Marcch 4, 1915, ex- 
tending ‘“‘the same powers and duties with respect to all parts and 
appurtenances of the locomotive and tender,” including such steno- 
graphic and clerical help to the chief inspector and his two assist- 
ants as the Interstate Commerce Commission may deem necessary, 
and for per diem in lieu of subsistence when allowed pursuant to 
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section 13 of the sundry civil appropriation act approved Aug, }, 
1914, $290,000. 

‘Valuation of property of carriers: To enable the Interstate Com- 
merce Commission to carry out the objects of the act entitled “ay 
act to amend an act entitled‘ An act to regulate commerce,’ ap. 
proved Feb. 4,-1887, and all acts amendatory thereof,” by providing 
for a valuation of the several classes of property of carfiers subject 
thereto and securing information concerning their stocks, bonds, 
and other securities, approved March 1, 1913, including one director 
of valuation, one supervisor of land appraisals, one supervising en. 
gineer, and one supervisor of accounts, at $9,000 each per annum, and 
per diem in lieu of subsistence when allowed pursuant to section 13 
of the sundry civil appropriation act approved Aug. 1, 1914, $647,269: 
Provided, That this appropriation shall not be available for rent of 


. buildings in the District of Columbia if suitable space is provide 


by the Public Buildings Commission. 

For all printing and binding for the Interstate Commerce Com- 
mission, including not to exceed $10,000 to print and furnish to the 
states at cost report-form blanks, $125,000. 


Problems confronted by the Commission in the administra. 
tion of the interstate commerce act were laid before the House 
committee on appropriations in the hearings on the items of 
appropriation for the Commission. Commissioner Esch said the 
business of the country was growing and that this resulted in 
increased business for the Commission to handle. He said the 
growth was indicated by the number of formal cases that came 
to the Commission for decision and that there was also an 
enormous increase in the informal cases which he said was 
due largely to the decision of the Supreme Court in the Wolf 
case, relating to claims for overcharges. 

“The result of that decision is that there are now being 
filed with us thousands of these overcharge claims,” said Com. 
missioner Esch. “I think in one month it ran as high as 7,000,” 

Commissioner Esch said legislation had been proposed to 
meet the situation but that the Commission had no assurance 
that it would be enacted into law. 

He said the formal cases now on the docket, including sus- 
pension cases, totaled 1,928, and that the Commission was dis- 
posing, on an average, of more than 1,000 cases a year; that it 
was putting out one bound volume of reports per month. 

Questioned by committee members as to a “guaranty” to the 
railroads under the transportation act, Mr. Esch explained in 
detail the operation of section 15a. 

Refering to the recapture clause, he said there were some 
eighty carriers whose accounts, the Commission thought, estab- 
lished, on their face, the fact that they were subject to the ex- 
cess clause. He said he thought there was a rough estimate 
that for 1923 the government’s share of the excess would be 
about $36,000,000. He said he simply cited that to show the 
possibilities of the recapture clause in developing a fund which 
the Commission could utilize in making loans to the carriers 
for the purchase and lease of equipment. 

Representative Summers discussed with Commissioner Psch 
particular rate situations in the Pacific northwest. Mr. Sun- 
mers said the rate situation in that part of the counry seemed 
to point to him very strikingly the fact that there was need of 
a reorganization of the iwhole rate structure. Commissioner 
Esch referred to the President’s recommendation for an investi- 
gation of the entire rate structure. He referred to the Hoch bill 
on that subject. 

“Of course,” said he,” that would be a widespread investi- 
gation and would cover considerable time, and the readjustment, 
if made, would have to cover a period of years so that it might 
not result in sudden jars that would be disastrous.” 

Commissioner Lewis submitted testimony explaining the 
valuation work of the Commission. He said that if the com- 
mittee allowed an appropriation of only $647,000, the result 
would be that the work would have to be curtailed. He referred 
to the necessity for valuation under section 15a. 


AUTOMATIC TRAIN CONTROL 


The Trafic World Washington Bureau 


The Commission, by means of an order in No. 13413, the 
automatic train proceeding, has receded a little, from the position 
it took in its order issued January 14, 1924, when it ordered 4 
long list of roads which had not had a hearing to equip one 
passenger division with automatic train control devices. It 
modified its orders of June 13, 1922, and January 14, 1924, to the 
extent of releasing the roads that had not had a hearing from 
obeying the order, and giving them a hearing at Washington 
May 7 next. ; 

That modification of the most recent order in the trail 
control case was made on the petition filed March 3, 1924 by all 
the affected carriers for a reopening and a rehearing on the 
orders of June 13, 1922 and January 14, 1924. That petition, 
so far as the carriers named in the order of June 13, 1922 was 
denied. That order of June 13, 1922, and the one af January 
14, 1924, in so far as the carriers named in the first mentioned 
order are concerned, remains in full force and effect. : 

The order of June 13, 1922, required the carriers therell 
named to install train control devices on a complete passengel 
train division in accordance with the law, which becomes opel 
ative, in full, two years after an order may be issued. The 
order of January 14, 1924 required the carriers that had already 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 








The Home of the World’s Largest Cotton 
Warehouses, operating departments for the 


STORAGE 


of General Merchandise, Automobiles and 


Pool Car Distribution 


This fac simile letter shows the character of service we give our patrons 














Address all correspondence to the Company 























“Pillsbury’s A’ Largest Flour Mill in the World 


‘Pillsbury Flour Mills Com 
Minneapolis,Minn.U.S.A. - 


MEMPHIS, TENN., March 6, 1924. 








Memphis Terminal Corporation, 


15th Pleor Central Bank Building, *MEMPriis BRANCH 

Memphis, Tennessee 9 South dad Sten 
Tele; Main 7914 

Gentlemen: - e 











Attention Mr. L. E. McKnight ,Traffic Ye 














We wish to thank yo for the excellent service 
your Company has given us-since you have been handling 
our flour and other products. We haven't had any 
occasion for complaint and have had many compliments 
from our customers regarding the promptness with 
which you handle our deliveries. 













The writer has been with the Pillsbury Flour 
Mills Company for over fifteen years and I can frankly 
state that you are keeping our stock of products in 
& neater and more sanitary condition. than any stock 
of flour it has been the writer's pleasure to examine. 





Thanking you and your associates for your many 
courtesies, we are 


Very truly yourp, 
PILLSBURY FLO 











MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 













WORLD 














































































Joint Service With 
Hambuarg-American Line 


NEW YORK TO HAMBURG 


*ALBERT BALLIN ...Apr. 3 THURINGIA ......... May 8 
*DEUTSCHLAND ..... Apr. 17 {MOUNT CLAY...... --May 10 
{CLEVELAND ......... Apr. 26 *ALBERT BALLIN ...May 15 
*RELIANCE .......... Apr. 29 fHANSA .........ce00. May 20 


¢Cabin and 3rd Class Passengers. ‘*ist, 2nd and $rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


FURST BULOW (via Phila., Baltimore & Hampton Roads) Apr. 16 
WAGANDA (via Phila., Baltimore & Hampton Roads)....May 2 
EMDEN (via Phila., Baltimore & Hampton Roads)........ May 23 
FURST BULOW (via Phila., Baltimore & Hampton Roads) June 18 


PHILADELPHIA TO BREMEN AND HAMBURG 


FURST BULOW (via Baltimore & Hampton Roads)....... Apr. 21 
WAGANDA (via Baltimore & Hampton Roads)........... May 7 
EMDEN (via Philadelphia & Hampton Roads).............. May 28 


FURST BULOW (via Philadelphia & Hampton Roads)...June 23 
BALTIMORE TO BREMEN AND HAMBURG 


EMDEN (via Hampton Roads).............ccceessceceees Apr. 1 
FURST BULOW (via Hampton Roads)............... ....-Apr. 26 
WAGANDA (via Hampton Roads)................cecseeees May 13 
EMDEN (via Hampton Roads)...........ccceeseceeceseees June 3 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


— eed oer er itewb ss Mec abeeewtsteaw ccce ADEs 


SOM S ORE EEE HSER E EEE OEE EE EEE BEES 


EMDEN .........000. eee ccecececccccecveccccccccccccsecssSUmMe 7 


NEW ORLEANS TO BREMEN AND HAMBURG 
ODENWALD. .......ccecccececccccccececccccses Last half of April 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Jeint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 


Vessel 
EE ik cc ctw cneureescscceawetwe.. 1. teaueeeke Mar. 31 
Ge ES co Fenccdeciinees Apr. 1 Apr. 5 aa alattiin 
8.8. MOUNT CLINTON...... Apr. 12 Apr. 16 Apr. 21 
8.8. SUDBURY ..... See Apr. 26 ES 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to-all perts 
- 4 a Oregon, Washington, British Columbia, Alaska and 
the 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

Ss 53.5 0:0 0S cbet'g 0 00 ww ena sre Dakaes Hearst Tower Bldg. 

Pn Sil oct vedusscceceiess .-.-4128 Jenkins Areade Bldg. 

RS Te ee Pediidscentente 201 Mitchell Bldg. 


BAN PRANCIBCO. ...... ccc ccccccctccicccccoces 230 California St. 





Peers eerereesesase 
eeeesees 


ae 
PHILADELPHIA... 
RTLAND 


SORE ee H SHEE HEHEHE EEE HEE EEE 


Sudden & Christensen 
ESS Sa ee ee eee ee Schade M. J. Hogan & Co. 
TACOMA 2. ccceccccecces Mea te Svineadaegee wae Sudden & Christensen 
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been directed to install the devices on one passenger division 
to install the devices on a second division. The order also 
required a new list of roads to make a beginning in the instal- 
lation of such devices on one passenger division. 

In the petition for reopening and rehearing, filed March 
3, 1924, the point was made that the Commission had issued 
an order to a number of roads to obey the order of June 13, 
1922 and of January 14, 1924, that had not had a hearing. 
The point about no hearing appeared to appeal to the Com- 
mission as being sound, hence it reopened the case in part 
and set it down for hearing on May 7, at Washington. The 
roads which are to have their hearing then are the following: 


Bangor & Aroostook; Carolina, Clinchfield & Ohio; Central New 
England; Central of Georgia; @harleston & Western Carolina; Colo- 
rado & Southern; Denver & Rio Grande Western; El Paso & South- 
western; Florida East Coast; Fort Worth & Denver City; Grand Trunk 
Western; Gulf, Colorado & Santa Fe; Gulf, Mobile & Northern; Hock- 
ing Valley; Houston & Texas Central; International-Great Northern; 
Kansas, Oklahoma & Gulf; Lehigh & New England; Louisiana & Ar- 
kansas; Louisiana Western; Louisville, Henderson & St. Louis; Maine 
Central; Midland Valley; The Minneapolis & St. Louis; Minneapolis, 
St. Paul & Sault Ste. Marie; Missouri, Kansas & Texas; The Missouri, 
Kansas & Texas Railway Company of Texas; Mobile & Ohio; The 
Nashville, Chattanooga & St. Louis; New Orleans, Texas & Mexico; 
Norfolk Southern; Northwestern Pacific; Oregon Short Line; Rut- 
land Railroad; St. Louis Southwestern; Seaboard Air Line; Spokane, 
Portland & Seattle; The Texas & Pacific; The Virginian; Wabash; 
The Western Pacific; and The Yazoo & Mississippi Valley. 


SEEKS NEW FERRY RATES 


The Trafic World New York Bureau 


The Lackawanna Railroad Company is about to file a new 
schedule of ferry rates with the Commission and the revision 
of rates will be upward, according to information received by 
the Hoboken Chamber of Commerce. The increased rates filed 
by the company two years ago were condemned by the Com- 
mission, after a fight lasting eighteen months. 

To the end that some agreement will come along to the 
railroad companies, the ferry committee of the Hoboken Cham- 
ber of Commerce organizations in northern New Jersey and 
New York have addressed the following letter to the Pennsyl- 
vania, New York Central, Erie, Lackawanna and Central Rail- 
road of New Jersey: 


The New Jersey and New York Regional Ferry Committee, repre- 
senting various chambers of commerce in northern New Jersey, the 
Merchants’ Association of New York, various shippers’ organizations 
and big shippers of the district, has been considering the desirability 
of securing uniform description, classifications and ratings for Hudson 
River ferry traffic, having ‘in mind that there is uniformity in freight 
and passenger rates to and from New York and in the terminal rules 
and regulations relative to lighterage, etc. 

The tariffs now in force are more or less obsolete, confusing, and 
we believe discriminatory. These tariffs also result in an uneven dis- 
tribution of ferry traffic with the consequent congestion at some points 
and lack of traffic at others. 

May we ask if you will state to us your views as to the prac- 
ticability of securing a new ferry tariff which will insure uniform 
description, classification and ratings on ferry traffic? 

This committee is meeting again in ten days and we would appre- 
ciate it very much if you could enable us to state your views to the 
committee at its next meeting. 


PACKING FOR FOREIGN MARKETS 


American exporters, according to an investigation com- 
pleted by the Bureau of Foreign and Domestic Commerce of the 
Department of Commerce, can make improvements in the pack- 
ing of their goods and the marking of the packages containing 
them, that will avoid expense and delay. The bureau has 
issued a bulletin on the subject, Trade Information Bulletin 
No, 208, giving some of the facts disclosed by the investigation. 


Later the fnformation will be embodied in a comprehensive 
hand book. 


Among the matters treated are the proper sizes of lettering, 
it appearing that American frequently use too small letters, po- 
sition and character of marks, unnecessary marks, caution marks, 
marking of origin on exported goods requirements of different 
countries, use of the legend “made in U. S. A.,” internal pack- 
ing, water-proof case-lining paper, and things of that kind, clear 
through the list of how, when and why they pack and mark. 

In an introduction to the bulletin, Dr. Julius Klein, director 
of the bureau said: 


The preparation of American merchandise for shipment abroad 
has ceased to be a minor consideration with the majority of Ameri- 
can exporters. Except in rare instances improvement in packing 
methods has kept pace with modern methods of production and dis- 
tribution, and packing is today regarded as an exact science by 
experienced exporters. It is sometimes true, however, that those 
who are new to the export field do not realize the additional ship- 
ping hazards encountered by packages en route to foreign countries, 
and do not use the proper care in packing their merchandise. Then, 
too, there is still a small minority engaged in foreign trade who, 
through lack of knowledge or false economy, pack their goods in- 
adequately and bring criticism upon the whole body of American 
exporters. While in the past American packing methods have been 
roundly criticized, and perhaps rightly so, there has been such a 
notable improvement in recent years that our competitors in the 
world’s markets now openly admit that the United States is far in 
advance in this important matter. 

The transportation division of the Bureau of Foreign and Do- 
mesfic Commerce, at the request of the House Committee on the 
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Merchant Marine and Fisheries, has made a study of the export 
packing methods of the most experienced shippers. Fully 300 Manu- 
facturing plants in 30 of the large industrial centers were visiteq 
and a survey was made of the packing of the principal commodities 
exported from the United States, 

The information thus gathered will be available, sometime dyr. 
ing the present calendar year, in a comprehensive handbook en- 
titled ‘‘Packing for Foreign Markets.” Included in this publica. 
tion will be a study of scientific methods of container construction 
packing methods as affected by customs duties, climatic conditions 
port and terminal facilities, means of transportation in foreign coun: 
tries, marine insurance, and the other considerations that must be 
taken into account in foreign trade. 


The present bulletin covers certain of the principal subjects treated 
in “Packing for Foreign Markets’’; these are chiefly general con. 


siderations and are indicative of the types of information that the 
handbook itself will contain. 


MODIFIED PROCEDURE SUGGESTED 


Commissioner Meyer has suggested the treatment of No, 
15689, Martin-Nash Motor Company vs. Chicago, Milwaukee & 
St. Paul et al., in accordance with the rules applied to cages 
on the modified procedure docket. The suggestion has gone 
forward to the attorney for the complainant and the represen. 
tatives of twenty-two railroads. 

With a view to showing those to whom the suggestion has 
been made that progress can be made either on the shortened 
or modified procedure docket, Commissioner Meyer enclosed a 
statement of the status of cases on the shortened procedure 
docket, as of March 17, as follows: 


Number of cases— 2 
Suggested for handling under the _ shortened procedure — 


either by the Commission or by the parties............ 84 
Method not accepted by one or more of the parties...... 73 
—- 311 
Removed from the shortened procedure because— 

Tae be handled an apecial docket... 2. ccccccscccccccesccces 40 
Settlement pending .........cscsccccccecccccceccsccees 3 
Diemiased on request Of parties. .....ccccccccccsccccves 13 

—- 56 

Remaining on docket— 

Held in suspense pending decisions in other cases.... ll 

In various stages short of assignment for writing 

RR Ses Ba ee eS rere eee 138 

In which all memoranda have been submitted— 

Assigned for writing proposed report............ 20 

PEOMGGCE TOPOTE BOTVE 20 ccccccccccccccvccecccces 30 

Asmegned for preparing report....s.csccccccccccecs 9 

WR EET. DUONG, 6 6. Se desis cvecccvesiccucess’s 13 

ETE alas occ. cols path Hae aNedbewPReeaeN THO Caen 34 106 


—- 255 


NEW YORK PORT AUTHORITY 


The Trafic World New York Bureau 


Arthur S. Tuttle, chief engineer for the Board of Estimate 
of New York City, speaking last week at a meeting of the New 
York and Metropolitan sections of the National Engineering 
Societies, urged changes in the Port of New York Authority to 
enable it to function more efficiently in the problem of develop- 
ing the seaport and its railroad connections. He said the Port 
Authority had been set up in business with no voice given to 
the city in the formulation of its plans, notwithstanding the 
fact that the great field of its activity centered around New 
York City. So long as this condition continued, he said, it did 
not seem probable that the city would look on the agency with 
a friendly eye, nor that it could function successfully until this 
handicap is removed. Mr. Tuttle continued: 


Our highways are becoming crowded by the motor trucks which 
have come into such general use, partly because the railroads have 
not met the demands made upon them for suitable delivery points 
and economical and prompt service. The great areas throughout 
our land, where the time for city building is ripe, must remain 
dormant until new lines are projected to take care of the overfiow 
of the older cities. 

‘As a broad vision of the future, is it not to be presumed that 
the ills from which New York is suffering and which are only parallel 
to those of other communities where rapid growth is the order of the 
day, will not be solved by the railroads and cannot be solved by 
an agency such as the Port Authority until it has been remodeled 
on more representative lines? 5 

The city has with its own resources recently developed a series 
of modern piers at Stapleton and, coupled with such Federal aid 
as is usually given to channel dredging projects, is now engaged in 
clearing the way for a great terminal on Jamaica Bay. It has en- 
gaged in the construction of a railroad tunnel across the harbor 
which will link these areas together and not only connect them LJ 
with the great trunk lines to the east, west and north, but wil 
also open up through passenger and freight service to the borougne 
now deprived of such advantages. The latter project marks the 
beginning of a recognition of the fact that the city must assume 
responsibilities heretofore left to private enterprise if it is to con- 
tinue to develop along normal lines. ' t 

Although this tunnel has found favor with neither the 77 
Authority nor most of the railroads, the objections raised can be 
quickly brushed aside as soon as a real disposition of co-operation 
is developed, and there is not the slightest question but that - 
new facility to be provided is one which on completion will be promp H 
availed of to meet a pronounced need at the present moment one 
one which will be far more pressing before that time arrives. * 
ability of the city to carry through such undertakings is only — 
ured by the restrictions placed upon it, financial and otherwise, ich 
of which will have to be recasted to meet the new conditions whic 
are rapidly coming about. 


Another development in the Port Authority situation was 
the intimation that if the necessary legislation can be obtained, 





March 


ureau 


mate 
New 
ering 
ty to 
elop- 
Port 


laid 





March 29, 1924 


Petry Express & Storage Co. Inc. 
TRENTON, WN. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


CHICAGO 


STORERS OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


night service to all points on Chicago, Aurora & Elgin Elec- 
be oe its connections. Direct delivery to all Trunk Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way” 


PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 
ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


WAGO, TEXAS [THE HEART OF TEXAS | 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





OF a LOFT ANET® 


0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 









JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 







Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 
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COLUMBUS 


FOR C STATES 
DISTRIBU ERCHANDISE 


MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distribution—store door delivery. 


GheiLLe COTTER WAREHOUSE Company 


Executive o mieeet 40 bs a Street 
TOLEDO art 


SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Merchandise Storage and Pool Car 
gosttecoy Distribution  »,s,5:00 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Eagle “Mikado” 


Pencil No. 174 


Made in Five Grades 


Reg.U.S.Pat.Off., Canada and other countries 
TL er 


Regular Length, 7 Inches 
Ask for the Yellow Pencil withjthe RED Band—EAGLE MIKADO 


EAGLE PENCIL COMPANY, NEW YORK 


YOUR TARIFFS—cike tus? 
a , UIOMAIIC 


filed in 
TARIFF FILES 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods you can not afford to 
be without. 

Write Department T for in- 
formation and factory prices. 
Established 1901 
THE AUTOMATIC FILE & INDEX C0. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 29 So. La Salle 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 
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it is probable that the Delaware, Lackawanna and Western 
Railroad will purchase the Hoboken Shore Line Railway, now 
leased by the Hoboken Manufacturers’ Railroad Company, and 
constituting a section of the proposed Belt Line 13 in the com- 
prehensive plan of the Port of New York Authority. 

W. S. Jenney, vice-president and general counsel of the 
Lackawanna, said that if the Wadsworth bill now pending in 
Congress was so amended as to permit the sale of the road to 
the highest cash bidder, rather than to the Port Authority in 
exchange for its bonds, the Lackawanna undoubtedly would 
make an offer for the property. Mr. Jenney said: 


Our company negotiated at some length for the purchase of this 
property about two years ago, but we were forced to abandon ne- 
gotiations when it was found that the war department was not au- 
thorized to sell the line. So far as the Lackawanna is concerned, 
there has been no material change in the situation, and we probably 


— have an offer to make for the road if it was put up for public 
sale, 


The Hoboken Shore Line is entirely an industrial line, 
serving a number of plants along the Hoboken shore. It has 
no passenger traffic. Its value to the Lackawanna would be 
that of a freight feeder. The price said to have been offered 
previously was $1,000,000. 

Otto B. Shulhof, New York importer and manufacturer, has 
been named by Governor Smith as chairman of the Port Au- 
thority, to succeed E. H. Outerbridge, who resigned about a 
month ago because of the stress of private business. 


NO JURISDICTION 


The Trafic World Washington Bureau 

In a report to the President, a board of referees, composed 

of Daniel W. Knowlton, George M. Curtis, and Edgar M. Ebert, 
in compensation docket No. 117, Natchez, Columbia & Mobile 


vs. Director-General, of Railroads, said it had no jurisdiction: 


to pass on the claim of the railroad for compensation for the 
plaintiff, a short line, which was under federal control until 
June 24, 1918. The short line claimed $21,206.74. 

Jurisdiction was declined on the ground that the so-called 
short line contract and release dated April 12, 1919, constituted 
a bar to any claim for compensation other than that provided 


in that contract and release, a section, 3(a), in which was as 
follows: 


The company accepts the terms and conditions of said federal 
control act and the terms of this agreement, and expressly accepts 
the covenants and obligations of the Director-General in this agree- 
ment set out and the rights arising thereunder in full adjustment, 
settlement, satisfaction and discharge of any and all claims and 
rights at law or in equity, which it now has or hereafter can have 
against the United States, the President, the Director General, or 
any agent or agency thereof by virtue of anything done or omitted, 
pursuant to the acts of Congress herein referred to. 

This is not intended to affect any claim said company may have 
against the United States for carrying the mails or for other services 
rendered not pertaining to or based upon the federal control act. 


A similar holding was made in docket No. 118, New Or- 
leans, Natalabany & Natchez, by the same board. That road 
claimed ‘compensation in an amount of $35,364.58. 


DENIES EXCESS EARNINGS’ REQUEST 

The Commission has denied a request of the Alabama, 
Florida & Gulf Railroad Company for authority to retain excess 
earnings, under section 15-a, from two proposed extensions, one 
from Wilson to Dothan, Ala., a distance of 4 miles, and the 
other from Greenwood to Marianna, Fla., a distance of 9 miles. 
The Commission said it had authorized the company to issue 
and sell $150,000 of 7 per cent bonds, the proceeds to be used 
solely to defray the cost of constructing the extensions. By a 
supplemental application the company represented that it had 
made diligent but unsuccessful efforts to sell the bonds, but 
that it was negotiating with parties who expressed a willingness 
to finance the proposed construction provided the Commission 
would permit the company to retain excess earnings. In deny- 
ing the request the Commission simply said that, upon further 
consideration of the record, it was of opinion and found that 


the facts presented did not justify the grant of permission to 
retain excess earnings. 


TERMINAL RELIEF CONSIDERED 


The Trafic World New York Bureau 


The Atlantic States Shippers’ Advisory Board, at its meet- 
ing, May 8, will consider plans for handling a greater volume 
of freight by the railroads through relief of street congestion 
in the larger cities, and lessening the congestion at terminals, 
according to W. J. L. Banham, president of the advisory board, 
which represents five states. 

The board will take the first steps toward store-door de- 
livery of freight, which is expected to spread from this district 
until it becomes nation wide. The Chamber of Commerce of 
the United States is preparing questionnaires to be mailed to 
its members for expression of their opinion on the subject. 
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The advisory board is expected to appoint a committee to 
present the matter to the railroads, 

Mr. Banham said that if the store-door delivery plan jp 
use in other countries was adopted here each railroad would 
make contracts with one or two trucking companies in every 
large city to handle the freight from its station. There would 
be no revenue change, so far as the railroads are concerned, he 
added. 

“Instead of thousands of individual transfer companies go. 
ing to the terminals, as at present,” he said, “one or two com. 
panies would handle all the business, unloading the cars as 
soon as they are placed upon the sidetracks, and making their 
delivery by route. The cost of delivery from the terminal to 
the consignee would be paid by the consignee.” 

Mr. Banham estimated that this method would reduce the 
number of trucks now handling freight by one-half, and, by 
speeding up delivery, make the present terminals in New York, 
for instance, adequate to handle the business. He said that 
the method would probably be tried out in a smaller city first 
and, if successful, would be a model for other communities, 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons pe with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
pe give his opinion in answer to any simple question relating to the law 
interstate 


tion of freight. traffic man of long experience 

and wide knowledge will answer L mene rela 
problems. We do not desire to t the place of 
help him in his work. F ’ 
The sight ap sararved < ae to answer r this Copeeenent any 
egal or traffic, that it may appear Oo us unwise © answer 
o. at tanaioee a ~ aes too complex for the kind of investigation 

herei templated. 
porwr dress Questions and Answers Department, 

Traffic Service Corporation, Colorado Building, Washington, D. C 


to practical traffic 
traffic man but to 
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Freight Charges—Duty of Shipper to Pay Lawfully Published 
Rate 


North Carolina. Question: We prepay freight charges at 
tariff rates, on our shipments of underwear and will appreciate 
your answering as to whether or not it would be considered a 
violation of the Interstate Commerce Act to accept refund from 
delivering carrier on shipment that had been prepaid at the 
lawful rate and they check a lower rate in their accounting 
department, refund being made through this channel. 

To cite an illustration, we ship cotton underwear, both 
of the knit and woven varieties, and to most parts of the 
country. They take different rates, as a general rule the knit 
taking lower rate than the woven garments and in quite a few 
instances the accounting department of the delivering carrier 
has applied the knit goods rate on shipments of woven under- 
wear and sent us notice of overcharge. Also one of the de- 
livering carriers has checked a rate of approximately 50 cents 
per 100 pounds less than the tariff rate, sending us notice of 
overcharge, refunds for which have been made. We have also 
requested their tariff authority, which they so far have failed 
to give. 

Will appreciate your opinion as to whether or not you would 
consider it unlawful for us to accept those refunds, 

Answer: Under the law it is the duty of a shipper to pay 
and the carrier to collect its lawfully published freight charges. 
Poor Grain Co. vs. C. B. & Q. R. R. Co, 12 1. C. C. 418. It 
would, therefore seem to be the duty of a shipper to call the 
carrier’s attention to an undercharge, if he is aware thereof. 
However, owing to the manner in which such matters are hat- 
dled and the fact that the determination of the correct rate 
is often an involved matter, it is not probable that in many 
instances it would be proved that the shipper knowingly failed 
to perform its duty in this respect. ; 
Refrigeration—Duty of Carrier as to Protection of Shipment 

Held Awaiting Delivery at Destination: d 

Oklahoma: Question: Car of produce under refrigeration 
was held on track from October 27th to November 3rd. Carrier 
re-iced the car each day and charged consignee for this serv 
ice. Car at no time took more than one ton of ice. 

Should the carrier have re-iced this car without first han- 
dling with consignee? Was it necessary for them to re-ice 
daily or is the carrier only required to re-ice when bunkers 
only show half full? 

Answer: If the shipment in question is one subject to the 
charges provided for in section 4 of R. C. Dearborn’s Perishable 
Protective Tariff No, 2, the provisions of rule 406 will govern. 
The applicable portion of this rule reads: “When cars are 
held at any intermediate point between origin and final destina- 
tion on orders of or awaiting reconsigning or other instructions 
from shipper, owner or consignee, or after arrival of the car 
in the terminal yard serving the destination, and up to a 
time the car is in process of unloading on team tracks or unt 
car has been placed on private or assigned siding, carriers 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma ‘and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and — Streets, New York Telephone Bowling Green 7394 


Baltimore, Philadelphia, Pa. Pittsburgh, P. Chicago, 
39 South ony me Blig. Oliver Bide. 333 S. eae, St. 


And at our Branch Offices at ports of call, ete. 











4 WAREHOUSE STOCK within the terri served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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Catskill Evening Line, Inc. 


Pier 43 North River, New York, N. Y. 


NAVIGATION RESUMED 
FOR THE SEASON OF 1924 


Overnight "_ ht Service between New York City 
and the following Hudson River Landings: 
Catskill, 


Hudson, Coxsackie, Athens, 
Stockport, Linlithgo, Germantown, Cheviot, N. Y. 


Reliable Service Lowest Local Rates 

















For any further > eee kindly apply to 

W. F. POOLE, Commercial Se 
W. H. BLEHL, . tay dey 

JOHN ENGLIS, — Manager 






TAYLOR 


Transfer and 


EDWARDS 


Storage Co. 


Members: 
American Warehouseman’s Asso. Central Warehouseman’s Club 


Merchandise Distributors 


POOL CARS 


Purniture Packed, Shipped 
or Stored 
Established 1905 


LOW INSURANCE 


DISTRIBUTION CARS 


Delivered, Forwarded or stored. 
No Switehing og. on Carloads. 


FIREPROOF STORAGE 


SEATTLE, WASHINGTON 





DENVER, COLORADO 









Fireproof Sarde on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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will examine bunkers or tanks daily and, unless written in- 
structions from shipper, owner or consignee, are received to the 
contrary, when such cars require additional ice and/or salt 
during such period they will be re-iced (see rule 105). The 
charge for such ice and/or salt supplied will be in accordance 
with charges in this section. 

“Before re-icing cars at destination carriers will make rea- 
sonable effort to secure instructions from consignee.” 

However, even though the shipment is not one which is 
subject to this rule, the provisions thereof are such as should 
and would very probably be held to govern the duty of the 
carrier under such circumstances. 

Routing—Duty of Carrier Where Conflict Exists Between Route 
and Rate Shown in Bill of Lading When Route via Which 
Lower Rate Applies Is Embargoed 
New York.—Question: On May 18, 1923, we shipped a 

carload of goods. Both the rate and route were shown on the 
bill of lading, but after the shipment was delivered it was 
found that the rate did not apply over the route given. A 
claim was filed with the delivering carrier, based on Conference 
Ruling No, 474-C, shipper claiming that originating carrier 
should have applied for further instructions before forwarding 
car. Carrier claims that route over which lower rate would 
have applied was embargoed at time shipment moved, and that 
it would have been necessary in any case to forward shipment 
over route on which higher rate applied. 

Does the fact that the embargo was in effect excuse carrier 
ye complying with the provisions of Conference Ruling No. 
474-C? 

We take the stand that inasmuch as rate and route on bill 
of lading were in conflict, carrier should not have moved ship- 
ment until permission was given by us, Should not carrier 
have refused to accept shipment, if embargo was in effect? In 
this case, had we been advised in accordance with ruling No. 
474-C, we would have taken the shipment back and forwarded 
by a water route which was not embargoed. 

Answer: In North Packing & Provision Co. vs. Director- 
General, 73 I. C. C. 749, the Commission held that a route 
justifiably embargoed against certain traffic is not available to 
a shipper tendering such traffic, and that a carrier participating 
in such a route may refuse to accept a shipment so tendered 
and is not bound to protect the rate over such embargoed route 
if the shipper elects, because of such embargo, to forward his 
shipment by a more expensive route. 

While we cannot locate a case specifically in point, it is our 
opinion that the Commission would hold in the instant case that 
it was the duty of the carrier to have afforded the shipper the 
election of either forwarding the shipment via the higher rated 
route or of withholding shipment until the lower rated route 
became available, upon being advised that there was a conflict 
between the rate and route in the bill of lading. See, in this 
connection, Conference Ruling 83. 


Minimum Class Rate 


Minnesota.—Question: Referring to rule 780 of the West- 
ern Trunk Line, 1-R Boyd’s I. C. C. A-1444, I find nothing in 
that rule to provide for the minimum application for the mul- 
tiple of class rates. 

I have a shipment that takes double first class rate and 
the first class rate in this case is 17% cents, Should the rate 
applicable in this case by 35 cents or 50 cents? 

I contend that the first class rate of 174% cents must meet 
the minimum requirement of the above mentioned rule circular 
and that the double first class rate in this case is 50 cents. 

It appears that this rule is not fully understood, as I have 
consulted men who have had years of experience in the traffic 
field, and they seem to be in doubt as to which rate shall apply. 
Kindly let me have an expression of your opinion. 

Answer: If the tariff which publishes the first class rate 
of 17% cents between two stated points refers. to Boyd’s Ex- 
ception Sheet, by proper cross-reference, the first class rate 
between those points is 25 cents and not 17% cents and, there- 
fore, the proper rate to apply on the shipment in question is 
50 cents and not 35 cents. 

Delivery—Liability of Carrier for Damage to Goods While Being 
Removed from Warehouse to Truck 

Virginia—Question: While delivering a piece of marble slab 
tombstone bench from the warehouse floor to an automobile 
truck, this bench was placed on rollers and warehouse truck 
and same was rolled and placed on automobile truck with the 
exception of about six inches, which was resting on the stone 
of the warehouse floor. In attempting to release this roller from 
under the stone, the trucker raising the stone up with the ware- 
house truck, same became unbalanced and fell off of the auto- 
mobile truck. 

Kindly advise who is liable for this damage, the carrier or 
the consignee, as I contend delivery was made after the stone 
was placed in the warehouse door. 

Answer: In the Tailboard cases, 32 I. C. C. 387, the Com- 
mission said that under the decisions of the courts, where goods 
have been so placed in the warehouse at the point of destination 
as to be reasonably accessible to the consignee, open to inspection 
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and permitting of their safe and convenient removal by the con- 
signee or his agent, the carrier’s common-carrier liability ceases 
and the responsibility thereafter is that of a warehouseman 
only, and that it would be unwarranted and arbitrary to require 
of the carrier an additional movement of the freight from the 
floor of the warehouse to the trucks of the consignee or dray- 
man. The carrier’s truckman, in assisting in the removal of 
the tombstone from the warehouse to the truck, was, therefore, 
doing so merely as an accommodation to the consignee or owney 
thereof. The truckman was, in reality, acting for the consignee 
and not the carrier, in the removal of the goods from the ware. 
house. Liability for the damage cannot, therefore, be legally 
charged to the carrier. 

Liability of Carrier for Agent’s Interruption of Through Move. 

ment at Junction Point 

Kansas.—Question: In December, 1922, we shipped two cars 
of mules to Shreveport, La., and prepaid the rate as provided 
in Mo. P. Tariff 4877-A, I. C. C. A-4377. A man was sent in 
charge with specific instructions that he was under no condition 
to change routing. When the shipment reached Texarkana he 
failed to make connections with the train out of Texarkana, and 
the agent of the Missouri Pacific, the road over which the ship- 
ment moved, told him if he would route them over the Kansas 
City Southern that they would reach Shreveport without it be- 
ing necessary to unload them for feed and rest. This he did, 
but he billed them to himself instead of our company. As a 
result they charged a much higher rate. 

Did the attendant have authority to make the diversion, and 
is there any way of collecting from the Kansas City Southern 
for the amount they collected? If there is any way of doing 
so, please advise what steps would be necessary. 

Answer: The only case, of which we are aware, that covers 
facts at all similar to those in the instant case is Phoenix Re- 
fining Co. vs. A. T. & S. F., 66 I. Cc. C. 303. 


Your only remedy, if you have one, would seem to be against 
the Missouri Pacific Railroad and not against the Kansas City 
Southern Railroad, on the ground that a bill of lading having 
been taken out by your firm at point of origin for a through 
movement to Shreveport, La., via that line and the Texas & 
Pacific, we presume, the agent of the Missouri Pacific Railroad 
at Texarkana had no right to interrupt the through movement 
via that route. 

However, unless there was something to charge the carrier’s 
agent with notice that your caretaker did not have the authority 
to rebill the shipment, we do not believe that you can hold 
the carrier liable. 

Rates—Commission Will, in Absence of Tariff Authority There- 
for, Determine What Would Have Been Reasonable Charge 
for Transportation Service at Time Rendered 
West Virginia—Question: Please advise if a car placed on 

siding prior to effective date of demurrage tariff is subject to 

demurrage from date tariff becomes effective. 

Answer: In its Conference Ruling dated October 7, 1919, 
the Interstate Commerce Commission held that “Upon inquiry 
and to remove the confusion that exists among carriers and 
shippers, Held, that off-track storage not in transit, track stor- 
age and demurrage are controlled by the tariffs in effect con- 
temporaneously with the accrual of these services, and therefore 
are subject to such changes as lawfully may be made in the 
applicable tariffs during the period of accrual; that off-track 
storage in transit is controlled by the tariffs in effect upon the 
date of shipment.” 

The Commission has also held that where at the time 
transportation services are rendered there is no applicable 
tariff providing charges therefor, the Commission may determine 
what would have been a _ reasonable charge. See Gateway 
Produce Co., Inc., vs. American Railway Express Co., 61 I. C. C. 
347; Condon Baking Co. vs. Director-General, 60 I. C. C. 149, and 
Transcontinental Freight Co. vs. Director-General, 58 I. C. C. 187. 
Routing—Rate Specified in Bill of Lading Determines Route in 

Absence of Routing Instructions Both as to All-Rail and 

Rail-and-Water Routes 

Virginia —Question: From A to B there are two rates, 
one all-rail and one rail-and-water. Understand where water 
route exists and if shipper wishes movements via such route 
he should so specify. ; 

Suppose the water rate is $1.05 and is inserted in the bill 
of lading, but no routing shown, could we reasonably expect 
carrier to protect this rate, or its all-rail route rate of $1.20, 
via which route shipment actually moved? ' 

Suppose the word “Cheapest” was inserted in bill of lading 
and no rate shown, could we expect carrier to handle via water 
route, or is it a fact that the water route must be specifically 
designated, and that the word “Cheapest” will not suffice. 

Answer: The Commission has held that if a shipper de- 
sires his shipment to move via a rail-and-water route he must, 
in delivering it to an initial carrier specify such routing, other- 
wise it is understood that the shipment is to move via an all-rail 
route. Walter A. Zelnicker Supply Co. vs. Sugarland Railway 
Co,, 81 I. C. C. 189; Schuhle’s Pure Grape Juice Co., Inc., V5. 
Director-General, 68 I. C. C. 4865. 
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THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


: VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 
Baltimore NewYork Norfolk 
Mar. 31 Apr. 3 Apr. 5 
Apr. 4 Apr. 11 Apr. 12 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 


SANTA BARBARA... Apr. 5 Apr. 7 
Apr. 15 = Apr. 17 


THEREAFTER EVERY WEEK 
*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 
FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco April 26 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Yor California St., San Francisco 
605 Central ‘Bide. Loe! Angeles, Calif. 
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Sailings Every Ten Days 


NORTH ATLANTIC AND WESTERN S. 8. CO. 


Government Ships 
BOSTON: 111 Summer St. 

NEW YORK: 11 Meere St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se. 4th St. PITTSBURGH: 601 Bessemer Bidg. 
PORTLAND: 36 Exchange St. 

CHICAGO Representative: R. W. Proudfoot, Harris Trust Building 


THE ROBERT DOLLAR COMPANY 
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The Commission has, however, held, with respect to ship- 
ments moving all-rail, that the specification of a rate in the bill 
of lading is equivalent to routing instructions. See Woodward 
& Dickerson vs. L. & N., 15 I. C. C. 150; North State Lumber 
Co. vs. Sou. Ry., 39 I, C. C. 409; Plainfield Grain Co. vs. E. J. 
& E., 41 I. C. C. 608; Highland Iron & Steel Co vs. E. J. & E., 
57 1. C. C. 547. 

It has also been held that where routing via a rail-and- 
water route was omitted from the bill of lading, but charges, 
which were prepaid at the rail-and-water route, were inserted 
in the bill of lading, the carrier had misrouted the shipment 
in forwarding it via an all-rail route. See D. M. Keeton vs. St. 
L. 8S. W. Ry. Co. of Texas, 39 I. C. C, 221. - 

It is our opinion that the Commission would hold that the 
specification of a rail-and-water rate in the bill of lading, with- 
out routing instructions, will impose upon a carrier the duty 
to forward the shipment via the route over which the rate 
applies. We can see no reason for a distinction between the 
two classes of routing, that is, all-rail and rail-and-water, even 
if it be considered that the Keeton case, above referred to, does 
not cover, because of the prepayment feature involved therein. 

We do not believe, however, that the use of the term 
“cheapest” in the bill of lading would require the forwarding 
of the shipment via a rail-and-water route, if cheaper than the 
cheapest all-rail route. 

Delivery on Public Team Tracks—Liability of Carrier for Loss 
or Damage While Goods Are Being Unloaded 

Missouri.—Question: I would like to have some authorities 
defining carrier’s responsibility against theft of carload ship- 
ments of lumber while in the course of unloading and the car 
standing upon the team track and property of the carrier. 

Answer: In its decision in Michigan Central R. R. vs. Mark 
Owen & Co,, 256 U. S. 427, the Supreme Court held that a car- 
rier is liable, under the terms of the Uniform Bill of Lading, 
for the loss of goods from a car while the car is standing on 
the carrier’s public team track, which loss occurs during the 
period of free time, even though the car has been opened by 
the consignee and part of the goods removed therefrom. That 
is, the carrier is liable as such, during the period of free time, 
until all of the goods have been removed from the car. After 
the expiration of free time the carrier is liable only as a ware- 
houseman, the burden being upon a shipper claiming damages 


for loss or injury to goods to prove negligence on the part of 
the carrier. 


FOURTH SECTION VIEWS 


Editor The Traffic World: 

I notice an article in the March 1 issue of The Traffic 
World, page 553, signed by J: H. Johnston, criticizing your 
views on fourth section, as expressed in your article in the 


February 23 issue, page 459, one paragraph of his article read- 
ing as follows: 


If you were a jobber located at Salt Lake City, Utah, or Spokane, 
Wash., and could now get in freight from Chicago territory on the 
same rate as San Francisco, Cal., or Seattle, Wash., which would 
enable you to job to points up to half-way between your point of 
operations and the Pacific coast, and it was proposed to redue the 
Pacific coast rates 30 or 40 per cent without giving you any reduction, 
it would not take you long to find out that you had something to pro- 
— against, and that it was something that was being taken away 
rom you. 


It seems to me that Mr. Johnston has overlooked one very 
vital and all important point; that is, that the Pacific coast job- 
bers are already in possession of these lower rates, and have been 
for some time, through the instrumentality of the steamship 
companies operating through the Panama Canal. 

The transcontinental railroads are not asking for rates as 
low as the steamship rates, but low enough to attract a share 
of this traffic which is now going via water, relying on quicker 
time and ‘superior service by rail to offset a lower rate by 
water. So long as the intermediate rates are not advanced, 
how can this affect the intermountain jobber or consumer, and 
what difference can it make to the intermountain territory 
whether the Pacific coast people get their supplies by rail or 
by water, so long as the railroads do not cause a reduction in 
the rates to Pacific coast terminals? 

On the other hand, by permitting the trans-continental rail- 
roads to participate in the business, the intermediate communi- 
ties would receive an indirect benefit. It would permit the 
roads that serve them to increase their earnings, and better 
enable them to make needed improvements in facilities and 
service. 

J. H. Harper, General Agent, 


D. & R. G. W. R. R. 
Cleveland, O., March 15, 1924. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 


Car loadings at stations in Canada the week ending ‘March 
15 aggregated 57,385 cars. This was a decrease from the previous 
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week of 135 cars, which was all in the east, western Canada 
showing an increase of 403 cars. Compared with the corre. 
sponding week last year loadings were increased by 10,424 Cars, 
8,579 in the eastern division and 1,845 in the western division, 
The cumulative totals to March 15 are 561,979 cars for 1994 
and 505,350 for 1923, which is an increase of 56,629 cars, or 
eleven per cent for this year over last year. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS. 


Eastern Canada. 
For the week ended 


1924 
March 8 March 15 























: March 1 
Commodity Cars Cars Cars 
Grain and grain products................. 2,489 2,424 2,250 
| Fe ee 2 ore hw 4 ses - § 1,484 1,148 1,157 
_ SRC SARE SR a ° AS is SES SOLS eRe 3,956 4,200 4,685 
SER Se Pe oe OE ee x Oe E 224 206 143 
OMED a cece eh PUe so WIN U RE co leah ooh 1,768 3,090 3,602 
SA er ae A pee ye ee a 3,786 4,419: 4,345 
ae ae nD ep das Set Sad 2,046 2,249 2,007 
Other: forest: mroducta- .... sae oe Ss eo SSR 2,069 2,174 1,644 
OUD Tile ogy dealt dine Bio ite vawiwew H's ks de dada® 667 563 641 
Bn ee ee SF ee eS 10,249 - -10,638 10,175 
nn Ge Ee eee 2 eee eo. 10,326 9,500 9,424 
i Ran 39,064 40,611 40,073 
Total cars rec’d from connections.... 34,786 36,519 36,101 
fotat cars loaded for corresponding 
a RS ee ee er 30,449 32,473 31,494 
Western Canada. 
Commodity 
Grain and grain products................ 6,163 5,506 5,452 
MS ES Gro nin nc aaiee ecco oes cake een cea we 1,078 1,130 1,151 
ks <phlatiishe Sari ah aKR be Beck ela 1,448 1,226 1,405 
RR ENO I PES 51 64 63 
ES wii ccart ccc asesecaedewaraées © & ke 937 825 971 
CO Se a nee ae eae 739 593 605 
ee Gee OE. ooo ee oe Re 226 184 254 
Other forest products...............cccee: 1,783 1,824 1,719 
i oasiien a eis oh bl Scale GAD 0 Ga yid wos 8% alae w 6%. 335 358 5 
meemenntidbesss Ta. Co Bicone e Pee 3,124 3,337 3,406 
aaa ae see 2,111 1,862 1,951 
eeel.enne TAGAed « o. ...§ .. icecis's deit'e hc 17,995 16,909 17,312 
Total cars rec’d from connections.... 3,157 2,956 3,178 
Total cars loaded for corresponding 
re Peo eee 759 16,094 15,467 
Total for Canada. 
Commodity 
Grain and grain products................ 8,652 7,930 7,702 
EES tint 5150.6 + 2 ai me daltpedansiontGe 2,562 2,278 2,308 
I ciariilat #06 orks, 6:4acs-ar cece 1aesc cal eae hnamaelas 5,404 5,426 6,090 
RD ea-ie cculatasince statis onie.5 ob acveldeveustes 275 270 206 
SEROLOGICAL RON 2,705 3,915 4,573 
a AM lg iv aera: acc aah breve leah Diace 4,525 5,012 4,950 
I I a a cre bs aioe acs ksarwreieie ee 2,272 2,433 2,261 
Other: forest:-produces.......5.66500000 008% 3,852 3,998 3,363 
ee Bele KR eave a0) Care Od 4:08 SH sale Hens iKeed 1,002 921 976 
MEONOMOMNNNNB,. Ten. ©). Basi sicis c6-0 5063.00 nen 13,373 13,975 13,581 
BEISCOMONGGUR: 55 powers. ss « Axia Rime vidas aX 12,437 11,362 11,375 
Tetal Gare: 1ORBSE ....... 5. sso Hietesa 57,059 57,520 57,385 
Total cars rec’d from connections.... 37,943 39,475 39,279 
Total cars loaded for corresponding 
on ee eee 44,208 48,567 46,961 


A summary of the car-loading situation for the first two 
months of the year shows that for January and February this 
year there were 390,015 cars loaded, as compared with 365,614 
last year, or an increase of 24,401. The gain in February was 
a litthe over 16 per cent compared with February last year. 
Heavy snowfalls in eastern Canada and the dockers’ strike in 
England are two widely separated causes to which the lack of 
a greater gain is attributed. 

The Canadian railways are preparing for a development of 
business, and are buying new equipment. Since the first of the 
year the Canadian Pacific has begun the construction of 300 
automobile cars, 100 refrigerator cars, 150 40-ton flat cars, 15 
freight locomotives, 10 first-class coaches, eight baggage and 
smoking cars and five steel buffet parlor cars. The Canadian 
National is buying 500 general service cars, 1,000 box cars, 150 
Hart convertible cars, 30 locomotives, and a large quantity of 
other equipment. Both roads have given large orders for rails. 


CANADIAN EXPRESS RATES 


The Trafic World Ottawa Bureau 


After nearly two weeks of work, the hearings of the appli- 
cation of the Express Traffic Association for an increase in 
rates terminated here March 26. The Board of Railway Com- 
missioners has been engaged on the case for the past sIx 
months, off and on, when representatives from the Provinces 
of British Columbia, Saskatchewan, and the Canadian Council 
of Agriculture made their final arguments. The representative 
of the Canadian Manufacturers’ Association claimed that the 
express companies were losing business through their present 
high charges, and urged .that rates be revised to reflect the 
reductions made in the standard freight tariffs which are the 
basis of the haulage charges of express rates. The results, 
they claimed, would be a reduction in the first class rates ran& 
ing from 10 cents to one dollar per hundred, and a reduction 
in second class rates to 75 per cent of the revised first class 
rates. The result would bring down rates in zones B and C 
from five to fifty cents. It was suggested that short-haul rates 


March | 


INDIAN 






LE 
V 


quacis oP 


aAuR 


desneroreesen 
tA SALI 


a 
PEORIA 


Grrr 
SPRINGE 





BB 


ada 
rre- 
ars, 
ion. 
924 

or 


lian 


y of 
ails. 


reau 


ppli- 
> in 
’om- 

six 
nces 
ncil 
tive 

the 
sent 

the 

the 
ults, 
ang- 
‘tion 
lass 
d C 
ates 


March 29, 1924 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport="Pensacola 


SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL 
Sailing from Gulfport April 14 


. 8.8. ANTINOUS Sailing from Mobile April 25 


Sailing from Pensacola April 29 


LIVERPOOL AND MANCHESTER 


Sailing from Gulfport April 30 
. 8.8. AFOUNDRIA Sailing from Mobile May 10 


Sailing from Pensacola May 14 


LONDON 
Sailing from Gulfport April 19 
. 8.8. BRADDOCK Sailing from Mobile April 26 
Sailing from Pensacola April 30 
Sailing from Gulfport May 3 
Sailing from Mobile May 12 
Sailing from Pensacola May 16 


BREMEN AND HAMBURG 


.8.8.B. 8.8. Sailing from Mobile April 26 
U.8.8.B. 8.8. MAIDEN CREEK.... { Sailing from Pensacola April 30 


. 8.8. WILDWOOD 


Waterman Steamship Corporation 
“Operating United States Government Ships’’ 





MOBILE, ALABAMA 


NASHVILLE Our Service Backed by 18 Years’ Experience 


KNOXVILLE 


STORAGE 


GEORGE 8. LOVEJOY 
Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
——— ee 


ord Batis Direct connection —— Boston & Albany 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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up to 200 miles be revised by a breaking up into 25 instead of Lloydminster, Sask. 


MOSER EEE OOOEERA aw ov 45 1,170,000 
50 mile blocks. Rates between zones should be revised so as Po ee ee, et ees pee reese Ren 3 102 2,313,000 
to reflect the haulage charge of the zone through which the Rosedale’ Alte. 38 eoee . 
shipment passes instead of, as at present, applying the highest Victoria Beach, Man..............:0..ceeeeeeeeeee 44 1,100,000 
zone charge. The witness for the Saskatchewan government Kélvington, Sask. | -.....--..0.-0ssscseeesesseerss = rt 
gave train mileage and per passenger car mileage figures from fyre, Sask. ................-.2. cece ee eeeee cece, BB 463.000 
1908 to 1922, showing larger percentage increases in expresS ston, Sask. ............:cccceeeeceee eee eceeeeeeee 35 649,000 
than in passenger revenue. An analysis of the passenger aps coe SE ete te on dela co plage tee laalee tes ¥acb< 115 3,706,000 
Aa EES get hint Ot as, bc eae Walee Woes 6+ 00:00 0 21 525,000 
rail revenue and operating expenses of the Canadian Pacific Lockport, N. 8........---..-:sscrreee seve ee eeeeee 4 161,000 
Railway for 1922 showed that it cost the passenger department China Clay, Quebec.............cccccc ues eceeesees 2 105,000 
of the road in 1922 almost a dollar to earn a dollar. From ex- Total 1.065 $28,111,300 rr 
press revenue the road received about 36 cents per express car NED sv seecetnoe sen ree eMesccerscnscesterseses sited 111,300 


mile, and the cost, according to the information submitted to The bill has been materially altered in comparison with last 
the Board by the company, was 30 cents per express car mile, 


year. Eight branch lines have been dropped, not including the 
or net earnings of about six and a half cents per express car Long Lac cut-off. Of this number all except one are in Sask. 
mile, or 22 per cent. 


: atchewan and Alberta. The following is the list of those which 
The last of opposing counsel to address the Board was do not appear on the programme this year: 
G. G. McGeer, representing the province of British Columbia. 


Reviewing the evidence of company officials and accountants he hunderhill Branch, Sask..........-.++++++++++++ a ee 

submitted that they all agreed that they did not know whether Jackhal hint, Sask. (West of Glenbodie)..... 5 "181,000 

they were operating in B. C. at a profit or a loss, while the Vonda, Sask. .........ccececececcccccecececeeceees 31 581,000 

other evidence indicated that they were making a handsome ph age ne 2 a ig RRS Staite AE Ee RS AO Z 154,000 

return from business there. He showed that the fruit business fiance, Alia, 10 100000 0 1,038,000 

of the Okanagan Valley done by the Dominion Express Com- : 

pany yielded gross returns of $384,000, and was secured from The only other branch dropped was that at Meductic, N. B,, ( 
the carriage of 6,000 parcels of fruit weighing 14,000,000 pounds. which was to extend 25 miles and cost $1,260,000. 

The National Express Company secured $263,000 from three Six new branches have been added to the programme this 

times the packages and twice the weight of the B. C. move- year, of which one is in Quebec, one in Manitoba, and the other iF 
ment. He argued that the railway act provided that all tolls -four in Saskatchewan. They are: Rousseau, Quebec; Lloyd- : 


should be equal in the absence of proof that lower tolls charged minster, Sask.; Victoria Beach, Man.; Kelvington, Sask.; Eyre, 
in one part of Canada did not make against discrimination. If Sask; and Radville, Sask. . , 
the express companies are going to charge different tolls in As a matter of fact, the programme this year is considerably 
various parts of Canada for similar services they must show heavier in cost than one year ago. If the Long Lac cutoff 
that the difference is fair and just. To prevent dissatisfaction branch, which was built during the year and which appeared 
in Canada, parliament has given the Board of Railway Com- on the last year’s estimates and not on those now made public, 
missioners power to approve of different tolls where a proper is subtracted from the total of last year it will be found that 
case has been made out by those asking for them, but in the the total is reduced to $26,347,900. Thus if this branch is ex- 
absence of supporting evidence, the Board has no power to ap- cepted the increase this year amounts to $1,763,400. 
prove of the charging of different tolls for the same service to It is suggested that the Senate may adopt new tactics when 
different groups of persons. The company ask for a contin- the bunch of railway construction bills which the government 
uance of something which the Board has no right to do, and has prepared reaches the upper chamber. Instead of being dis- 
for that reason the application should be dismissed. cussed in detail and separately, as the government expects, they 
He surveyed the effect of mountain rates on western de- May all be referred to the Railway Committee, with the idea of 
velopment and said excessive tolls were restricting progress in having each branch line proposal examined on its individual 
; merits. It is also said that officials of the Canadian National 
“I commend to your earnest consideration,” he said, “the will be summoned to give evidence-and show cause why each 
removal of express rate discrimination, because it will be a line projected should be built, and that it is economically sound. 
step towards the continuance of the prosperity which has been RE i MRE aa Rp 


shown since the last adjustment of freight rates downward G AN ADI AN P ACIFIC MEETING 
made by your Board. Take away these barriers to prosperity aaa 
and we will develop a tonnage for the railways in the west The Trac World Ottawa Bureos 


which will wipe out in a short time any semblance of Canadian The fifth annual convention of officers of the Canadian Pa- 

National deficits.” The west did not ask for rates as low as_ cific Railway was held at Quebec, March 22. Over 600 officials 

those on the Atlantic seaboard, but asked that unjust discrim- from all parts of Canada were present. President Beatty, in 
ination be removed, he added. addressing those present, said: 

Since the hearings closed, a meeting has been held at : 

: : It is a peculiar thing that the less profitable are the operations 

Montreal between representatives of the Canadian National Ex- ot the sm National system, the greater are the taxes of the 

press Company, the Dominion Express Company, and the Ex- Canadian Pacific, and if the National railways prosper through di- 

press Association of Canada with representatives of the Mon- — of — vo sy: ne tee in a a 

’ : an we gain in taxes. ere is y other railway in 
dressed poultry, butter and Dacking-house products trom points" ‘Hs delightfully incongruous position, I have yet 0 discovery 
’ Ss pr a iC 

in Ontario west of Montreal to Toronto, which it was stated cpncetunity given ety Seencial cxnearten. free from ae = 

strictions, s itself as free as possible from any _ politica F 

canes ye! “a ae Ga te at = ae plexion. The company can claim to be a fairly sizable one, and is 

& e y ‘ on was deterre naturally concerned with national policies, whether they emanate 

until a further meeting which will be held at Toronto. from one political party or another, and the company because of its 

tremendous stake in the country, and the fact that it is a trustee 

for hundreds of millions of British, American and Canadian capital, 

& AN ADI AN BR ANCH LINE CONSTRUC jealously ards these interests against unfairness or the adoption 

ae z of any policies calculated to destroy the integrity of these invest- 

ments. When I say that, however, I have said it all. The company 

TION is not in politics, and if I can say so in the presence of the minister 

The Trafic World Ottewa B of justice (Hon. Ernest Lapointe was present) without hurting his 

e frame Wor ttawa Bureau feelings, I would suggest that it has little, if, any, political infinencs 

’ " , . 4 a : No officer or employe of the company has, in my recollection, a! 
M The Se, _ —_ _— Dp agen was — certainly not in recent years, been ever asked or requested to dis- 
arch 25. e appropriations this year call for an expenditure charge his franchise save according to his own belief. 
of $28,111,000, and the construction of 1,065 miles of road. This 


is an increase of 54 miles over the programme of last year, In reviewing the affairs of the company, Mr.. Beatty noted 
which was thrown out by the Senate, and a decrease of $180,600 that it has 15,000 miles of railway in Canada and controls 5,102 
in the estimated cost. miles in the United States. It owns and operates telegraph 


Each branch line is to be introduced as a separate resolu- and express systems, 13 hotels, 16 bungalow camps and rest 
tion. The following is a table showing the branch lines which houses. It carries on its operations in almost every country 
are to be constructed, the number of miles and the estimated in the world. It has 81 vessels approximating 450,000 tons. It 


cost: has assets exceeding one billion dollars. Its personnel varies 
Ge RD, Sir SO OT 41 $2,123,000 from 65,000 to 100,000. Continuing, he said: 

" SR ee eo oe reece i7 1,000,000 
Sauk theatione, er en re ee eee 12 357,000 The transportation system of Oanada, now restricted in a large 
Sunny Brae, N. S.........cceeereccescsccerecevees 67 3,500,000 way to two major systems, has reached the point when we -may Me A 
a, a el a a a eR aE 105 2,236,000 clude that the test of government ownership is being made un “’ 
ee his pence Cease peCiintscne wee 8 358,000 as favorable conditions as can be secured. It is only stating oo 
Weneouver Island Main Line.........cccccccscvcee 26 348,300 obvious truism when I say that the railway mileage of the coun tt 
Eee eee eee 17 368,000 is proportionately greater than the traffic available to support ee 
EL REARS Cee ee A Se Poe ey See 22 300,000 That traffic is divided into two parts—that which is local to oe 
Gravelbourg its TRAE SAIS ation tanga eam Semen 11 144,000 of the companies, and that which is competitive. This compen? aya 
St. Rose du I aaa bc o8.cw oa be 68e eee Oro aeS 22 378,000 a very real reason to hope for the success of the National Railw Hic 
EEE ee Ce ee eee eee 57 1,445,000 provided it is accomplished without drawing from us the tra 
Loverna, Alta. 


SP a peers ey oR Pe em ar 50 1,182,000 which we have taken so many years to build up and secure. That = 
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THE ERIE RAILROAD 
Is the Great Freight Highway 


OVER WHICH ARE MOVED THE PRODUCTS OF THE WEST FOR CONSUMPTION 


IN THE EAST AND FOR THE TRANSPORTATION 
GOODS OF THE EAST TO THE CONSUMERS IN THE WEST 


ERIE R.R. SYSTEM AND CONNECTIONS 


AFFORDING FACILITIES FOR PROMPT DISTRIBUTION 
TO ALL PARTS OF THE UNITED STATES. 
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MAP of the UNITED STATES 


OF THE MANUFACTURED 











WITH THE SIZE OF STATES PROPORTIONED 


TO THE POPULATION, 1920 CENSUS 
BY COURTESY 


This map shows the relative size of the States of the Union based on the population of the 
1920 census prepared by the Ritchie Data Service Company. 


The ERIE RAILROAD connects the two largest cities in the United States and serves directly 
the greater part of the population of the United States. 


The high character of service rendered by the ERIE RAILROAD is shown by the commenda- 


tion of its patrons: 


“T want to take this opportunity to 
thank you for the very good service 
you have been according us on our 
shipments. 

“This is indeed gratifying to us, and 
we want to assure you of our appre- 
ciation.”’ 


“We wish to express to you our 
most hearty appreciation of the very 
prompt manner in which the three 
cars have been handled by the Erie 
Railroad. 

“There was surely nothing left 
undone to expedite the movement of 
these cars.” 





‘We have your telegram gy 
that carload shipment arrived an 
was delivered to consignee. 


“This was fine work, and we know 
that without the co-operation of all 
concerned it would not have been ac- 
complished.”’ 





“It may not be out of place before 
closing our files to suggest, that aside 
from our own observation of the in- 
creased activity on the part of the 
representatives of the Erie, I have 
just made a swing around the coun- 
try, the trip embracing territory from 
the lakes to Missouri river territory 
and the Gulf, and in the vernacular of 
the railroad roundhouse the talk is 
that the old Erie is making remark- 
able strides, not only in the handling 
of freight traffic and improved equip- 
ment, but compliments by the travel- 
ing public are also being handed the 
Passenger department. 

“We want you to know that we 
feel very well satisfied with the time 
made,” 


E ‘TIT am traveling every month of the 


year over the whole U. S. A., and I 
have just eaten the most satisfactory 
dinner, well served and moderate 
priced, that I have had on any dining 
car for several years.”’ 


F ‘T had occasion recently to make a 

trip to the western part of the state, 
and went via the Erie on the midnight 
train. 

‘TI write this to say that although I 
have traveled in many parts of the 
United States, I have never had a 
more comfortable trip. I wish to ex- 
press my appreciation for your serv- 
ice and the courteous attention paid 
by all of the employes.” 


G “Please accept our thanks for your 
telegram advising delivery of our 
shipment. 

“This is wonderful service and is 
greatly appreciated. In fact, all our 
recent shipments north over the Erie 
have gone through in good time.” 
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reason is, of course, this: That the greatest factor which will con- 


tribute to the progress of the Canadian National Railways is. the 
development of Canada, the increase in Canadian population, and 
the expansion of Canadian industries. If, by a happy combination 
of these factors, the progress of the Canadian National continues, I 
for one, will be very glad, because it will carry with it the assurance 


that the progress of our company will be still greater in the future 
than in the past.” 


A railway is, of course, a commercial undertaking, the primary 
object of which is to carry passengers and freight. If it succeeds, 
it fulfills an economic necessity, and its failure or prosperity is 
usually measured by statistics. Yet to my mind the greatness of a 
railway is more pomengpene 5 | measured by the character of the men 
it produces, the men with whom its development and growth are 
identified. If these are men of wisdom and enterprise, their rail- 
way is a living factor in the progress and prosperity of their coun- 
try, and is, therefore, truly great. And such, I contend, has been 
the character of the personnel of the Canadian Pacific during the 
forty-odd years of its existence. There is no other institution in 
the country which has produced so many outstanding men in their 
various communities. I speak not merely of the high executives, 
such as Sir William Van Horne and Lord Shaughnessy; I speak of 
hundreds of C, P. R. officers who have so finely served the company 
and the country. Owing to these men, the C. P. R. has not been 
merely a collection of subsidies, a machine for earning revenues, a 
network of railway tracks, an aggregation of buildings and equip- 
ment. It has been the dynamic force in the life and progress of 
Canada, settling vacant lands, fostering new industries, developing 
latent resources, opening up new markets, introducing outside cap- 
ital, bringing in vast armies of purchasers to consume her produce. 


MARITIME ARBITRARY REDUCTIONS 


The Trafic World Ottawa Bureau 


The Canadian Freight Association has announced reductions 
in freight rates between points in Ontario and the maritime 
provinces. The reductions are mainly in first and fifth class 
rates, on shipments from Ontario points to points in the mari- 
time provinces and vice versa, but some local rates in the 
maritime provinces are also affected. The reductions on the 
through rates average about 9 per cent and it is expected that 
they will enable shippers in the maritime provinces to get into 
the trade of Ontario and Quebec on more favorable terms. So 
far as the reductions affect through rates on traffic between 
Ontario and the maritimes, they have been applied to the arbi- 
trary between Montreal and, for example, St. John, N. B. Up 
to 1916 the maritime provinces had a lower scale of rates than 
existed in other parts of the country, the arbitrary east of 
Montreal having been established to meet unusual conditions 
in Nova Scotia and New Brunswick. Until rates began to in- 
crease in 1916, St. John took an arbitrary over Montreal of 
20 cents per hundred on first class freight, and of 10 per cent 
on fifth class. The increases of 1916 and subsequently were 
applied to the maritime provinces proportionately as to other 
parts of the country. In 1916 the arbitrary from Montreal east 
rose from 20 and 10 to 24 and 12 per hundred. In March, 1918, 
it went to 27% and 14 cents; in August, 1918, to 34 and 17%; 
and in Septémber, 1920, when rates in the east were increased 
by 40 per cent, the arbitrary went up to 47% and 2414. 


It is against such proportionate increases that the maritime 
provinces have been protesting for some years back, claiming 
that they were entitled to that special consideration which was 
recognized when the rates were originally fixed. When reduc- 
tions were made, the maritimes benefited along. with other parts 
of the country, but they have always claimed that those reduc- 
tions were not sufficient. In January, 1921, there was a reduc- 
tion in the arbitrary from 47% and 24% to 45% and 23%. In 
December, 1921, this was further reduced to 42% and 2114, where 
it has since remained. This will be altered when the new rates 
go into effect on April 14. Under the new order the rate on 
first class freight from Toronto to St. John will be reduced 
from $1.25% to $1.15 per hundred pounds; from Hamilton to 
St. John, from $1.30 to $1.19; London, $1.44 to $1.33; Windsor, 
$1.501% to $1.40. On fifth class freight the rate from Toronto 
will be reduced from 63 to 58 cents per hundred; from Ham- 
ilton, from 65 to 594%; from London, from 72 to 66%. from 
Windsor, from 75% to 70%. Summing up, the old arbitrary of 
20 cents per hundred on first class freight which St. John took 
over Montreal, and which went as high as 47%, and is now 
42%, will be brought down to 32. On fifth class the old arbi- 
trary of 10 cents which St. John had over Montreal and which 
went to 2444, will become 16. 

In connection with the reductions in rates, the officers of 
the Canadian National system explain that they have for some 
time been in communication with commercial bodies and others 
interested in the welfare of the maritime provinces in regard 
to the claim for lower rates. They state that the existing scale 
of rates, when compared with similar scales in other parts of 
Canada, cannot be considered unreasonable for the service per- 
formed, but it is a fact that, in the various horizontal per cent- 
age adjustments, both upward and downward, which have taken 
place since 1918, the relationship which the rates Detween On- 
tario and the maritime provinces bore to theses tetween Ontario 
and Quebec have been seriously disturbed. The officials of the 
Canadian National concede that the maritime provinces, by rea- 
son of their geographical situation, are at a considerable dis- 
advantage in the interchange of commodities with the west. 
The officials feel that they have gone as far as they can, at 





Vol. XXXIII, No. 13 


the present time, to assist in removing this disadvantage hy 
restoring to-a large degree the old relatienship witheut neces. 
sarily disturbing thé equilibrium of the eastern an rate 
structure generally. 





CANADIAN RAILWAY EARNINGS 


Gross earnings of the Canadian National, for the week eng. 
ing March 14, were $4,736,446, an increase of $705,554, or 17 
per cent, over the corresponding period for 1923. Gross earp. 
ings from January 1 to March 14 were $45,699,847, an increase 
of $2,226,334. Earnings of the Canadian Pacific for the same 
week were $3,283,000, an increase of $361,000, or 12.3 per cent, 


CANADA STEAMSHIP LINES REPORT 


The annual report of the Canada Steamship Lines for the 
year ending December 31, 1923, shows a further heavy reduction 
of dead assets which wiped out the net profits for the year and 
reduced the previous profit and loss balance by nearly one and 
a half million dollars. There was an improvement of over three. 
quarters of a million dollars in net working capital. The earn 
ings were slightly better than in 1922. Total revenue of $11, 
883,882 was about $270,000 more than 1922, while operating ex. 
penses were $9,728,368, or about $154,000 more than in 1922, leay- 
ing operating profit of $2,155,513, as compared with $2,040,748, 
The net profit for the year was $477,245. The bringing forward 
of the 1922 profit and loss balance of $2,902,685 made a total of 
$3,379,929, from which there is written off $1,045,180 represent- 
ing net loss on sale of fixed assets and investments, and the 
further sum of $866,000 representing special items of deprecia- 
tion in addition to the regular depreciation reserve. These re 
ductions leave at credit of profit and loss the some of $1,468,749, 


WEIGHING OF CARS IN CANADA 


The Railway Association of Canada has issued a bulletin 
announcing that the following regulations have been adopted to 
govern the weighing of cars by Canadian Railways: 


.. When cars are weighed by one railway for another upon request, 
this service will be performed for a charge of $4 per car, such charge 
to cover all expenses, including per diem. 

This understanding does not carry with it any obligation to com- 
ply with requests for the weighing of cars, and whether or not the 
service will be performed is optional with the railway upon which 
request is made. 

en cars are weighed by switching carriers not participating 
in the freight rate, at the request of consignees, and no charge is 
collectible from consignees under published tariffs, the carrier road 


will compensate the switching road for the service performed at the 
rate of $4 per car. 





CANADIAN NATIONAL REVENUE 


According to a statement tabled in Parliament this week, the 
gross amount earned by the Canadian National during the year 
ended December 31, 1923, was $254,926,456. Total operating 
revenue for the year was $38,348,280, an increase of $7,351,599. 
Included in this was $791,216 for freight on the railway’s own 
materials. Total operating expense was $234,689,892, expendi- 
tures for maintenance of way and structures, $44,781,775. Main- 
tenance per mile of road amounted to $2,050.05. 

Total capital charges of the system at the end of 1923 and 
the previous year were as follows: 


Held by public 
Pledged 


1923 1922 
: sida dtigranibehaeicel $ 817,724,537 $ 801,282,070 
146,601,212 153,700,706 


ee 


Le. er ae ce eer yee: 42,427,123 52,249,516 

Held by System companies............. 72,557,312 72,557,312 

Held by Dominion government......... 1,022,099,301 995,994,170 

Held in sinking funds................... ,000 86,000 
Totals 





CE ROE ae ee $2,101,695,487 


CANADIAN RAILWAY MAIL COSTS 


Expenditure on account of the railway mail service in Can- 
ada during the last fiscal year was as follows: 


$2,036, 069,776 


eats (ee “SUR gf. ac a ow camctenw oecoaree $3,683,282 
Canadian National Railways ..........ceccsscscccccccecceess 3,178,411 
I I 2 se cesare dic ae cisv ocstesale svaaig-@ eddie ceo aule eee peaaers 615,839 

$7,477,482 


The Minister stated that the post office department has to 
be governed by the requirements of the postal service in the 
territory covered by the railway, but wherever possible pref 
erence is given the Canadian National in the carrying of mails 
and the establishment of new services. 


CANADIAN EXCURSION RATES 


A bill has been introduced in Parliament to amend the 
railway act so as to restore to the public the privilege of cheap 
tickets for such occasions as week-end holidays, excursions, con 
ventions, etc., such as was enjoyed before the war. “This privi- 
lege,” said Mr. Church of Toronto, who introduced the bill, “has 
been restored in every other country.” On the second reading 
of the bill its introducer said: “This is not a very large de 
mand to make of the railway companies. It was good legisla 
tion before the war and worked out very well. In the United 
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“1 Power for Every Road 


quest, 
sharge 


* 
5 Speed for Every Trip 
pating 
woed How perfectly GMC is suited to the requirements of 
| warehouse service and furniture moving is demon- 
strated by these 3-ton models operated by Bekins of 


k, the San Francisco. On either long or short runs GMC 


Bn shows an efficiency and economy that assures mate- 
1,599, nally larger profits to the owner. 


3 own 


nes GMC is built oversize in every part of both engine 

and chassis to give strength in excess of actual capacity enera otors 
3 and ratings. Moreover, every GMC of two tons capacity 
_ and over is equipped with the famous GMC 2-range 
7 © tansmission—an exclusive feature that multiplies Trucks 
248.516 J the power at the wheels that will move a full load 
gui) out of bad places—up steep hills—in mud and sand , 
a —in fact, any place where wheels can grip. Nor is 
this amazing power obtained by sacrificing high road 
speed or by adding in any way to operation costs. 


Are you familiar with GMC? Do you know how 


n Can- 





Mail This Today 


,683,232 ole 
178,411 the 2-range transmission works? Do you know why 


—- GMC outlasts other trucks? All GMC special feat- 
avy fe ues are described in detail and illustrated in GMC 
in the fm ‘fee booklet ‘““Seven Steps Ahead.’ Write today 


> pref- 


| 

GENERAL MOTORS TRUCK COMPANY, 

| 

| 
ae for your copy. Fill in this coupon. There is no ' 

| 

! 

i 

| 

| 
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Dept. 41, Pontiac, Michigan 


~ 
| 
| 
| 
Please send me literature on GMC Trucks including 
booklet “‘Seven Steps Ahead.” 
1 
I 
| 
t 
| 
I 
\ 
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Obligation. 


aw | GENERAL MOTORS TRUCK COMPANY 


by Division of General Motors Corporation BR nas cvsniese. ari 4 wings simi braves ak Ss mas bake olen a cies ee 
; priv Pontiac, Mich. eo. fsck. oiits tes eotormntea iia stied «0 >.dbeien 
1, “has Saseinteninis | ; ! 
as re ee ee ee nee es wee 
; 99 
ge, 3 “G.M.C. Trucks are seven steps ahead 
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States they have this provision for week-end excursions for 
different purposes.” 

In moving that the bill be referred to the committee on 
railways, the Minister said: “The railways of the world are 
not having an easy time just now, and I think it would be unfair 
to amend the act in any way imposing any duties on them, or 
giving them any new privileges, unless all parties interested had 
an opportunity of being heard.” 


CANADIAN PACIFIC GRAIN TRAFFIC 


Reports issued by the Canadian Pacific Railway, at Win- 
nipeg, state that a 24 per cent increase in the quantity of all 
grain inspected for the crop year to date, and that the C. P. R. 
transportation offices show there were 152,283 cars inspected 
from September 1, 1923, to March 19, 1924, as compared with 
122,782 last year. Total loadings of grain reported over C. P. R. 
lines, from September 1 to date, aggregate 149,563, as compared 
with 120,770 for the corresponding period the previous season. 


REDUCTIONS IN CANADIAN BUDGET 


The fact that the Canadian government has been able to 
reduce its appropriations for the coming year by the sum of 
$46,000,000 from last year is largely due to decreases in deficits 
on the Canadian National Railways and the Canadian Govern- 
ment Merchant Marine. The estimates for the Canadian Na- 
tional are $18,500,000 less than last year, the reduction being 
based on an expected gain in net earnings and decreased 
expenditure on construction, equipment and betterments, while 
the government shipping venture is expected to take $600,000 
less than last year. 





CANADIAN MERCHANT MARINE PLANS 


According to the new summer schedule of the Canadian 
Government Merchant Marine, just issued, forty vessels will be 
employed, in eleven regular services from Montreal and Van- 
couver, during the coming summer. There will be monthly sail- 
ings from the St. Lawrence to B. C. ports and ships of the 
8,400-ton type will be used exclusively, making the voyage in 
five weeks. A regular monthly service will be continued to New 
Zealand and Australia, with ships of the 10,500-ton type, and 
regular fortnightly services between Montreal and Cardiff, 
Swansea, London and Antwerp. The passenger steamers, Cana- 
dian Fisher and Canadian Forester, will operate every three 
weeks between Montreal and Bermuda, Bahamas, Jamaica and 
British Honduras. From the Pacific coast there will be regular 
sailings to Australia, New Zealand, China and Japan, as well as 
to California. 





AMERICAN CARS IN CEYLON 


American Motor vehicles have affected the railway traffic 
in Ceylon very considerably, says the Far Eastern Division of 
the Department of Commerce. It is reported that at one sta- 
tion where the daily receipts were 700 rupees a year ago they 
amount to only 300 rupees at present, and the government is 
seriously considering the advisability of expediting the Aber- 
deen-Laxapana hydro-electric scheme and constructing electric 
railways. Competition to the densely populated districts of 
Colombo has also increased. More than 1,200 automobiles and 
trucks entered Colombo during 1923 for the island’s local trade, 
with a valuation of approximately $1,100,000. Up to November 
31 the United States had furnished 1,004 of the number, valued 
at $728,890; Great Britain, 109, valued at $146,660; France, 74, 
worth $65,460; and Italy, 10, at $13,372. 


CONFIDENCE IN RAILROADS 


The following resolutions were adopted by the executive 
committee of the Omaha Chamber of Commerce, March 18: 


Whereas, The Omaha Chamber of Commerce has had under con- 
sideration the railroad transportation situation as affecting this com- 
munity and surrounding territory, as well as the United States as a 
whole; and, 

Whereas, Agricultural, commercial and industrial development 
, and prosperity are contingent upon adequate transportation, whioh is 

fostered by healthy competitive operation of the railroads, unham- 
pered by unreasonable dictation by regulatory and legislative bodies 
or political groups; and, 

Whereas, It appears that the railroads of the country are in 
good faith borrowing and expending large sums of money in purchase 
and repair of equipment, and increase of trackage and other facili- 
ties in an endeavor to recover from war conditions, and to care for 
the greatly increasing volume of traffic; and, 

ereas, The railroads as a whole, are at this time giving excel- 
lent service, and their charges and rates are subject to control by 
the Interstate Commerce Commission, which should insure justice and 
equality in rates and service to the shipping public; and, 

Whereas, It should be the policy of the government to exercise 
such control of American railroads as will afford protection to the 
shipper and patron, and yet afford such encouragement as will inspire 
a spirit of initiative and progress on the part of the railroads, 
resulting in the best possible service to the public; 

Now, Therefore, Be It Resolved, By the Omaha Chamber of Com- 
merce, that it declares its confidence in the good fatih and ability 
of the railroads in their present endeavors to solve the manifold 
transportation problem confronting them, and that this chamber 
favors a continuance of the present railroad policies of development 
and improvement, and opposes any changes in existing laws which 
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will impair railroad credit or discourage additional investments in 
railroad plant and facilities. 

Be It Further Resolved, That this chamber is opposed to any 
policy or action on the part of regulatory and legislative bodies which 
will tend to destroy healthy, competitive operation of the railroads, 
or pens enarney or tend toward government ownership of rajj. 
roads; and, 

Be It Rurther Resolved, That this chamber lend whatever assist- 
ance it may toward developing wholesome co-operation of the pub- 
lic and the railroads to insure fair treatment to all parties, and the 
most effective utilization of the transportation systems. 





Digest of New Complaints 


No. 15600, Sup. 10. Goodrich Bros. Hay & Grain Co. et al., Win- 
chester, Ind., vs. Central Indiana et al. 

Unjust and unreasonable rates, in violation of Section 4, op 
coal from ya in Virginia, West Virginia and Kentucky, to 
Anderson, estfield, Jolietville and Rosston, Ind. Asks Cease 
and desist order, just and reasonable rates, and reparation, 

No. 15600, Sub. 11. McKinsey Coal & Supply Co., Frankfort, Ind, 
vs. Lake Erie & Western et al. ; 

Unjust and unreasonable rates on coal from points in Virginia, 
West Virginia and Kentucky, to Frankfort, Ind. Asks cease and 
desist order, and reasonable rates, and reparation. 

No. 15600, Sub. 12. Citizens Coal Co. et al., Muncie, Ind., vs. Lake 
Erie & Western et al. 

Unjust and unreasonable rates, in violation of Section 4, on 
coal from wr in Virginia, West Virginia and Kentucky, to 
Muncie, Ind. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 15600, Sub. No. 13. Goodrich Bros. Hay & Grain Co., Winches- 
ter, Ind., vs. C. & O. et al. 

Unjust, unreasonable rates, in violation of section 4, on coal 
from points in Virginia, West Virginia and Kentucky, to Win- 
chester, Farmland and Chesterfield, Ind. Asks cease and desist 
order, just and reasonable rates, and Pn ye rer 

No. 15615, Sub. No. 3. St. Joseph Ry., Light, Heat & Power (o,, 
St. Joseph, Mo., vs. Santa Fe et al. ae 

Unjust, unreasonable, discriminatory, preferential and _ preju- 
dicial rates on fuel oil from various points in Oklahoma to 
St. Joseph, Mo. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 15646, Sub. No. 1. New Orleans Coal & Bisso Towboat Co., New 
Orleans, La., vs. Illinois Central. : 

Alleges that complainant has been subjected to unjust and un- 
reasonable payment of allowance for transferring coal through 
chutes and conveyors into barges, boats and vessels for bunker 
purposes at New Orleans. Asks reparation. 


No. 15684. The Lumbermen’s Exchange, Los Angeles, Cal., vs. South- 
ern Pacific et al. 4 
Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on C. L. shipments of forest products, including lum- 
ber, timber, box and crate material, from Los Angeles, Wilming- 
ton and San Pedro, Cal., to El Paso, Tex., and points in Arizona 
and New Mexico. Asks cease and desist order, just and reason- 
able rates, and removal of discrimination. 


No. 15685. Dolese Bros. Co., Chicago, Ill, vs. C. R. I. & P. 

Unjust and unreasonable rates on_contractor’s outfits between 
Buffalo, Iowa, and Richards Spur, Okla. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 15686. American National Live Stock Asso., Fort Worth, Tex., 
vs. Santa Fe et al. ; 

Attacks rates on live stock between and within the various 
states in the Western District, including the states of Illinois and 
Wisconsin, as unjust, unreasonable and extortionate. Complain- 
ants allege that all the advances made since General Order No. 
28 should, in justice to the live stock producers of the country, 
be entirely removed and that the rates should now be estab- 
lished on the basis as it existed under General Order 28; also 
allege that carriers have imposed a number of special charges, 
such as switching, terminal service, bedding, etc. Asks that 
Commission re-establish a basis of rates in the Western Dis- 
trict and to the markets at Chicago which existed after General 
Order 28 took effect; that it establish one rate for one service 
from the point of origin to the point of delivery, and that it 
cancel and abolish the special charges complained of. 

No. 15687. H. C. Humphreys, Columbus, Ohio, vs. Director General, 
as Agent. 

cheteat, unreasonable, discriminatory and preferential rates and 
charges on manganese ore from Philipsburg, Mont., to Portland, 


Ore. Asks reparation. 
No. 15688. The Prairie Pipe Line Co., Topeka, Kan., vs. Santa Fe 
et al. 


Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on wrought iron pipe from Mansfield, La., to Faces® 
Kan., and later diverted to Burns, Kan. Asks cease and desis 
order, just and reasonable rates, and reparation. {i!- 

No. 15689. Martin-Nash Motor Co., Atlanta, Ga., vs. Chicago, Mi 
waukee & St. Paul et al. 


Unjust, unreasonable and prejudicial rates, in violation of  * 
tion 4, on automobiles from Kenosha and Milwaukee, ws. = 
Atlanta, Ga. Asks cease and desist order, just and reasona 
rates, and reparation. : 4 

No. 15690. M. Srlensky & Sons et al., Joliet, Ill., vs. Director Gen 
eral, as Agent, Santa Fe. ; hip- 

Unjust, unreasonable rates, in violation of section 6, on ; -a 
ments of fruits and vegetables from Chicago to Joliet, Il. 
reparation. uth: 

No. 15691. Gulf Refining Co. of Louisiana Pittsburgh, Pa., VS. So 
ern et al. fore 

Unjust, unreasonable, discriminatory, prejudicial and pre obile 
tial rates on petroleum oil and the products thereof from ges 
Ala., to Gilbertown, Ala. Asks cease and desist order, just, 
sonable and non-discriminatory rates, and reparation. 1 

No. 15693. Louis Wuichet, Inc., Chicago, Ill, vs. Santa Fe et = “ye 

Unjust, unreasonable, preferential and prejudicial rates, n na 
lation of the aggregate-of-intermediates clause of section Peres, 
lumber from Williams, Flagstaff and Cliff's, Ariz., and carte 
New Mex., to destinations in Ohio, Michigan, Indiana, On = 
New Jersey, Illinois, New York, New Hampshire, Vermont 4 
Kentucky. Asks reparation. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 





WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo ofiers. 





ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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March 31—Fort Worth, Texas—Examiner Disque: 

* |. and S. No. 2047—Grain from Western Trunk Line points to Texas, 
(Assigned for the purpose of hearing testimony of Texas pro- 
testants.) 

March 31—Washington, D. C.—Examiner Pattison: 

* Val, Docket No. 159, in re tentative valuation of the property of 
the New York, Philadelphia & Norfolk Railroad Co. 

March 31—Argument at Washington, D. C.: 

14831—Winding Gulf Colliery Company vs. C. & O. Ry. et al. 

March 31—Binghamton, N. Y.—Examiner Carter: 

15243 Sub No. 1—Levene’s Sons vs. Erie R. R. 

15250—Levene’s Sons vs. D. L. & W. et al. 

March 31—Montgomery, Ala.—Examiner Worthington: 

15476—The Hobbie Elevator Company et al. vs. L. & N. R. R. et al. 

March 31—Chicago, Ill.—Examiner Griffin: 

15576—John F. Jelke Company et al. vs. C. & N. W. Ry. et al. 

March 31—Duluth, Minn.—Examiner Gault: 

“aoa Duluth Chamber of Commerce vs. C. St. P. M. & O. Ry. 

April 1—Washington, D. C.—Examiner Cummings: 

Fourth Section Applications Nos. 11914 and 12081, filed by F. V. 
Davis, concerning rates on bituminous coal from points in Ohio 
to points in Michigan, etc. 

April 1—Oklahoma City, Okla.—Examiner Disque: 

i. and S. No. 2064—Routing between Oklahoma and points east of 
the Mississippi River. 

Portions of Fourth Section Application No. 702, filed by F. A. Le- 
land, concerning rates on classes and commodities between points 
in Carolina, Macon, Middlesborough, Nashville and Raleigh ter- 
ritories and the Virginia cities on one hand an rs in Okla- 
homa, etc. (Assigned in connection with I. & S. No. 2064.) 

April 1—Argument at Washington, D. C.: 

{. and S. No. 1929 (and first and second supplements)—Iron and steel 
between C. F. A. and Trunk Line points. 


April 1—Buffalo, N. Y.—Examiner Carter: 
1 and S. No. 2037—Crushed stone from Maryland and- Pennsylvania 
to New England and Trunk Line points. 


April 1—Montgomery, Ala.—Examiner Worthington: 
13852—Swift & Company vs. Georgia Northern Ry. et al. 


May 2—Washington, D. C.—Examiner Fuller. 
1 . sone ulf Sulphur Company vs. Gulf, Colorado & Santa Fe 
y. et al. 
13466—Texas Gulf Sulphur Company vs. Santa Fe Ry. et al 


14916—Allowances or divisions received by the Texas Gulf Sulphur 
Company and by the Houston & Brazos Valley Ry. Co. 


April 2—Fort Worth, Texas—Examiner Woodrow: 
1. and S. No. 2056—Live stock between Texas and Kansas points. 


April 2—Albany, New York—Public Service Commission of New York: 
Finance No. 3376—In the matter of the application of the Central 
New England Railway Company for a certificate of public con- 
venience and necessity authority for it to abandon portions of its 
line of railroad. 


Finance No. 3396—In the matter of the application of the Delaware & 
Hudson Company for a certificate of public convenience and ne- 
cessity authorizing it to abandon a branch line of railroad. 


April 2—Buffalo, N. Y.—Examiner Carter: 
1. and S. No. 2055—Sand from Sherks, Ont., to New York and Penn- 
sylvania. 
April 2—Fort Worth, Tex.—Examiner Seal: 
15565—Live Stock Traffic Association vs. Abilene & Southern Ry. 
et al. 
April 2—Chicago, Il).—Examiner Griffin: 
15582—-Standrad Steel Car Company vs. Indiana Harbor Belt R. R. 
Co. 


April 2—Argument at Washington, D. C.: 
1. and S. No. 1853—Increased switching charges at Detroit, Mich. 


April 2—Minneapolis, Minn.—Examiner Gault: 
15502 (and Sub. Nos. 1 and 2)—-Shanard Elevator Company vs. Minne- 
apolis Eastern Ry. et al. 
i. and S. No. 2059—Dockage, handling and storage charges on grain 
and grain products at Lake Superior ports. 
April 3—Chicago, Ill—Examiner Griffin: 
15508—French Battery & Carbon Company vs. C. & N. W. Ry. et al. 
April 3—San Francisco, Cal.—Examiner Kephart: 
Fourth Section App. No. 12558, filed by A. T. & S. F. Ry., concern- 
ing rate of 28h cents per cwt, on lard and lard substitutes, 
Cc. L., from San Francisco to Los Angeles, Cal., to apply terminal 
in application, etc. 


April 3—Sacramento, Cal.—Examiner Wagner: 
15385—Wood Curtis Company et al. vs. Northern Pacific Ry. et al. 
April 3—Argument at Washington, D. C.: 
1. and S. No. 1930—Reduced commodity rates from New York piers 
to Pacific Coast. 
18343—The Chicago Association of Commerce vs. Sou. Pac. et al. 


April oy ge D. C.—Examiner Boles: 

Finance No. 2590—In the matter of the application of the Morgan- 
town & Wheeling R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of road. 

Finance No. 3332—In the matter of the application of the Mononga- 
hela Ry. Co. for authority to acquire control, by purchase of 
stock, of the line of ng Monongahela & Ohio R. R. Co. and of 
the Scotts Run Ry. Co. 

Finance No. 3333—In the matter of the application of the Scotts 
Run Ry. Co. for authority to issue capital stock of par value 
of one million dollars. 

April 4—Argument at Washington, D. C.: 

15006—In the matter of rates, charges, classifications, regulations 

and practices governing the transportation of anthracite coal. 
April 4—San Francisco, Calif.—Examiner Wagner: 

i, and S. No. 2039—Routing of lumber from Pacific Coast to sta- 

tions on the Copper Range R. R. in Michigan. 


THE TRAFFIC WORLD 


Docket of the Commission 





April 4—San Francisco, Cal.—Exami W : 
, aminer Wagner 


rown illamette Paper Company vs. Direct 
Western Transp. Co. et al _ rector General, 


15421—The Diamond Match Company vs. Director-Gener 
ern Pacific Co. et al. — eral, South. 
April 4—Milwaukee, Wis.—Examiner Gault: 
15441—The Kieckhefer Container Company, successors to the Kay. 
kauna Pulp Co. vs. C. & N. W. Ry., and Director General. 
April 4—Birmingham, Ala.—Examiner Worthington: 


1. and S. No. 2028—Pig iron between Florence and Sheffield Ala. 
when for beyond. : : 


April 5—Washington, D. C.—Examiner Davis: 

* Finance No. 3520—In the matter of the joint application of the 
Southern Bell Telephone & Telegraph Co. and the Black Moun- 
tain Telephone Corp. for a certificate that the proposed acquigi. 
tion by the former of the property of the latter, and making 
same a part of the system of the former, etc. 

April 5—Birmingham, Ala.—Examiner Worthington: 


1. and S. No. 2061—Storage in transit of apples at Alabama and 
Tennessee points. 


April 5—San Francisco, Cal.—Examiner Wagner: 
1, and S. No. 204@—Express weights on asparagus from Arizona 
and California. 
April 5—Chicago, Ill.—Examiner Griffin: 
13878—Chicago Fire Brick Company et al. vs. A. & W. Ry. et al, 
April 5—Oklahoma City, Okla.—Examiner Seal: 
15545—Turner-Oklahoma Company et al. vs, A. C. L. R. R. et al, 
April. 5—San Francisco, Cal._—Examiner Wagner: 


bee ay Oil Sen (California) vs. Director-General, A. 


. B. Ry. et al, 
15308—Standard Oil Company (California) vs. Director-Ge 1, 0. 
S. L. R. R. et al. — 
April 7—New York, N. Y.—Examiners Oliver and Barclay: 
12066—Construction and repair of railway equipment. (With refer- 
ence to all equipment of the Erie R. R.). 
April 7—Omaha, Nebr.—Examiner Disque: 
1, and S. No. 7—Grain from Western Trunk Line points to Texas, 
April 7—Portland, Ore.—Examiner Kephart: 
*13211—West Coast Lumbermen’s Association et al. vs. Abilene & 
April 7—Washington, D. C.—Examiner Money: 
‘15516—The Atlas Portland Cement Company vs. B. & A. R. R. etal. 
April 7—Jonesboro, Ark.—Examiner Hosmer: 
15504—Edwards Construction Company vs. Jonesboro, Lake City & 
Eastern R. R. et al. 


April 7—Austin, Tex.—Railroad Commission of Texas: 

Finance No. 3478—In the matter of the application of the New Or- 
leans, Texas & Mexico Railway Co. for authority to acquire con- 
trol of the International-Great Northern R. R. Co., by purchase 
of the capital stock. 


April 8—Washington, D. C.—Asst. Chief Examiner Gerry: 
11756—Bangor & Aroostook Railroad Company et al. vs. Aberdeen 
& Rockfish R. R. et al. (further hearing). 
April 8—Washington, D. C.—Examiner Copenhafer: 
15420—Virginia Blue Ridge Railway vs. Southern Railway 
Company. 
April 8—Lansing, Mich.—Examiner Gault: 


15519—Western Paper Makers Chemical Company vs. Ann Arbor 
R. R. et al. : 


CONDITION OF LOCOMOTIVES 


Class I railroads on March 1 had 11,304 locomotives in need 
of repair, or 17.5 per cent, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was a decrease of 479 compared with the 
number on February 15, at which time there were 11,783, or 
18.3 per cent. 

Of the total number, 6,047, or 9.4 per cent, were in need of 
classified repairs on March 1, a decrease of 257 compared with 
the number on February 15, while 5,257, or 8.1 per cent, were 
in need of running repairs, a decrease of 222 compared with 
the same previous date. 

Class I railroads on March 1 had 53,127 serviceable loco 
motives, an increase of 449 compared with the number on Feb- 
ruary 15. In the last half of February the railroads repaired 
and turned out of their shops 22,457 locomotives compared with 
22,292 in the first half of the month, or an increase of 145. 








CONDITION OF EQUIPMENT REPORT 

The Commission has submitted to the Senate its monthly 
report on the condition of railroad equipment and related mat- 
ters in response to the La Follette resolution. The report, cov- 
ering the month of February, shows that in that month there 
were 87,965 freight cars inspected and 3,317, or 3.8 per cent, 
found defective, and that out of 1,481 passenger cars inspected, 
11, or 7-10 of one per cent, were found defective. In Februaty, 
1923, out of 77,736 freight cars inspected, 5898, or 7.6 per cent, 
were found defective, and out of 1,658 passenger cars inspected. 
17, or 1.2 per cent, were found defective. ? Fi 

The report of the bureau of locomotive inspection showe 
that 5,631 locomotives were inspected in February and that 
3,064, or 54.5 per cent, were found defective, and that 577 were 
ordered out of service. There were 92 accidents resulting from 
the failure of some part or appurtenance of locomotive or tende! 
in which 11 were killed and 99 injured. 
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THE TRAFFIC SERVICE CORPORATION 
WASHINGTON 

SOLORADO BUILDING 
Telephone, Main 3840 


CHICAGO 
418-4380 S. MARKET STREET 
Telephone, Harrison 8808 
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500 TONS 


DAILY PRODUCTION 





Folding Paper Boxes, Solid Fibre 
and Corrugated Shipping Cases 


Leaders in every line find Con- 
solidated quality and service 
satisfactory. 


Our daily production of container 
board averages five hundred tons. 
This is converted into Folding 
Paper Boxes, Solid Fibre and Cor- 
rugated containers in our own 
box factories. 


Our facilities are so extensive that 
large orders do not choke up pro- 
duction. We can meet any sched- 
ule and furnish uniform quality 
on orders of any size. 

Samples built to fit your goods—by 

our trained package designers—and 


interesting prices promptly furn- 
ished on request. Write Dept. T. 


CONSOLIDATED PAPER COMPANY 


Monroe, Michigan 


Branch Sales Offices 


Indianapolis 
Chicago Cleveland Kansas City 


Baltimore Buffalo 
Boston 


New York 
Pittsburgh 
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Rand McNally & Co. 





WINDWARD ISLANDS SERVICE 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 











EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 













ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW. YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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ius FAST FREIGHT SERVICE — 


EDMONTON 
BRITISH COLUMBIA Re orre 
Re &% 4 ALB 
Si Vey, eye %e, oa » he 
am, *toy, 


"ey, 





VIA THE 


SOO LINE 


BETWEEN : 
ALL POINTS w Tue EAST ann SOUTH 








AND 


o ae ON : 
ROUTE YOUR FREIGHT 
FOR 
REGULAR DEPENDABLE SERVICE 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


CF mintwe 


(Te avold delay, shipments for Canadian destinations eqoommmanted 3 by eorre 5 EXPORT DECLARATION MADE IN ORS SORES. 
This document must be delivered raliread agent at Tnlelan point with the shipment and accompany same to Canadian port of entry. 


Bosto ~ ay « AGENCIES Pittsburgh, Pa., 340 eh Ave. 
Buffale, Ea are San Los Angeles, Cal., 606 So. Spring St. Portland, Ore., 55 Third 
Chicago, ih. 4 ior Mee pk aay 4 & . Leuis, 











» Sich aid Lineuust ‘Bide ‘ 8 
d., 622 Merch. Bank Bldg. Philadelphia, Pa., Cross Bidg., Locust St. at Waukesha, Wis. 
City, Me., 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 


At last! 
A Highly Efficient Box 


For the Transportation 


Of Perishables and Semi-Perishables 
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Up from South America came tales of a new and wonder- 
ful wood—Balsa 


Lighter than cork 
Resilient as spruce 
Strong as_pine, weight for weight 


It looked as if at last the ideal shipping box had arrived. 
Tests were made. And Balsa ‘‘came through.”’ 


Balsa Boxes can be used again and again—one has trav- 
eled 25,000 miles, 


It is without an “‘if, and, or but” the box for shippers of 
perishables—resists heat and cold—reduces refrigeration 
costs. In this saving alone it more than pays for itself 


Does not'chip or split—Balsa has practically no grain. 
Encircled with steel band for added protection against 
pilferage. Burns slowly. 


Balsa Wood Boxes made in all sizes, to all specifications. 


Shippers of perishables invited to communicate with 


BALSA BOX DEPARTMENT 


THE FLEISCHMANN TRANSPORTATION COMPANY 


699 Washington St., 327 South La Salle St., 
New York Chicago, Ill. 
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No. 14 


April 5, 1924 THE TRAFFIC WORLD 845 


The San Antonio and Aransas Pass Railway Co. 


J. S. Peter, SOY. yyy, ’ 
Vice-Pres. & Gen. Mar., Y Wa W Y bE nid 
_° $an Antonio, Tex. Y 
J. C. Mangham, 
Gen. Frt. Agt., 




























Jet ne D Muskogee 
San Antonio, Tex. 8 Oklahoma City 
J. B. Brooks, ' a 6s 
A. G. F. og "Chicka a 
San Antonio, Tex. D McAlester 









Little Rock, 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, ‘Tex. 
W. A. Springall, 
Com. A 
San Antonio, Tex. 
A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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SPEEDY, 
ACCURATE, 

AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 

Aransas Harbor Terminal Railway 

Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 

International & Great Northern Ry. 
issouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio, Uvalde & Gulf R. R. 

San Antonio Southern a. 

St. Louis Southwestern Ry.(Cotton Belt) 


Tredty & Brasze Valley Ry. 
Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry. 
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To the storm-swept mariner the light- 
house points the way through the rocks and 
shoals to a safe haven beyond. To the trav- 
eler or shipper the familiar emblem of the 

SOUTHERN PACIFIC LINES 
is an indicator pointing the way to 
prompt, courteous and sympathetic atten- 
tion to his wants, insuring a pleasant 
journey or safe and expeditious movement 


of the commerce entrusted to our care. 
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